



















TRANSPORTATION LIBRARY 
TORLD 


z.—Exam- 
-» Lander, 
ion. 

imber of 
erage Co., 


>. Bldg.— 
h: 


JUNE 29, 1946 


Co., Oma- 
ication. 
Ct.—Ex- 
isportation 
ntract car- 
lan Trans- 
own, Pa., 
lan Trans- 
Pa., com- 
Bldg. Jt. 


und Corp., 
sarrier ap- 


in Hotel— AN INDEPENDENT NATIONAL TRANSPORTATION NEWSMAGAZINE 


ge vont Rail — Motor Transport — Air — Water — Warehousing — Distribution — Material Handling 
ot ggl A Working Tool for Traffic Men 





Bldg.—Ex- 
springfield, 
tion. 
sreat Bar- 
or applica- 
iner Hand: 
Line, Nor- 
ication. 
liner Ches- 
¢ or crate 


uffalo—Ex- 


ustoms ex- 


4 wr 


— 
~—Y, 





ee ee 


** 


2? 












irgest 
Movers of 
rds, Office 


Equipment 


ED 
NES 


Papesibe haa 


50c A COPY 





~ 


Yj 


AA 
PF cc 


1s 


t 
{ 
L 


Wy 


AY 
Y, 
V7, 
tM 


tf; 
YAP 
oY 


TRAFFIC WORLD 





























Transcontinental conveyor belt 


Every few hours, day and night, another section of 
No. 603 pulls westward out of the Twin Cities along the 
Main Street of The Northwest. Somewhere, at any given 


moment, some section of this famous Northern Pacific 
hot-shot is on the move. 


This “chain-train” and her eastbound twin No. 602 
are now on schedules 24 hours faster than during war- 
time... they are, in effect, constantly moving conveyor 
belts, 1900 miles long, carrying whopping big loads of 


food, timber, fuel, minerals, machinery, and merchan- 
dise on Main Street. 


By efficient, dependable operation of these and other 
fast freight trains, by constant improvement of our 
railroad and by active assistance to agriculture and 


industry, Northern Pacific does its best to keep all the 
lights bright along Main Street. 
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Here are some of the reasons Santa Fe keeps 
freight service ‘“‘on the advertised” (which is rail- 
road language for “on-time performance’): 











. . - world’s largest fleet of freight diesel locomotives— 
eighty 5400-horsepower giants now in service. 





- - more miles of double track than any other western 
road. 












. world’s largest private telephone system, to keep 
shipments moving more swiftly. 








. » « increased yard capacity, and improvements along 
the line, such as curve straightening, new bridges, 
longer sidings. 












It all adds up to getting what you want where and 
when you want it, when you ship Santa Fe. 





SANTA FE SYSTEM LINES 
Serving the West and Southwest 
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Santa Fe 
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Santa Fe 
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AIR FREIGHT SERVICE 


1923 





Western Air Lines offers Air Freight 
service Over its entire system...service 
shrinking shipping time for all com- 
modities whose profitable marketing 
depends on speed. In conjunction with 
other carriers, shipment can be made 
anywhere in the U.S.A. New rates 
offer shippers economical, speedy trans- 
portation. Pick-up and delivery service 
optional at small added cost. Ship any- 


where by Western Air. 


AN ADDED SERVICE 

It costs you nothing to find out how 
Air Freight fits into your shipping pic- 
ture. Western Air Lines Air Cargo En- 
gineers (ACEs) are ready to analyze 
your distribution problems...to show 
you the advantages of this modern 
method of shipping and recommend 
its use only if it is advantageous to 
you. For complete information on air 
freight, air express or air mail, write 
Cargo Traffic Department, 510 W. 6th 
Street, Los Angeles 14. 
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WESTERN AIR LINES 
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LACKAWANNA RAILROAD a 


THE PIONEER 


Overnight merchandise freight service, New York, Scranton, Binghamton and 





Elmira to Buffalo with connecting service via Nickel Plate Road to Cleveland. 


First hun Monday. June 24 





Arrive Buffalo....... 4:25 A. M., E.S.T. 





7 
Depart New York..... 6:30 P. M., E.S.T. | 
Arrive Cleveland..... 1:00 P. M., E.S.T. J) 


Appropriately named The Pioneer because the Lacka- 
wanna was the first to establish similar service in 
pre-war days. Temporarily suspended during the war, 


Lackawanna is first to restore the service. 


Lackawanna pioneered also in the use of— 


Creosoted cross-ties. Wireless for communicating 


between a fixed point and a moving train, and 


erected the first broadcasting tower in this country 


for that purpose. Diesel locomotives for switching 


purposes. 


When better services are provided, 


the Route of Phoebe Snow will be among the Pioneers. 


Lackawanna Railroad 


THE SHORTEST ROUTE BETWEEN THE GREAT LAKES AND THE SEA 
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ALCOHOL CAUSTIC SODA CHLORINE 


Clean, steel car, 6,000 to 10,000 gallon Heavily insulated steel car, with or without heater 
capacity. coils, 8,000 or 10,000 gallon capacity. Usually 
specially lined. 


Insulated, welded car; built to withstand pressure 
up to 500 pounds; 15 or 30 ton capacity. 


FOR RENT 


TANK CARS 


FUEL O'L 


Steel car, steam coiled, 8,000 to 12,500 gallon 
capacity. 


Tank car transportation of liquids in bulk, 
pioneered by General American has proved 
its versatility, its efficiency, its economy. 


The General American fleet comprises 
more than 37,000 specialized tank cars .. . CORN SYRUP UNMIXED 
1 7 } Clean, steam coiled with heavy truck capacity. 
207 different types of tank cars... designed : “edad = 
for the safe and swift hauling of an almost 
infinite variety of liquids. 


General American’s strategically located 
offices, plants, and repair shops keep these 
tank cars at your service; provide you with 
precisely the type of tank cars you want, 
when you want them, where you want them. 


If your problem is the transportation of 
liquids in bulk, let the nearest General 


American office help you. ian Aikes 
Car lined with pure or synthetic rubber; 8,000 to 


GENERAL AMERICAN TRANSPORTATION acai 


CORPORATION 
GENERAL OFFICE: 135 South La Salle Street ¢ Chicago, Iilinois 


DISTRICT OFFICES: 
New York ¢ St. Louis ¢ Buffalo « Seattle * Los Angeles * Dallas ¢ Houston 
Tulsa « New Orleans ¢ Cleveland ¢ Pittsburgh 


aliens 


AMERICAN . Clean car, 6,000 to 12,500 gallons; single or mul- 
TRANSPORTATION . : tiple compartment. 


Ys CORPORATION 


GASOLINE 


curcaco 


LARD WINE MOLASSES 


Clean steam coiled car, usually of 8,000 


Insulated car with one to six compartments. In- Steam coiled car with heavy capacity trucks; 8,000 
gallon capacity. 


terior coated to preserve quality. gallon capacity. 


COTTONSEED OiL 
Clean, steam coiled car of 8,000 gallon capacity. 


PROPANE 


Heavily constructed car, welded and insulated. 
Built to withsiand internal pressures to 300 pounds. 
Capacity 10,000 to 11,000 gallons. 


LUBRICATING OJL 


Steel car, with steam coils, single or multiple com- 
partment; usually 8,000 gallon capacity. 


ACETIC ACID 
Aluminum Car, 8,000 or 10,000 gallon capacity. 


ASPHALT OR TAR 


Heavily steam coiled car; with 2 or more inches of 
insulation; steam jacketed outlet; 8,000 to 10,000 
gallon capacity. 


SULPHURIC ACID 


Heavily constructed steel car with heavy truck 
capacity. Equipped to unload through dome. 




























































Chessie’s Railroad Gets Harriman Award 


0 Ser < Softy te 94S 


HE Chesapeake & Ohio Railway has 

just received the Harriman Gold 
Medal for Class A railroads. The award 
was given by the American Museum of 
Safety for the utmost progress in safety 
and accident prevention in 1945. 

This is no occasion for back-patting or 
self-congratulation. Instead, it is an oppor- 
tunity to point out that the American 
railroad industry as a whole has such high 
standards of safety that any differences 
which may exist between the yearly safety 






Chesapeake & Ohio Railway 


Terminal Tower, Cleveland 1, Ohio 


records of individual roads are very slight 
indeed. 

Weare quite as proud of the safety record 
of all railroads as we are of the gold medal 
and certificate awarded us for our own 
1945 record. 

Toiall of our Chesapeake & Ohio people, 
whose work in 1945 made it possible for 
us to again receive this honor, we say a 
heartfelt thank you. 

We shall try to keep up the good work 
in the years to come. 
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Too Much Explanation 


If we apply the old adage, that a judgment which 

pleases no one must be just, to the Commission’s 
decision for temporary rate increases in Ex Parte 
148-162, that decision must be good. The only thing 
about it, including the decision itself, that is definite 
and clear is that neither shipper nor carriers are satis- 
fied with it. 

There are things in it which are more than puzzling 
to shippers—that are actually bewildering. Of these, 
perhaps the most astonishing is the discovery that the 
railroads in Official Territory—which everyone hereto- 
fore has considered much better off than their compe- 
titors in the south and west—are actually much the 
worst off. Regardless of whether the measure of the 
temporary increase granted generally is sufficient or 
insufficient, shippers in Official Territory are still reeling 
from the shock of discovery that they must contribute 
five per cent more than shippers in other areas in order 
to keep their railroads solvent. 

Coming on top of an interim increase of ten per 
cent in their class rates—from which they have been 
spared up to the present only by a court injunction and 
the promise of the Supreme Court to hear an appeal— 
the new decision means that Official Territory shippers 
are faced with what only can be called a whacking 
increase in their class rates. The Commission is con- 
cerned with making it clear, by saying so several times 
in its decision, that it made its findings and orders 
without reference to the class rate investigation. The 
increases provided therein, it says, are to be applied to 
the “going rates’ as of the day of the decision. 

The extra five per cent for Official Territory ship- 
pers, however, is to be added after their rates have 
been increased the general six per cent. If our mathe- 
matics are correct, the result will be an increase in 
official territory rates of 11.3 per cent. In addition, 
while the general increase carries the same exceptions 
on numerous commodities as noted in the original Ex 
Parte 148 decision, the exceptions to the added five 
per cent are restricted to the several kinds of coal and 
to iron ore. 

Thus, if and when the class rate decision injunc- 
tion is lifted, regardless of what happens to the body 
of the railroads’ petition in Ex Parte 162, Official Terri- 
tory shippers will have to work under a scale of class 
rate raised by 21.3 per cent. This, we submit, is equali- 
zation of class rates with a vengeance—even though we 
have the solemn statement of the Commission that, in 


1927 


arriving at the instant decision, it kept the class rate 
proceedings rigidly locked outside its considerations. 

On the other hand, we do not think that shippers, 
generally, will be anything but relieved to discover that 
the temporary increase is to be only six per cent. Most 
responsible shippers and shippers’ organizations said, 
at the hearings, that the Ex Parte 148 increases might 
well be reinstated as a temporary relief measure for 
the carriers. Most of them, moreover, looked for the 
temporary increase to be nearer the limit of the carrier 
applications in that case, which was ten per cent. 

Judging by their brief separate statements, Com- 
missioners Patterson and Johnson had some such idea, 
also; while Commissioner Miller’s expression, that “the 
increases authorized are far below what the carriers 
have justified and should be allowed now,” implies that 
he would have gone even further. 


OME THERE MAY BE among the shippers, to whom 
we referred in this column last week, who saw in the 
allusive statement by the government in its prayer to 
the Supreme Court for review of the injunction matter 
—that a general increase while that injunction was in 
effect would aggravate regional class rate discrimina- 
tions—who will have trouble explaining confident pub- 
lic statements that there could be no decision in Ex 
Parte 148-162 while that injunction was in effect. 
Perhaps they may find some consolation in the extra 
increase for Official Territory rates, which certainly 
will operate exactly the same way—though perhaps not 
to the same extent—as the interim class rate order. To 
those who saw in the attempt in the class rate case to 
level class rates nationally, the operation of New Deal 
economic philosophy, the same economic-political forces 
may be seen operating in that part of the instant 
decision. 

The most difficult thing for the disinterested ob- 
server to understand about the decision is the reasoning 
which resulted in a decision setting up estimated reve- 
nue increases of $390,000,000 as sufficient to offset far 
higher expense increases. The decision labors mightily 
to convince the reader that the carrier estimates of 
increased costs and decreased revenues were extrava- 
gant on both counts. It goes deeply into valuations to 
make the point—although to a lay reader the connec- 
tion is rather remote. 


As a matter of fact, the decision strives so well to 
justify the alleged sufficiency of its award that, in the 
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1 “This is the type of small truck I’ve used for 2 "The Fruehauf Branch mounted a 5th wheel 
years. It could carry only 4 tons at best. The coupler on my truck to pull the Trailer. Now, 
boss began to lose business to fellows who I pull more than twice the load that the truck 










used Trailers—so he bought Fruehaufs, too.” was designed to carry on its own back.” 








3 “It’s amazing how easy it is to get in and 4 "What a time saver! Now I can haul in one 


out of tight places and up narrow alleys with trip as much as | formerly did in two. This 
the Trailer. Hinged in the middle, the vehicle Trailer method saves the boss real money— 
turns in the same radius as the short truck in gasoline, upkeep and replacement costs 


which pulls the unit.” and the Trailer will outlive several trucks.” 







World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY ¢ DETROIT 32 


8 Factories—60 Factory Service Branches 






ERE A FRUEHAUF Bul 
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end, it serves to convince the reader that there isn’t 
much use in the railroads’ trying to prove their case in 
further and more extensive hearings. If what the deci- 
sion says reflects the facts, they can not expect any- 
thing more, anyway. 


E ARE NOT criticizing what the Commission has 

done. We are merely raising questions about what 
it says in justification of its action. We said, from the 
beginning, that we sympathized with those who objected 
to the railroads’ prayer for immediate effectiveness of 
the increases they sought and later investigations of 
them. We do not see how the Commission could have 
done much more for them—unless it had done what 
has already been mentioned by granting the full Ex 
Parte 148 ten per cent. But we think it would have 
been sufficient for the Commission to have stated the 
reasons in law why that was the limit of their power 
to grant immediately. As it is, although the orders are 
temporary under Ex Parte 148, the decision is, in effect, 
a decision in Ex Parte 162 also. 

Its considerations cover all phases of the problem. 
It is optimistic about future production. Most of us 
hope that its predictions about future absence of labor 
troubles are true. It speaks about them so confidently, 
however, that we wonder how it overlooked the fact 
that those that we have had so depleted the great 
backlog of purchasing power, on which industry was 
relying for the production and distribution of vast 
quantities of civilian goods, so as to make the con- 
fidence it expresses in the high level of future traffic 
seem a little misplaced. 

Nothing is left out of consideration. It not only 
reminds the railroads that land grant rate deductions 
will end in October, but it examines conflicting esti- 
mates as to just how much the railroads are to profit 
by that and casts its vote for the higher figure. If 
everything it looks for comes to pass, undoubtedly the 
railroads will get by. So will the rest of the country. 
But, meanwhile, the railroads are losing money at a 
rate that makes the allowed increases seem wholly 
inadequate, and net revenues do not go up,.nor do 
operating ratios go down, on hopes for the future—or 
even on Commission “estimates” for the future. 


The point we are trying to make here, however, 
rests not on what we think of the wisdom or unwisdom 
of particular things said by the Commission in its 
decision. It is simply that the decision is a definitive 
one on all of the questions raised in Ex Parte 162—not 
merely on the matter of emergency increases. The 
petitioners in the case have now added to the job of 
making their original case the task of changing the 
Commission’s convictions, as implied in this decision, 
which is that the emergency increases they have allowed 
are enough. 


There is new hope for the Bulwinkle bill in the 
action of the Senate interstate commerce committee, re- 
ported in the Traffic World last week.* It recommends 
adoption of the bill which would exempt carrier rate- 
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making activities from the anti-trust laws, and place 
them, where they belong, under control of the Inter- 
state Commerce Commission. The new hope, however, 
is still slender, as Congress hurries through what it con- 
siders more important legislation in preparation for its 
impending vacation. Those vitally interested in the leg- 
islation—and that should include all of those interested 
in efficient transportation, whether from the producing 
or using point of view—should not slacken in their 
efforts to obtain consideration of the bill in the Senate 
before the recess begins. 


There seems to be an inconsistency in proposed 
declarations of transportation policies submitted for 
vote among the member organizations of the Chamber 
of Commerce of the United States last week. On the 
one hand, the proposals suggest “ultimate” regulation 
of all interstate transportation by a single regulatory 
agency, “‘with a temporary exception for air and inter- 
national sea transport,” while on the other hand, they 
propose approval of ‘“‘joint operation of different forms 
of transportation.”’ No proposal for such joint opera- 
tion has the earmarks of practicability unless it envi- 
sions the regulation of all by one federal body, without 
“temporary” exceptions. 


The American Train Dispatchers. Association has 
again filed demands with the railroads for a six-hour 
day. The organization was not involved in the agree- 
ment under which 23 other unions recently accepted 
wage increases with the condition that they file no 
demands for further increases or working rules changes 
for a year. The dispatchers, in proceedings of their 
own got an increase in monthly wages of $38.40. The 
new demand is for a reduction of their work-day to six 
hours without any reduction in the newly increased 
wages. Apparently the railroads’ labor troubles aren’t 
yet over. As has been said before, a dispute with one 
union can be as dangerous to efficient railroad operation 
as a dispute involving all of them. A few thousand dis- 
patchers could cause as much trouble as the trainmen 
and engineers did recently. Six hours is a pretty short 
day—even shorter than that won recently by the 
printers. We wonder where the trend will stop. 


A. T. C. Foundation Selects Three 
to Serve on Board of Trustees 


F: A. Doebber, president of the Associated Traffic Clubs 
of America, and also president of the Associated Traffic Clubs 
Foundation, which was founded last December to promote 
appreciation of traffic management in industry (see Traffic 
World, December 8, 1945), announced this week that the founda- 
tion’s board of trustees had been completed with acceptance of 
the three members provided for in the articles of incorporation. 

The trustees are: Ralph Budd, president, Burlington Lines, 
Chicago; Walter F. Mullady, president, Decatur Cartage Co., 
Chicago, and C. R. Musgrave, vice-president, Phillips Petroleum 
Co., Bartlesville, Okla. 

Tentative plans are for the holding of. the first formal 
meeting of the foundation at the time of the annual meeting 
of the Associated Traffic Clubs of America, set for the Neil 
House, Columbis, O., September 30 and October 1 and 2. 
President Doebber has asked members of the foundation’s 
board of directors to express their opinions on that plan. 
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Express Agency Asks Commission 
to Authorize Higher Charges 


Petition for investigation of present level of express 
rates and charges and for interim relief sets forth pro- 
posal to establish, pending completion of inquiry, in- 
creased charges on first class and commodity l. c. 1. 
shipments; addition of 50 cents to pound rates on ship- 
ments under 100 pounds, with exceptions; boosting of 
all minimum charges and package charges other than 
first and second class, and elimination of present 10- 
cent emergency charge per shipment. Additional reve- 
nue from increases estimated at $58,876,440, represent- 
ing about 13.6 per cent of total domestic express reve- 
nue for 1945. Costs represented as having gone up 
over $63 million since 1942 


The Railway Express Agency, Inc., has filed with the Com- 
mission a petition for “Interim relief” authority to increase its 
rates and charges in four ways set forth in the petition, so as 
to obtain additional annual revenue estimated at $58,876,440— 
constituting about 13.6 per cent of the agency’s 1945 revenue 
of $429,787,002 from domestic express shipments—and thereby 
offset in large part increases in annual operating costs, since 
1942, estimated at $63,413,230. 

Specifically, the agency asks the Commission to institute 
an investigation into the level of express rates and charges and 
to authorize the express agency, “as interim relief and in ad- 
vance of hearing and final disposition of this petition,” to file 
tariffs effective on 30 days’ notice as follows: 


(a) Increasing all less-carload rates per 100 pounds, first 
class and commodity, by 20 cents a hundred pounds, and re- 
lated second class rates by 15 cents a hundred pounds. 


(b) Revising graduated charges on first class shipments 
weighing less than 100 pounds to the basis of pound rates plus 
50 cents, observing stated minima for shipments weighing 1 to 
11 pounds, and restoring second class charges for shipments 
weighing less than 100 pounds to the normal basis of 75 per 
cent of the first class charges and observing 75 per cent of the 
10 pound first class charge as a minimum except where the 
first class charge for actual weight under 10 pounds is less. 

(c) Increasing all tariff and classification minimum charges 
and all specific package charges other than first class and sec- 
and class graduated charges by 30 cents. 


(d) Increasing money rates by 20 cents per $1,000 and all 
money classification graduated charges by 30 cents. 


Exception as to Emergency Charge 


“The increases and revisions covered in items (a), (b), 
(c) and (d) include the present 10-cent emergency charge and 
the emergency charge tariffs will be cancelled on all traffic 
except returned empties,” the agency said. 


It stated that, “on the basis of the normal distribution of 
the express traffic to the several classifications (Ex Parte 126 
test of October 3, 1939) and a prospective annual volume of 
200,000,000 1. c. 1. shipments (in 1945 there were 207,000,000 
1. c. 1. express shipments) averaging 50 pounds per shipment,” 
the proposed tariff changes were estimated to produce addi- 
tional annual revenue totaling $58,876,440. Of that amount, 
according to an exhibit attached to the petition, $55,276,240 
would be accounted for by the 50-cent factor in graduated 
charges; $17,465,600 would come from the increase of 20 cents 
a hundred pounds, and $5,080,600 would come from increasing 
minimum charges by 30 cents, but the total of those three items 
would be offset to the extent of $18,946,000 by elimination of 
the 10-cent emergency charge. 


This emergency charge, permitted to become effective in 
1942 as a result of proceedings in No. 28765, Express Less 
Than Carload Emergency Tariffs 1942 and I. and S. No. 5100, 
Express Less Than Carload Emergency Charge, 253 I. C. C. 
339, was to cover wage increases made in 1941 amounting to 
about $16,500,000, said the agency, adding that except for the 
10-cent emergency charge the present express rates and charges 
were on the pre-war level. 


Rise of Operating Costs 


Since 1942 there had been further substantial increases in 
wages of express employes, payroll taxes and other expenses 
of conducting the business, the express agency said. It itemized 
these increases to show that the annual payroll cost including 
taxes had risen by $62,283,230 since 1942 and that increased 
costs of materials and supplies, office rents and drayage had 
added another $1,130,000 to that figure, making grand total 
annual increase in operating costs since 1942 of $63,413,230. 
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With respect to wage increases, it said: 

Proceedings under the railway labor act in 1943 resulted in in- 
creases in rates of pay of employes which upon the basis of present 
employment aggregate $17,087,829. In 1945 increases were awarded to 
employes represented by the International Brotherhood of Teamsters 
amounting to $2,268,629 per annum. 

A further increase of 16 cents per hour was recommended for about 
90 per cent of express employes by an emergency board in a report 
to the President dated May 23, 1946. Of the three labor organizations 
involved in that proceeding the 16 cents an hour increase is retrocative 
as to employes represented by the Clerks’ organization to January 1, 1946. 
as to employes represented by the Machinists’ organization to February 
1, 1946, and as to employes represented by the Blacksmiths’ organiza- 
tion to March 1, 1946. Further negotiations, conducted under the 
auspices of the government, resulted in the grant to the employes 
represented by these labor organizations of a further increase of 214 
cents an hour effective May 22, 1946. The result was to grant these 
express employes the same total increase, 18% cents per hour, that 
was granted to railroad employes generally in negotiations concluded 
the week before. . . . As applied to all express employes and on the 
present volume of employment this award will increase payroll costs 
approximately $35,857,730 per annum, to which will be added the sum 
of $2,751,287 as the cost of equalizing increases to excepted and 
supervisory personnel. 


Downtrend of Payments to Railroads 


After pointing out that it was a joint operating facility 
owned by the principal railroads and that it retained no part 
of its revenues for itself, the express agency said that the 
“critical item’ in its accounts was the sum payable to the car- 
riers—an item designated in the Uniform System of Accounts 
for Express Companies as “express privileges.” 

This “express privileges” item had decreased, it said, from 
50.25 per cent of total express revenues in the federal control 
and federal guaranty periods, prior to 1923, to 36.55 per cent 
in 1945. However, it said, if the 1945 revenue figure were 

“reconstructed” to give effect to recent increases in wages and 
payroll taxes and to increases in prices of materials, etc., with 
an adjustment to exclude the heavy movement of war mate- 
rials “which disappeared from express service shortly after 
V-J Day and ran at the rate of $28,000,000 a year,” the ‘“ex- 
press privilege’ payment to the carriers would have repre- 
— only 21.98 per cent of the total express revenues for 

“The average express charge per |. c. 1. shipment in May, 
1939, was $1.07 and in May, 1944, it was $1.77,” said the agency, 
after observing that 1. c. 1. express traffic under normal condi- 
tions produced about 98 per cent of total express revenues. 
“In July, 1945, the average charge per l. c. 1. express shipment 
reached a peak of $2.01. By March, 1946, the average charge 
per 1. c. 1. shipmtnt had dropped to $1.66 and under present 
rates and charges may be expected to drop below $1.50 in the 
near future. This rapid decline of average charge per l. c. 1. 
shipment reflects the return of normal express traffic with its 
shorter haul and lower average weight per shipment... .” 

The proposed interim adjustment, the agency declared, 
would not correct the downward trend in “express privileges” 
ratios or restore payments to the carriers for transporting 
express to a reasonable basis. 


Further Rate Proposals Planned 


“Vigorous efforts are being made to control and reduce 
expenses in every manner possible,” it asserted, “but there still 
will remain the need for further rate changes to produce rev- 
enues necessary for the maintenance of adequate express serv- 
ice. Studies to this end are being progressed and further rate 
jc will be submitted to the Commission as soon as pos- 
sible 

After stating that in a normal year about 24 per cent of 
total express shipments were intrastate and that they contrib- 
uted about 15 per cent of express revenues, the agency sug- 
gested that the Commission invite the cooperation of the state 
commissions in any investigation it might institute pursuant to 
the agency’s petition. 

Hearings Assigned 

The Commission has assigned the request of the Railway 
Express Agency for increased rates and charges for hearing 
before division 2, at Chicago, Ill., in the Hotel Morrison, July 29, 
according to a notice issued by Secretary Bartel. 

The request has been designated Ex Parte 163, Increased 
Express Rates and Charges, 1946. 

Hearings in this proceeding will follow those set for a week 
earlier, also before division 2, in Ex Parte 162 and Ex Parte 
148, the rail increase proceedings. 


CONSOLIDATED CLASSIFICATION DOCKET 
Docket No. 115 of the Consolidated Classification Commit- 
tee is being mailed to subscribers with the June 29 issue of the 
Traffic Bulletin. It contains items which will be considered at 
public hearings of the committee at 101 Marietta St., Atlanta, 
Ga., July 17; Ro 315, Union Station, Chicago, July 24, and 
143 Liberty St., ew York, July 31. 
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June 29, 1946 


Ex Parte 148 Increases Restored 


by I. C. C. with 


Modifications 


Plea of railroads for 25 per cent increase rejected by regulatory body on ground that 
evidence did not justify such an increase at this time. Higher increase authorized in Offi- 
cial Classification Territory. Increases granted pending full hearing in Ex Parte 162. Pas- 
senger fare increase of 10 per cent remains in effect, and expiration date not changed. 
Authority to increase rates applies also to water carriers and freight forwarders. Further 


hearings to begin in Chicago July 22. 


Taking the position in effect that the railroads had pre- 
@ sented an unduly pessimistic estimate of their future con- 
dition, asserting that the current financial position of the rail- 
ways as a whole indicated they were now better fortified to 
meet the possible shocks of disturbed industrial conditions than 
heretofore, and that following a war of unprecedented severity 
nothing in industry had yet become stabilized, the Commission, 
in a decision in Ex Parte Nos. 148—162, Increased Railway 
Rates, Fares, and Charges, 1942 and 1946, has authorized in- 
creases in freight charges far below the 25 per cent increase, 
with exceptions, asked by the carriers. 

Members of the Commission’s staff estimated that the 
authorized increases represented approximately $390,000,000 in 
revenue on an annual basis. The increases sought by the car- 
riers, they estimated, would have added approximately one 
billion dollars a year to their freight operating revenues. 

The increases, which are restorations of the Ex Parte 148 
suspended freight rates, with exceptions and modifications, are 
in general 6 per cent on all commodities except certain basic 
commodities. The increases may be made effective in the pe- 
riod July 1 to July 31, 1946, on not less than three days’ notice. 

Exceptions as to commodities affect products of agricul- 
ture, livestock and products and low-grade products of mines. 


Official Rates 5 Per Cent Higher 


Another important exception is that a further increase of 
5 per cent of the approved rates in this proceeding is authorized 
in Official Classification Territory, except on anthracite, bitu- 
minous coal, and lignite and upon iron ore. 

In explanation of the further increase authorized for 
Official Classification Territory, Secretary Bartel said it was 
necessary to bring the earning basis of the Official Classification 
lines to the same basis as lines in other districts. 

The Commission said that, in reaching its decision, it had 
made no use of the record or findings in its decision in the 
class rate case now held up by court injunction. It provided 
that its decision did not affect the findings in the class rate 
case stayed by court order. 

Passenger fares, increased 10 per cent by the Commission’s 
permission in January, 1942, remain unaffected by the decision, 
but the Commission did not grant the request of the railroads 
for continuing the passenger fare increase without expiration 
date. 

The increased rates were authorized by the Commission 
as an emergency matter, pending full hearing on the carriers’ 
petition in Ex Parte 162. 


Commission’s Views 


In its discussion of the carriers’ testimony as to estimated 
deficits the Commission said that rate increases were not to be 
measured alone in the light of possibly unfavorable conditions 
arising from industrial and labor disturbances. 

“We are just emerging from a war of unprecedented 
severity: nothing in industry has yet become stabilized,” said 
the Commission. “Decreased revenues and earnings as a result 


of such conditions injuriously affect all segments of the na- 
tional economy, steel, automobile, electrical manufacturing in- 
dustries, and mining industries, for example, as well as the 
railroads that serve such industries. Also, decreased traffic 
brings with it certain reductions in operating expenses. 

“The current financial position of the railways as a whole 
indicates they are now better fortified to meet the possible 
shock of disturbed industrial conditions than heretofore. ... 
On the basis of this record, and commonly known facts re- 
garding employment, savings and national income we do not 
regard it as established that a revenue level as low as the 
petitioners’ estimate of $6,800,000,000 for 1946 should be re- 
garded as normal for the immediate future.” 

If rail revenue held even at the level of the first quarter 
of 1946, said the Commission, there should be no deficit in 
net income for the roads as a whole even though operating 
expenses as reported for that quarter did not include quite all 
amount of the wage increases, and did include some estimated 
tax credits representing estimated loss carry-backs. 

On another basis set forth in the report, hereinafter quoted, 
the Commission saw a net income for 1946 in excess of 
$200,000,000, should the Ex Parte 148 increases restored on 
July 1, or at the rate of about $300,000,000 on an annual basis. 

Again, in another part of the report reproduced below, the 
Commission said that calculations shown in Appendix 2 to its 
report did not point to the conclusion that the future earning 
condition of the roads, though serious, would be as unfavorable 
as their testimony indicated. Certainly, it said, the net rail- 
way operating income for 1945 as related to property values 
did not show the existence of any such an emergency as would 
justify ‘‘so radical and sharp a revision of the basic rate struc- 
ture of the country as is now proposed.” 

“Petitioners’ estimate of future traffic, bearing in mind 
the disturbed condition of industry at the immediate moment, 
we think is too low and unduly discounts the accumulated de- 
mand for goods which must be moved, both for our domestic 
consumption and abroad,” said the Commission. 


With respect to the foregoing discussion, the Commission 
said that it did not take into consideration the increased rev- 
enues that would follow discontinuance of the land-grant rates. 


Bartel’s Summary 


Secretary Bartel, of the Commission, issued the following 
“for information” when the decision was made public late 
in the afternoon of June 21: 


By orders approved yesterday and published today the Interstate 
Commerce Commission has authorized rail and water common carriers 
to make substantial increases in interstate freight rates and charges, 
although less than the carriers had sought in their petition filed with 
the Commission April 15 last. This action followed a hearing from May 
6 to 13 upon the application of the carriers for authorization to make 
an interim increase on short notice to the full amount sought by them 
pending further full hearing. The Commission as an emergency matter 
permits certain increases to become effective July 1 on 3 days’ notice, 
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pending full hearing, which will be held as promptly as arrangements 
can be made, at various places convenient to the parties. 

The carriers seek a general increase of 25 percent, but with nu- 
merous specific exceptions as to which lesser amounts or rates of 
increase are proposed. These proposals, which are strongly resisted 
by many shipping interests and a number of State regulating com- 
missions as unnecessarily-large and as destructive of competitive rela- 
tions, are to be heard as indicated. Meantime, the Commission permits 
the restoration of the emergency freight rate increases authorized by 
it on March 2, 1942, which have been under suspension by the Com- 
mission’s later orders since July 1, 1944. Passenger fares, increased 
10 percent by the Commission’s permission in January, 1942, remain 
unaffected, as no change in them was proposed at this time. However, 
the Commission has modified its list of approved emergency charges, 
now restored, by important additions and changes in amounts au- 
thorized. 

The increases now authorized are in general 6 percent upon all 
commodities, except certain basic commodities such as products of 
agriculture, livestock and products, and low-grade products of mines, 
such as sand, gravel, broken rock, and slag. As to these the increase 
approved is 3 percent of the going rates. A further increase of 5 .per- 
cent of the approved rates is authorized in Official Classification terri- 
tory, except on anthracite, bituminous coal, and lignite, and upon iron 
ore. As to these latter commodities the increases approved are gen- 
erally applicable over the whole country. Iron ore is increased one-half 
of the amount originally proposed by the carriers in 1942, when no 
increases thereon were allowed. The rates on iron ore will be increased 
2 cents per gross ton in the east, and 3 cents in the southern and 
western districts, and 3 and 3% cents per ton, net or gross, on inter- 
territorial traffic. The increases permitted in 1942 on anthracite coal, 
and coke, dependent on the going rate, are to be further increased 3 
cents per ton. The present order adds 6 and 7 cents per net and gross 
ton to rates now $1.00 or less, and 8 and 9 cents per net and gross ton 
when the rates are more than $1.00. 

Free pick-up and delivery service, the Commission finds, or allow- 
ance to the shipper therefor, should not be afforded when the line-haul 
rate is less than 50 cents per 100 pounds. The present practice of the 
carriers varies, 2s some require a minimum rate of 45 cents and others 
have no limitation. 

What the net effect of the increases authorized will be is of course 
problematical, because dependent on the volume of traffic, and no fig- 
ure is stated in the Commission’s report. Members of the Commission’s 
staff estimate, on the volume of traffic insight, the increase of gross 
revenue will be about $390,000,000 on an annual basis, plus whatever 
increases will come about after October 1 next (chiefly to western 
railroads and to a lesser degree to those in the southeast) from aboli- 
tion of the mandatory reductions in rates on land-grant railroads which 
other lines have equalized. This is approximately 6%4 percent on present 
rates for the country as a whole, with greater percentages of increase 
in Official Classification territory and lower elsewhere. 

The figures as to increases cited do not take into account the sums 
to come in from the ‘‘carry-back’’ provisions of the revenue acts. 

The report sf the Commission analyzes in detail data as to valu- 
ation, revenues and expenses, net railway operating income, by regions 
and districts. It finds as of January 1, 1945, an over-all approximate 
total valuation of the class I railroads for rate purposes of $19,571,- 
000,000, on which the rate of return for 1945 varied from a low of 3.9 
percent for New England to 7.45 in the Southwestern region. The rate 
for the Eastern district lines (which the report takes as typical of 
the Official Classification territory of which they form the dominant 
part), was 4.30 percent, for the Southern district 5.89 percent, and the 
Western district 5.71 percent. It would have required additional rev- 
enue to the amount of about $96 millions in 1945 to have brought the 
Eastern district to the same earning basis as the remaining lines. This 
furnishes the basis for the additional amounts allowed in Official Classi- 
fication territory, over the increases authorized elsewhere. 

In its report the Commission carefully emphasizes that it has made 
no use of the record or findings in the decision respecting class rates, 
which now stand suspended pending appeal to the Supreme Court of 
the United States in a suit brought by nine eastern states and by the 
western railroads following an order for an interim adjustment of class 
rates designed to bring about a greater degree of uniformity between 
the territories than now exists. The three-judge district court for the 
Northern district of New York sustained the Commission’s order in 
that proceeding, but suspended the order 60 days, or until an appeal, 
if taken, should be determined. 

The present proceeding was heard before Division 2 of the Com- 
mission, Commissioners Aitchison, Mahaffie, Splawn, and Alldredge, all 
of whom, with Chairman Barnard, and Commissioners Porter, Lee, and 
Rogers, concur outright in the determination announced today. Com- 
missioner Patterson, in a brief separate statement, is of the opinion 
that greater increases have been justified, and Commissioner Johnson 
expresses the same view in a brief statement concurring in part, and 
also Commissioner Miller, who is recorded as dissenting in part. Com- 


missioner Patterson does not approve the additional increases author- 
ized in Official Classification territory. 


Commission Decision 


The Commission’s decision occupies 48 mimeographed 
pages, plus Appendix I of 4 pages setting forth the petitioners’ 
proposals, Appendix 2 setting forth statistical data as to rev- 
enues, etc., occupying 3 pages, and the order consisting of 3 
pages. 

The Commission said that the proceedings were before it, 
initially as to Ex Parte 162 and on a reopening of Ex Parte 
148, following a hearing pursuant to orders and notice en- 
tered and served April 26, 1946. 


TRAFFIC WORLD 


On April 15, the Commission set forth, substantially all 
the Class I railroads and some other railroad carriers, asked 
for permission to increase freight rates and charges 25 per 
cent, with important exceptions as to which different bases of 
increase were proposed (see Traffic World, April 20, p. 1183). 
It pointed out that the petitioners had sought permission, 
pending hearing, to make their proposed increased rates and 
charges effective May 15, on one day’s notice, without suspen- 
sion, but subject to the Commission’s further order. The re- 
quest for interim relief, said the Commission, led it to order 
assignment for hearing of so much of the petition as requested 
permission to make the increases proposed effective May 15, 
with the announcement that all other questions presented in 
the petition would be deferred for further hearing in regular 
course at times and places thereafter to be announced. It also 
pointed out that it had reopened Ex Parte 148 to determine 
whether the suspension in that proceeding should be removed 
effective May 15. The hearing referred to began May 6 and 
ended May 10 and oral argument was heard May 11-13. 

The Commission overruled an objection made by a repre- 
sentative of certain petroleum shippers that it was without 
jurisdiction to proceed with the hearing in Ex Parte 162 under 
the notice issued on April 26. 


Review of Ex Parte 148 


In its review of the history of the Ex Parte 148 proceeding 
and action taken by it therein, apart from its orders extending 
the suspension of the increases, the Commission said: 


Authority to make increases was originally sought in _Ex Parte 
No. 148 upon the grounds that then recently occurring unavoidable and 
continuing increases in operating costs had resulted, among other 
things, from wage increases made pursuant to mediation agreements, 
from increases in wages of employes not covered by those agreements, 
and from increased costs of many materials and supplies. We found 
initially that petitioners’ rate proposals had not been justified as a 
whole, but that the resulting rates, fares, and charges would be just 
and reasonable if the then-existing passenger fares which had been 
increased 10 per cent effective February 10, 1942, as permitted by our 
order of January 21, 1942, were continued in effect, and if the freight 
rates and charges, including minimum charges, absorptions and charges 
for accessorial and special services, were increased by the specific 
amounts set forth in appendix 2 to the report, 248 I. C. C., at pages 
621 to 625, inclusive. We authorized an increase of 6 per cent on 
most commodities and for most accessorial and special services, but 
lower increases for others. Among the latter was an increase of 
3 per cent on commodities listed in appendix 2 under the general 
classifications of ‘‘basic or raw products of agriculture’ and ‘‘animals 
and products and products of mines,’’ except that, on anthracite and 
bituminous coal, coke, and lignite listed under the latter captions, 
we authorized increases ranging from 3 to 6 cents based on whether 
the freight rate per ton was $1 or less, or over $1 per ton. No increase 
was authorized on iron ore, not ground or hydrated, or on iron sinter. 
As the necessity for the increases authorized grew out of conditions 
due to the war, we limited the period during which they might be 
applied to expire 6 months after the termination of the war. 

In our report on further hearing, decided April 6, 1943, in 255 
I. C. C. 357, we found that the increases authorized in the freight rates 
and charges under the then-existing conditions were no longer neces- 
sary or justified, and that the then-existing freight rates and charges, 
with certain exceptions, to the extent they included any portion of 
the increases so authorized would be unreasonable for the period 
ending December 31, 1943, and entered an order requiring their 
suspension during that period. We also found that no modification 
of our previous findings, orders or authorizations respecting standard 
passenger fares was necessary, but that the authority granted to 
increase commutation fares should be revoked, and that the question 
whether any increase in such fares should be made, should be investi- 
gated further in independent proceedings. We instituted four sep- 


arate investigations into the reasonableness and lawfulness of inter- 
state commutation fares. 


Petitioners’ Proposals 


In a discussion of the petitioners’ proposals the Commis- 
sion said that the Class I carriers by railroad had estimated 
that the increase of 16 cents an hour in wages of railroad 
employes retroactive to January 1 determined under the 
procedures of the Railway Labor Act in April, 1946, would 
result in an increase of $619,000,000 in the wages and payroll 
taxes paid their employes in 1946. The carriers also estimated 
an increase of $167,000,000 for materials and supplies, including 
fuel, above the cost based on 1945 prices, and a sharp decline 
in railroad traffic and revenues. The Commission also referred 
to the petitions of the short line railroads, other railroads, 
water carriers and freight forwarders. The Commission re- 
viewed the testimony of the carriers of the various classes, the 
freight forwarders, intervening motor carrier organizations, 
interveners in opposition to the petition, the protests by inter- 
vening federal authorities, and shipper testimony. 

The Commission pointed out that a cooperating committee 
of state commissioners sat with Division 2 at the hearing and 
with it on oral argument. It said its conclusions differed from 
those held by a majority of the cooperating committee, as it 
understood their individual views. In reviewing the position of 
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June 29, 1946 


the states and the state regulatory commissions, the Commis- 
sion pointed out that, generally, state commissions had opposed 
an immediate general increase of any amount until there had 
been a full hearing on the merits. 


Evidence Discussed 


Under the heading ‘Discussion of the Evidence,” the Com- 
mission said: 


The basic question at this stage of these proceedings is whether 
the petitioners (both original and supplementary) are in an emergency 
situation by reason of their present and future financial conditions, 
so that under the interstate commerce act we should authorize them 
to increase their freight rates on a short period of notice, and if so, 
by how much, and how any increases should be distributed. Because 
of time limitations we can go no further now. A full hearing and final 
disposition of the carriers’ proposals myst follow, and this record, as 
all concerned very well understand, cannot be sufficient to enable us 
to do more at this time than come to a necessarily general interim 
determination. Particular adjustments and readjustments in details 
must be deferred. We are to have regard for all provisions of the 
interstate commerce act, and are not merely to consider the adequacy 
of the petitioners’ revenues. To avoid possible future question, we 
state that because of the injunction binding upon us to take no steps 
to enforce the order made by us in Class Rate Investigation, 1939, our 
conclusions here are based upon the present record without regard to 
our findings in that proceeding, although they were often referred to 
by parties in the present record. 


Carriers’ Figures 


In a discussion of petitioners’ claims as to their revenue 
needs and rates of return, the Commission said that, in evalu- 
ating the applicability of the carriers’ figures to the issues in 
the case, certain facts should be considered. It said, after set- 
ting forth considerable data as to the carrier computations, five 
principal observations were to be made, “which qualify the 
weight to be accorded their statement”: 


1. We have already referred to the effect of concentrated acceler- 
ated charges for amortization in full of certified emergency war facili- 
ties, and resulting tax credits. The effect of restating the 1945 income 
account to eliminate the effect of these concentrated charges for 
amortization would be to decrease the total operating expenses and 
to increase the net railway operating income shown by approximately 
$160,000,000 for that year. 

2. There is an unresolved question as to the treatment of excess 
profits taxes during the war years, and protestants contend that only 
a normal amount of taxes should be considered as a proper charge 
against the shippers, leaving the remainder to be borne by the equity 
holders in the property. 

3. The ‘‘carry-back’’ provisions of the revenue act will have a 
much greater effect as to the stated income for 1946 and thereafter 
than in respect of the income for 1945 and previously. 

4. We are to take into account effect of the abrogation of land- 
grant and land-grant equalizations in increasing the revenues of some 
of the petitioners, notably those in the Western district, and to a lesser 
degree, those in the Southern district, and to a slight extent (if at all) 
those in the Eastern district. 


5. We are to estimate the future trend of traffic and of operating 
expenses, in the light of presently available information. 


Valuation of Carriers 


Under the heading “Value of Property of Class I Railroads 
and Rates of Return” the Commission said: : 


We can ascertain and state from data in the record the approxi- 
mate total value for rate-making purposes of the properties of the 
class I railroads, petitioners before us. We do not include class II and 
III and switching and terminal companies, but lessor companies are 
included. -We have used as a basis the values for January 1, 1938, 
found by us as heretofore recited and have allowed for the net amount 
of subsequent increases and retirements, changes in recorded deprecia- 
tion, amortization, and the normal amount necessary for working cap- 
ital, in which we include necessary materials and supplies and cash. 
The calculations are made as of the end of the calendar year 1944 or 
beginning of the year 1945—which we take as synonymous, adequate 
data for 1946 not being available. Greater refinement would be possible 
with more time and staff available, but the following approximations 
of rate-making value are sufficiently accurate for present purposes, and 
they are found by us to be the approximate values of the properties of 
the class I railroads in public transportation service, as of the begin- 
ning of the year 1945, namely: 


APPROXIMATE AGGREGATE VALUE—JANUARY 1, 1945 
Eastern District: 


New England rewion........ .....scccccccsevc $ 841,000,000 
SPOS EDECS FOR hic. a aise csccevese asic 3,183,000,000 
Central eastern region. <.......scceessasss 4,028,000,000 
RNR aoe ce ike ee as oe tree b Sie ties $ 8,052,000,000 


Southern District: 
Pocahontas region 
Southern region 


AE eT Tee er eer eee $ 943,000,000 
Sy EE 2,455,000,000 


3,398,000,000 








Western District: 


DOOTERWEBTCTE TORION occ ccc ccccccassencon $2,605,000,000 

CEMEPOL WERURTH DORIOM eo ioe ccc ciicccccenscs 4,093,000,000 

Southwestern TVOPION occ cccccssicccasccee 1,423,000,000 
Re Goes coe auk beans cen cane ors 8,121,000,000 
pe Ae ree arr $19,571,000,000 


Because of interlacing of lines and absence of data permitting 
apportionments, it is not practicable on this record to divide the values 
in the Western district between the western and mountain-Pacific ter- 
ritories; or to divide the western territory as between western trunk 
line and southwestern territory. 


Rate of Return, Etc. 


The Commission included a table showing, among other 
things, net railway operating income of the Class I railroads 
for 1945, and said that, by comparison of such income with the 
approximate aggregate value found as of January 1, 1945, the 
rate of return on property value might be deduced as follows: 


By comparison of the net railway operating income shown in the 
last column of the foregoing table with the approximate aggregate 
value found as of January 1, 1945, the rate of return on property value 
may be deduced as follows: 

District and Region 
Eastern District: 


Rate of Return 





Pe SE RUIN SG os a sis a dine AA OU Rien Aw aN SOK OnE 3.09% 

IEEE TIE ee eT 4,24 

Een. A SN oo ca daca ecabsa sae aaa ates a anneal 4.59 
WRN Sinai sownntiak akan scene beRNenkaceeedh enh aesabuawnnns 4.30% 


Southern District: 








Se SED bs Lc poh din co arma geese adenmaneeaeaeeue 7.21 

DINE, DUN oc ous DR NE PSS AWARE SS RO RS OSE ee 5.38 
NN ee i Riore taiyt wks Sa bd WAR ahh Saas Dee ae anew eumaRemaete 5.89% 

Western District: 

TR PN. i isdakoktssndsdbubei ahs seek sa skewed eine 5.68 

SE, I SUNNY. 65 5 isis 000s ede aes na See saisauunenus 5.13 

ee MEN eos cca sine b OR weAb ON ab onkee sua aaw ewe 7.45 
Mc saghieaad bk ged awsade dds sRdeakkeoeba bas cabanas 5.71% 
AES: UN ois 65 bh aS CNRS ew dbase bunuasage’ 5.16 


No region in the Eastern district, it will be observed, approached 
the rate of return in any region in the Southern or Western districts. 
The difference in return is marked. It would have required $117,000,000, 
equal to 4.7 per cent additional revenue from the same freight services 
as were performed in 1945, additional income taxes not considered, to 
have -brought the net railway operating income of the lines in the 
Eastern district to the same basis of return on property value as was 
earned in that year by the railroads in the Southern and Western dis- 
tricts, considered as a whole. .That percentage is almost identical with 
the percentage increase allowed country-wide in Ex Parte No. 148. Had 
an additive for income taxes been capable of computation a higher 
percentage than 4.7 would have been necessary, but we cannot estimate 
them at this time. If, to avoid familiar controversy, the Pocahontas 
region be excluded from the computation, it would require $108,000,000 
additional net railway operating income, equal to 4.34 per cent of the 
total 1945 freight revenue of the Eastern district railroads, to put them 
on the same earning basis as related to property values as the railroads 
in the Southern region and in the Western district—Federal income 
tax effect on the added income again being disregarded. 

Operating Ratios 

It is significant that the operating ratios (relation of total operating 
expenses to total operating revenues) of the class I railroads in the 
several districts and regions follow inversely the same general pattern 
as the rate of return shown in the foregoing table. The following table 
shows by districts and regions the respective operating ratios of such 
carriers as a whole, for the years 1944 and 1945. As to the latter year, 
the statement shows the ratios both before and after adjustment for 
accelerated amortization in the latter part of 1945 as more particularly 
discussed in the following section of this report. 


OPERATING EXPENSES, RATIOS IN PER CENTS 


Year 1945 Year 1945 
District and Region Year 1944 Unadjusted Adjusted 


Eastern District: 


Mew Emgland TePiOn ........0cccece cece 71.6 83.1 75.7 
COE RUN. DIE oo in 0 ne 06 60a seinen 72.1 86.4 80.1 
Central eastern region..............6- 72.7 83.3 78.4 
I I oie oo dad nds enewnnes 72.3 84.5 78.8 
Southern District: 
Cee oe 59.1 80.2 66.9 
SOU MNRED TOBIN ii icivcciees seeasdewesie 63.0 77.3 71.2 
RINE NEI ick kbd csnsvensecdacounme 62.0 78.0 70.1 
Western District: 
IOYEMWEEECTD:. TERIOR. ccc cic.cicccscwws 68.3 81.2 72.8 
Central WeRtCrn TERIOR... 6.66... cscs sscies 62.9 73.7 67.9 
SouthMwWesterM FOGION .....ciscccesccss 59.2 66.7 63.5 
RIE TED kos) Awne as dndnssaeeses 63.4 75.2 68.2 
Pt SEED. cS iscccncideskseeanceeasu 66.6 79.2 72.5 


Remainder of Report 
The remainder of the Commission’s report, including the 
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findings and its order, except a table on the current financial 
position of the carriers, follows: 


Traffic and Revenue to Be Expected 


In the fixation of rates for the future, necessarily we must determine 
as best we can the approximate amount of traffic that may be ex- 
pected, and the revenue, gross and net, which may be derived there- 
from. As subsidiary to this, we must consider that the volume that 
may be expected will be affected somewhat by the level of the rates 
themselves. Recent experience, knowledge of present conditions, and 
an intelligent forecast of the reasonably near future, all are pertinent. 

Because of the extremely disturbed conditions of the recent past, 
to which many strikes in important industries have contributed ma- 
terially, it is fair to say that all concerned in these proceedings have 
assumed that while we cannot ignore the effect of such disturbing eco- 
nomic conditions, and their powerful influence upon the current pro- 
duction and distribution of goods, and consequently upon the present 
volume of traffic, in our determination we are to look to more normal 
industrial, commercial, and traffic conditions. 

During the war the enormous volume of freight and passenger 
traffic, and the resultant increased transportation revenue, enabled the 
railroads to absorb steadily increasing costs of wages and prices, 
without serious effect upon their net railway operating income and 
their net income. But even during that period operating expenses 
increased much more sharply than traffic and operating revenues. 
The peak year as to earnings was 1942, when net railway operating 
income of Class I railroads reached a record total of $1,484,519,296. 
In 1944, when total operating revenues reached the highest figure, 
$9,436,789,811, 26 per cent higher than the total in 1942, total oper- 
ating expenses increased 36 per cent, and in consequence of this and 
also mounting taxes, net railway operating income declined 26 per cent. 
This trend continued in the year 1945, when total operating revenues 
were 6 per cent lower than they were in 1944, while total operating 
expenses increased 12 per cent over the preceding year. Net railway 
operating income in 1945 was $850,000,000, but, as already generally 
stated, in the latter part of 1945 there was an abnormal charge of 
$594,000,000 to operating expenses for amortization charges. In the 
absence of this acceleration in amortization accounting, and after 
readjustments for taxes, the net railway operating income of the 
Class I carriers would have been $1,010,000,000, or 5.16 per cent of 
their value as herein found. 

If operation by the Class I railroads in 1945 had been paid for at 
the increased price levels for wages and materials which prevailed 
May 1, 1946 (not taking into account the further wage increases agreed 
upon May 25, 1946, retroactive to May 22, 1946), the actual total oper- 
ating expense for 1945, $7,052,000,000, would have been increased to 
$7,883,000,000 by addition of $634,000,000 for wages and $197,000,000 
for materials and supplies. This figure, however, should be adjusted 
by deduction of the abnormal amortization charges, $594,000,000, leaving 
a total for operating expenses of $7,289,000,000, and the constructive 
net railway operating income would thus become $686,000,000 (equiva- 
lent to 3.50 per cent on the value found herein as of the beginning of 
the year), and the net income $292,000,000. These amounts may be com- 
pared with results of railroad operation in 1940, when the Class I 
carriers had total net railway operating income of $682,133,000 and net 
income of $188,851,000. Their total operating revenues in 1945, how- 
ever, were more than twice as large as those of 1940, as the result 
of an merease of 82 per cent in total revenue ton-miles and 286 per cent 
in total passenger-miles. 

Faced with rising operating costs, and with the prospect of a 
reduced volume of traffic in 1946, and with consequent shrinkage in 
total operating revenues, petitioners fear that they may incur a deficit 
in net income unless their operating revenues are increased by higher 
freight rates and charges. They estimate that without such relief, 
upon the basis of the lesser volume of traffic they anticipate, their total 
operating revenue in 1946 will be $6,800,000,000, derived $5,100,000,000 
from freight traffic, $1,200,000,000 from passenger traffic and $500,000,000 
from other sources. With these figures may be compared total oper- 
ating revenues of $8,902,000,000 in 1945, consisting of $6,534,000,000 from 
freight service, $1,716,000,000 from passenger service, and $652,000,000 
from other sources. 

If their proposed rates were to become effective July 1, 1946, the 
expert witness for the petitioning railroads estimated that additional 
revenue of $500,000,000 would be received, which would increase their 
total operating revenue to $7,300,000,000 for the entire year 1946.* They 
estimate their operating expenses for 1946 will be $6,000,000,000, on the 
basis of an operating ratio of 82.2 per cent. Estimating $595,000,000 
for taxes and $165,000,000 for equipment and joint facility rentals they 
estimate $540,000,000 in net railway operating income in 1946, or 
but 2.76 per cent on the value we here find as of January 1, 1945, 
and net income of $120,000,000. Without the relief sought they predict 
$75,000,000 in net railway operating income in 1946 and a net income 
deficit of $345,000,000. If the increases authorized originally in Ex 
Parte No. 148 should be restored July 1, 1946, the petitioners estimate 
they would receive additional revenue for the year 1946 of about 
$111,725,000. 

The petitioners predict that their revenue traffic will decline in 
1946 to 550 billion ton-miles from 680 billion in 1945, and to 65 billion 
of passenger-miles from 92 billion. The estimate of freight traffic 
in 1946 was based on returns submitted by 30 large railroads to the 
Association of American Railroads answering a questionnaire, showing 
their estimates of originated tonnages by commodities in 1946. To these 
were applied estimates of average hauls based upon the average hauls 
for the years 1939 and 1945 combined. Preliminary data for the first 
quarter of 1946 show the total ton-miles to be about 17.5 per cent below 
the same period in 1945. 

Petitioner’s estimates as to both freight traffic and passenger traffic, 





* As previously stated, the effect of the wave of strikes in industry 
is only indirectly taken into account. It is not assumed that such 
strikes will be continuous or recurrent. 
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it should be noted, exceed the levels of any previous peacetime year. 
The volume of passenger traffic estimated exceeds that in 1942, a war 
year. The freight estimate is greater than the actual movement in either 
1929 or 1941, each of which was higher than that for any other year 
prior to 1942. But the petitioners are strongly concerned lest passenger 
service again become a burden on freight revenue, and fear that freight 
traffic will have to bear a considerably greater share of the total trans- 
portation expense than it has in the immediate past. 

Passenger Traffic.—Based on our prescribed formula for apportion- 
ing operating expenses between railroad passenger and freight service, 
the revenue from greatly increased passenger traffic during the last four 
years has contributed substantially to the income of the railroads, 
although formerly passenger traffic usually produced substantial deficits. 
Thus, although net railway operating income from freight traffic of class 
I roads in 1944 was less than in 1940, their passenger net railway oper- 
ating income in 1944, $234,000,000, is to be contrasted with a deficit of 
$262,000,000, in 1940. The combined effect of those figures is a better- 
ment of $496,000,000 in net railway operating income, 1944 over 1940. The 
following table shows for the years 1939 to 1945 operating revenues from 
freight services and operating revenues from passenger services, together 
with freight ton-miles and revenue passenger-miles: 


Millions 

Freight Passenger Revenue Revenue pas- 
Year service revenue service revenue  ton-miles senger miles 
BE Riovieccaweeae $3,350 $ 632 333,438 22,651 
Ree 3,647 635 373,253 23,762 
ee 4,585 751 475,072 29,350 
eee 6,111 1,348 637,984 53,659 
BE 4.6s0nes0nu’ 6,966 2,080 727,075 87,820 
Ry 7,178 2,248 737,246 95,549 
EG, ,5:6:a:dignéieaacas 6,717 2,173 680,671 91,745 


The trend is indicated by the facts that in 1941 the passenger service 
revenue was $751,000,000, and net operating deficit was $226,000,000, but 
by 1944 the passenger traffic had so increased that the revenue from 
passenger services was $2,248,000,000, and the net passenger operating 
income was $234,000,000. A reversal of this trend is now under way. 
There was a decline in passenger revenue in 1945 as compared with 1944, 
for every month through September. The very substantial increase in 
passenger volume due to military personnel returned from overseas 
service changed this decreasing revenue to an increase, in October, No- 
vember, and December, 1945, and January, 1946, as compared with the 
same months in the preceding year, but a decrease began again in Feb- 
ruary, 1946, and has continued. 

The petitioning railroads submitted an estimate of passenger revenue 
for 1946 of $1,200,000,000, computed by applying the average revenue per 
passenger mile, 1944-1945, 1.87 cents, to an estimated 65 billion passenger- 
miles. This estimate of passenger revenue for 1946 represents a 30 per 
cent reduction from 1945. The first quarter of 1946 shows a decrease of 
only 8.0 per cent, compared with the corresponding months of 1945. 
Petitioners, however, strongly express their anticipation of a further 
decline in the volume of passenger traffic during 1946. 

Freight Traffic.—It is difficult to dissociate prospective tonnage dur- 
ing 1946 and prospective revenue for that year (a function of tonnage) in 
this record. Various bases have been stated or suggested in the record, 
which we have considered and will recapitulate, at the risk of some 
duplication of what has already been stated. 

Basis A: The estimate of the principal statistical witness produced 
by the petitioning railroads, is the only detailed estimate in the record. 
We have already stated the substance of his estimate, under this heading 
of the report. It has been criticized by other expert witnesses as ultra 
conservative. 

Basis B: We now have on file (and, by the stipulations mentioned 
early in this report, may consult and consider) reports of the revenues 
and expenses of class I railroads for the first three months of 1946. 
These may be compared with the estimate of revenues and expenses 
made by the petitioners’ witness above referrd to as Basis A. 


It will be convenient at this point to say that in the present calcula- 
tions under this heading, while the full amount of the original recent 
awards of wage increases, 16 cents per hour, are reflected in the re 
turns to us, the additional 2% cents per hour awarded later, retroactive 
to May 22, 1946, has not been included, because not yet reported, and 
also because of uncertainties and difficulties in the estimation of Federal 
and State income taxes which the carrying into effect of this later award 
will bring about. 

Multiplying by four the operating revenues and expenses of the first 
quarter of the year 1946, a total annual operating revenue of $7,464,- 
000,000 and annual operating expense of $6,273,000,000 is indicated for 
the class I railroads, with a net operating income of $489,000,000, and a 
net income of $69,000,000. This does not take into account two important 
facts. (1) During the first quarter of 1946 there were numerous and 
prolonged strikes in important tonnage-producing industries, which can- 
not be considered as recurring or normal. (2) Usually less than half the 
total annual freight revenue is earned in the first half of the year. As 
relatively small offsets, a few carriers did not include all costs of the 
first increased wage awards, and some included in their reports sums 
stated as tax credits, representing estimated loss carry-backs in Federal 


income taxes. Apparently $21,000,000 was so credited in the first quarter 
of 1946. 


The reurns for April, 1946, are now on file, for class I railroads 
and by the stipulations are available for our consideration. We mighi 
add them to the returns for the first quarter, and multiply them by 
three. So doing, the operating revenue indicated on an annual basis 
becomes $7,298,000,000, and the operating expenses, $6,228,000,000. Traf- 
fic conditions throughout April, 1946, were wholly abnormal. In addition 
to many other industrial strikes, a nation-wide strike of workers in 
bituminous coal mines began April 1 and continued while the hearing 
was in progress and until production was resumed on June 3, 1946. The 
effect on the traffic of the railroads was marked: not alone was the 
movement of coal cut off almost completely, but the resultant shut- 
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downs in industries dependent on bituminous coal stopped the normal 
movement by rail of great amounts of other higher grade traffic. Even 
so, the contrast between the results of this basis of estimation, includ- 
ing the unfavorable month of April, and that employed by petitioners, 
Basis A above, indicates the very conservative character of the latter 
estimate. 

Basis C: As another basis of testing the estimates, use has been 
made of our freight commodity statistics of class I steam railways for 
1941, substantially a prewar year, and 1945, the last of the war years. 
The basic assumptions made were that the composition of traffic and 
the revenue per ton for each of the 157 commodity classes would prob- 
ably fall somewhere between these two figures. Some adjustments were 
made in the case of certain commodities, such as foods, petroleum, 
building materials, and iron ore, where the developments in 1946 to 
date seem to indicate that the traffic pattern based on 1941 and 1945 
is probably not tenable. Passenger and other revenues were estimated 
at four times the combined total for the first quarter of 1946. On the 
basis of these calculations, the indicated revenues for 1946 would 
aggregate $7,721,000,000, which would produce an estimated net railway 
operating income of $555,000,000, and a net income of $135,000,000. 

The revenue estimates upon these three bases, and the data and 
assumptions from which they are derived, are shown in the tables in 
appendix 2 to this report. 

An estimate of national income by a witness for the Office of Price 
Administration for the year 1946, based on the first quarter of the year, 
is $153,000,000,000. Correlations of estimates of national income for 1929 
through 1943 separately with revenues for the corresponding years would 
indicate that the revenue figure associated with that amount of income 
would be much higher than that indicated by any of the foregoing 
figures. 

The calculations shown in the table, appendix 2, do not point to 
the conclusion that the future earning position of the roads, though 
serious, will be as unfavorable as their testimony indicates. Certainly 
the net railway operating income for 1945 as related to property values 
does not show the existence of any such an emergency as would 
justify so radical and sharp a revision of the basic rate structure of 
the country as is now proposed. Petitioners’ estimate of future traffic, 
bearing in mind the disturbed condition of industry at the immediate 
moment, we think is too low, and unduly discounts the accumulated 
demands for goods which must be moved, both for our domestic con- 
sumption and abroad. How serious the petitioners’ situation is will 
apparently depend primarily upon the revenue level. If this should 
turn out to be about as high as the top level without rate increases 
indicated in Basis C shown in appendix 2, the rates with the proposed 
increases, estimated at 20.71 per cent of the total freight revenue, 
might produce approximately $500,000,000 of net income in 1946 if the 
increases are in effect only from July 1, 1946. For a full year, we 
estimate on Basis C the rates as increased would produce $865,000,000 
of net income, or only $37,000,000 less than the $902,000,000 shown in 
the peak year 1942. Even if traffic for the full year 1946 should hold 
at the level of the first quarter of the year (Basis B), the revenues, 
including proposed increases for a half year, would produce about 
$418,000,000 of net income, or at the rate of about $766,000,000 for a 
full year. 

According to the estimate of the carriers, Basis A, the increase in 
freight revenue resulting from the application of the Ex Parte No. 148 
increases, calculated at 4.66 per cent of the total freight revenues, 
would not prevent occurrence of substantial deficits in net incomes in 
1946, even assuming that the increases were in effect for the entire 
year. However, as the estimates on Basis B and C imply, the indicated 
large deficits developed in the carriers’ estimates are in large part the 
result of a revenue estimate for the year, which is not supported by 
the reported first quarter revenues and expenses, except upon the as- 
sumption that the revenue figures for the balance of the year would 
be at a markedly lower rate than in the first quarter, owing to indus- 
trial and labor difficulties or other conditions resulting in traffic or 
financial losses. But, as already said in substance, rate increases are 
not to be measured alone in the light of possibly unfavorable conditions 
in the present year arising from such disturbances. We are just emerg- 
ing from a war of unprecedented severity: nothing in industry has yet 
become stabilized. Decreased revenues and earnings as a result of 
such conditions injuriously affect all segments of the national economy, 
steel, automobile, electrical manufacturing industries, and mining in- 
dustries, for example, as well as the railroads that serve such indus- 
tries, Also, decreased traffic brings with it certain reductions in oper- 
ating expenses. 

The current financial position of the railways as a whole indicates 
that they are now better fortified to meet the possible shock of dis- 
turbed industrial conditions than heretofore. The following table (here 
omitted) shows that the net working capital (excess of current assets 
over current liabilities) of class I steam railways as of March 31, 1946, 
the latest date for which the information is available, aggregated 
$2,123,058,643, and that these companies possessed quick assets repre- 
sented by cash and temporary cash investments aggregating $2,493,147,- 
852. These carriers are also fortified against unfavorable results in the 
present year by the fact that any such deficits for the full year 1946 
as those indicated by the estimates of the carriers, or by the reported 
first quarter results, would be reflected in tax adjustments representing 
loss carry-backs, so far as these were not reflected in their first quarter 
year reports. 

In view of these facts, the proposed rate increases should be con- 
sidered from a longer range point of view than the single year 1945. If 
the traffic for the full year 1946 holds at the highest level shown in the 
foregoing estimates (Basis C), which appears not unreasonable, aside 
from present and prospective disturbances to the economy already 
referred to, the net income for the full year should exceed $200,000,000, 
should the Ex Parte 140 increases be restored on July 1, or at the rate 
of about $300,000,000 on an annual basis. If the revenue holds even at 
the level of the first quarter of 1946 (Basis B), there should be no 
deficit in net income for the roads as a whole, even though operating 
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expenses as reported for that quarter do not include quite all amounts 
of the wage increases, and do include some estimated tax credits rep- 
resenting estimated loss carry-backs. On the basis of this record, and 
commonly known facts regarding employment, savings, and national 
income, we do not regard it as established that a revenue level as low 
as the petitioners’ estimate of $6,800,000,000 for 1946 should be regarded 
as normal for the immediate future. 

None of the figures shown in the table, appendix 2, or discussed 
under this heading, makes any allowance for increased revenue fol- 
lowing the discontinuance, October 1, 1946, of application of land-grant 
rates to certain government traffic, although the law requires the effect 
of such discontinuance to be taken into account in the fixation of future 
rates. 


Prices and Operating Expenses 


Under the heading above, ‘‘Petitioners’ Proposals, Generally’ we 
stated the circumstances leading to the retroactive wage adjustments 
and the accompanying increases in pay roll taxes, and increases in the 
costs of materials and supplies, which led to the filing of the petition 
in Ex Parte No. 162. The petitioners originally estimated the effect of 
the wage adjustments then made (including pay roll taxes) as approxi- 
mately $619,000,000 annually as compared with wage rates in 1945, on 
the basis of 1946 employment as estimated by them. Wage adjust- 
ments made following the recent strike of certain railroad employes 
would, upon the same basis, add $96,725,000 annually, or an estimated 
annual total for wages and pay roll taxes of $715,725,000 over the 
amount of wages at 1945 rates for anticipated 1946 employment. In 
addition to the increased cost of wages, they estimate increases in the 
cost of materials and supplies due to price increases since 1945, at the 
annual rate of $167,000,000, and they suggest that there will be other 
increases which will raise the total amount of increased operating 
expenses upon the 1946 estimated business to about a billion dollars 
per year. In partial offset will be tax reductions reflecting the lessened 
net income, but the amount of these offsets cannot be estimated by us 
now. 

The costs of labor are a prime charge upon the revenues from 
operation, and it is significant to trace the trend of these costs, par- 
ticularly in contrast with the steady level or even downward trend of 
the prices of transportation through the years. This is particularly so 
in view of suggestions that the 1939 returns from operation should be 
taken as a norm, as urged upon us at earlier stages in Ex Parte No. 148. 

The average hourly rate of pay of railroad workers increased 26 per 
cent from 1939 to 1945, under general wage increases made in 1941 and 
in 1943. The general wage increase in April 1946, above mentioned 
brought the wage increase to 47.7 per cent above the 1939 level. We 
are unable to estimate the effect of the further increases granted fol- 
lowing the recent strike. The cost of vacations with pay, in connection 
with the 1941 and 1943 wage adjustments, the petitioners estimate will 
be about $75,000,000 in the current year. The estimate of the total in- 
creased labor cost of petitioners in 1946 above what it would be on the 
wage basis in effect in 1939 and 1940 is $1,527,000,000. 

The price index of railway materials and supplies on May 1, 1946, 
was about 144 per cent of the index at the end of 1939, Upon this basis, 
the petitioners estimate that their materials and supplies will cost 
about $500,000,000 more in 1946 at current prices than on the basis of 
prices in 1939. The effect of the readjustment of wages of bituminous 
and anthracite coal miners was not taken into account in the preceding 
estimate, and cannot now be stated by us.. No doubt costs for fuel for 
the bituminous coal-burning roads will be increased, and this direct cost 
will be further ihcreased as higher prices for coal used in industry 


reflect themselves in increased costs of other materials and supplies 
used by all the railroads. 


Minimum Rates and Charges on L. C. L. Shipments 


At the commencement of the hearing on May 6, 1946, the parties 
were specifically requested to indicate their views on these two ques- 
tions: (1) whether minimum charges on less-carload shipments should 
be prescribed and, if so, at what figure; and (2) whether a minimum 
rate should be prescribed on less-carload shipments on which free pick- 
up and delivery service is furnished, and, if so, what rate. 

The railroads’ petition in Ex Parte No. 162 proposes to increase the 
minimum charge per shipment to $1, and the minimum rate to 50 cents 
per 100 pounds, where pick-up and delivery service is afforded. We 
have previously stated the positions of various associations of freight 
common carriers by motor vehicle in support of the railroads’ request 
for an increase in the minimum charge per shipment, and also their 
requests that the railroads be authorized or directed to increase all 
less-than-carload rates which include pick-up and delivery service by 
adding 20 cents per 100 pounds to cover the cost of that special service. 

In Class Rate Investigation, 1939, supra, we found 75 cents to be 
the just and reasonable minimum amount to be charged per shipment 
on less-than-carload shipments moving at class rates in the territory 
embraced in Docket No. 28300. The railroads filed tariffs to become 
effective January 1, 1946, in compliance with our interim order in that 
case (which ordered the establishment of 75 cents as the minimum 
charge per shipment) to become effective January 1, 1946, and amended 
rule 13 of the consolidated freight classification so as to apply the 
75-cent minimum charge per shipment to all less-than-carload shipments, 
whether moving at class rates or at other rates. The application of the 
minimum charge was not restricted to the territory covered by Docket 
No. 28300, but applied to the entire country other than on California 
intrastate traffic, on which the minimum charge remained 55 cents. 
With our permission the effective date of these changes was postponed 
or suspended by the carriers until our further order, after the granting 
of an interlocutory injunction against the enforcement of our order in 
No. 28300, as already recited, which remains still effective. 

The railroads offered no comprehensive evidence in this proceeding 
as to the cost to them of performing pick-up and delivery service. 
There is no uniformity as to the minimum line-haul rate which must be 
applied before pick-up and delivery service is afforded. Testimony 
offered by the motor carrier interveners dealt generally with the finan- 
cial condition of the motor carriers. They submitted opinion evidence 
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as to the average cost of pick-up and delivery service when performed 
by the motor carriers, and to the effect that the cost of pick-up and 
delivery service to the railroads was practically the same. The cost of 
pick-up and delivery service varies considerably as between different 
communities, and varies greatly with the size of the shipment, the cost 
being much greater per 100 pounds for smaller shipments than for 
larger shipments. We are of the view that a minimum line-haul rate 
of 50 cents per 100 pounds should be the predicate before free pick-up 
or delivery service is afforded or allowance made therefor. 

On June 10, 1946, we instituted on our own motion investigations* 
into the lawfulness of the charges, rules, regulations and practices 
Class I motor common carriers affecting pick-up and delivery services 
rendered in connection with interstate transportation throughout the 
country. On the same date we instituted on our own motion similar 
investigations} into the lawfulness of the charges, rules, regulations and 
practices pertaining to ‘‘small’’ shipments by railroads and by motor 
common carriers. For the purpose of the latter investigations small 
shipments include those weighing not more than 300 pounds. The 
state commissions have been invited to participate in each of these 
investigations. 

Water Carriers 


The proposals of the common carriers by water subject to part III 
of the act have been stated. 

During the war, the vessels of the common carriers by water in 
coastwise service were requisitioned by the government. Many were con- 
verted into hospital or troop ships, and will not be returned to commer- 
cial coastwise service. Most of those which are subject to return to 
common carrier service will require large expenditures to put them in 
proper operating condition. None of the large number of vessels con- 
structed during the war is as suitable for general coastwise operation as 
were those owned by the water carriers. The only new vessels practical 
for coastwise service are of the C-1-A type, for which the statutory sales 
price is $932,757.50 per vessel. Prior to the war the Newtex, Southern 
Steamship, and Pan-Atlantic lines operated 18 vessels in which the in- 
vestment, at an average of $100,721 per vessel, aggregated $1,812,982, 
with annual carrying charges (interest, depreciation, and insurance), of 
$271,947. The aggregate investment in 18 vessels of the C-1-A type would 
be $16,789,635, with annual carrying charges of $2,518,445. 

As an indication of some of the increases in ship operating costs per 
month that may be expected when coastwise steamship service is re- 
sumed, a representative of those lines filed a statement of the actual in- 
creases in certain expense items of steamship operation, in offshore 
trades, in the year 1945 as compared with the year 1938. The expense 
items were those for ship wages, subsistence, stewards’ department sup- 
plies, deck supplies, engine department supplies, repairs, insurance (hull, 
protective and indemnity), miscellaneous, and social security taxes. In 
1938, those ship operating expenses totaled $11,751 per month, and in 
1945, the expenses for the same items totaled $24,189 per month. The 
terminal labor rates at New York Harbor in 1946 at the time of the 
present hearing ranged from 35 to 97 per cent above the effective rates 
in 1938. Such 1946 rates do not, however, reflect the revenue effect of re- 
ductions in the hours of men employed by the week, of vacations with 
pay which are now allowed, or changes in working conditions which 
have resulted in substantially increased costs. And, we must notice offi- 
cially the fact that further increases in wages and betterments in condi- 
tions of employment have been granted in part very recently. In recent 
years the water carriers’ costs for materials and supplies also have in- 
creased substantially. 

In addition to the equipment needs of the coastwise lines, their finan- 
cial condition prior to the war was unfavorable. The reported deficits in 
net income of all the coastwise lines, other than Seatrain, were $2,315,272, 
$227,866, and $1,350,166 in 1937, 1938 and 1940, respectively. There was 
a net income of $30,669 in 1939. The aggregate deficit in income reported 
for those 4 years for the same lines was $3,862,635. 

The Inland Waterways Corporation is in close competition with the 
petitioning rail carriers in the territory it serves. It also has been con- 
fronted with severely increased costs in wages and materials. For com- 
petitive reasons, and to meet its mounting expenses, it desires to increase 
its rates and accessorial charges to the extent of and simultaneously 
with the increases authorized for all-rail and joint barge-rail rates and 
charges. The Mississippi Valley Barge Line asks for authority to in- 
crease by 25 per cent its existing port-to-port rates and charges; also the 
joint rates in which it participates in connection with common carriers 
by rail, or by water. 

The New York State Waterways Associationt and other common 
earriers§ by water operating on the New York State Waterways System, 
submit no detailed study of the proposed exceptions as to various com- 
modities from petitioners’ request for approval of increases by 25 per 
cent, and they make no showing as to the effect such increases will have 
upon the future revenues of the carriers on inland waterways. Their 
evidence in general, is similar to that adduced by the other inland 
waterway carriers. 

The barge lines in the Mississippi valley participate with rail car- 
riers in through routes and joint rates differentially related to the rates 
over all-rail routes through the same ports. They also maintain local 
and proportional all-water rates between the ports they serve, and joint 
all-water rates between ports served by them and those served by other 
water carriers. If this competition is to continue in full vigor, changes 
in rates over the all-rail routes, must be met by changes in the joint 





*No. 29555, Pick-up and Delivery Services by Railroads. No. 
MC-C-542, Pick-up and Delivery Services by Motor Carriers. 

+No. 29556, Charges on Small Shipments by Railroads. No. MC-C-543, 
Charges on Small Shipments by Motor Carriers. 

tA voluntary, non-profit organization composed of shippers, carriers, 
and others interested in the development and maintenance of the water- 
ways serving the state of New York and of the adequacy of the trans- 
portation agencies operating thereon. 

§$McLain Marine Corporation, The Connors Marine Company, Inc., 
Harbor Towboat Company, Inc., Frank A. Lowery, and John J. Mul- 
queen. 
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barge-rail rates to reflect the specific minimum differentials prescribed 
by us. Like changes have also been made, except in certain instances, 
in all-water rates in order to maintain a proper differential relation 
with the all-rail rates. In the excepted instances, the all-water rates are 
the same as, or related to, rates maintained between the same ports by 
competing water carriers. 

The water carrier petitioners object to the many proposed excep- 
tions to the general increase of 25 per cent, on commodities which con- 
stitute the main part of the traffic upon which successful water-carrier 
operation depends. For example, in 1939, the Atlantic-Gulf coastwise 
lines handled 584,874 tons of iron and steel articles, and 181,288 tons of 
cotton on which the rail carriers seek respective maximum increases of 
4 and 10 cents per 100 pounds. During that year, the coastwise lines 
handled six commodities aggregating 1,287,567 tons on which the rail 
carriers seek increases less than 25 per cent. 

The Atlantic-Gulf coastwise carriers also object to the proposed 
treatment by the rail carriers of combination rail-water rates as com- 
pared with joint all-rail rates. Under the proposal of the railroad peti- 
tioners the water carriers assert that they will be unable to participate 
in the movement of the traffic, unless they reduce the water factor by an 
amount sufficient to restore the previous differential, which their financial 
situation will not permit. 

An increase of 25 per cent in the railroad rates on all commodities 
other than those specifically excepted would benefit the railroads on a 
substantially greater consist of traffic than would be available to the 
water carriers, it is stated in the evidence. Moreover, the rail carriers 
would greatly widen the spread between the rates on the excepted com- 
modities and those on traffic generally. The water carriers contend 
that this would enable the rail carriers through the increase in the 
volume of movement of the excepted commodities, to obtain revenues 
from which they could recoup themselves for the low rates on such 
traffic, and place them in a position to effect further reductions in 
traffic directly competitive with water carriers. In proceedings in which 
general increases in rail rates have been granted, we have admonished 
the rail carriers to take corrective steps to relieve the general rate 
structure of unduly depressed rates, but, according to statements made 
by the water carriers, the rail carriers apparently have made no sub- 
stantial progress in that direction. Adjustment of these differences 
between competing types of carriers is not possible when we are con- 
sidering a situation taking on the aspects of an emergency. It must 
await the further hearings in these proceedings. 

The water carriers, we note, have no objection to a restoration of 
the increases authorized in Ex Parte No. 148. 


Piecemeal Rate Adjustments 


The Price Administrator urges postponement of any general in- 
crease, if possible, until the whole proposal can be dealt with after 
final hearing. He emphasizes the unsettling effect of two successive 
freight rate increases at short intervals. Avoidance of this would be 
desirable if circumstances permitted. As the freight rate level has been 
controlled and kept on a stable or even declining level during the war 
period (except for a short time when the increases authorized in Ex 
Parte No. 148 were in effect), industry has been shielded from the 
shock of increased freight rates for several years, although the general 
trend of materials and labor prices has been upward. So far the prin- 
ciple of increasing utility has permitted the railroads to maintain a 
stable price level, because their traffic expanded as it has approached 
the saturation point. Now, with the trend reversed, with general sharp 
increases in the wages of labor and in the prices of materials already 
in effect and traffic bound to decline to a degree, we must consider the 
effects of these reversals in trends as promptly as due care to ascertain 
the necessary facts and weigh them permits, even if further adjust- 
ments may be required upon later full investigation. 


Findings 


Upon a consideration of the entire record in these proceedings, we 
conclude and find: 

1. The full amount of increases as proposed in Ex Parte No. 162 
by the carriers by railroad and by common carriers by water, and by 
freight forwarders, with respect to their freight rates and charges, has 
not been shown to be reasonable and just as an emergency measure. 

2. The request of the petitioning railroads in Ex Parte No. 162 for 
continuation in effect, without expiration date, of the increases in their 
passenger fares, and charges to the extent authorized in Ex Parte No. 
148, which are to expire six months after the legal termination of the 
war, should not be granted at this time, in view of the necessarily 
limited scope of the hearing. 

3. The petitioning railroads have shown that by reason of already 
effective increases in wages and in the prices of materials and supplies, 
and declining volume of freight traffic and revenues from passenger 
traffic, already experienced or immediately in sight, some increases in 
their freight rates and charges are justified as just and reasonable, and 
as necessary for carrying out the purposes of the national transporta- 
tion policy declared by Congress, but solely as a temporary measure, 
pending further hearing and determination of the issues in Ex Parte 
No. 162. We do not pass upon the reasonableness and justness of the 
increases proposed or those herein authorized except as a temporary 
and emergency measure, pending the full hearing in Ex Parte N. 162 
which is to follow as later set out. 

4. The financial and traffic situation of the Eastern district peti- 
tioners as a whole justly and reasonably entitles them to relatively 
greater increases in their freight rates and charges than the petitioners 
in the other districts, to the extent hereinafter found. The petitioners 
are grouped by us in districts for accounting and statistical purposes. 
In general, the lines grouped in the Eastern district cover and serve 
what is known as Official Classification territory, as described by us 
in Eastern Class-Rate Investigation, 164 I. C. C. 314, with modifications, 
171 I. C. C. 481 and 177 I. C. C. 156. The lines of certain Eastern dis- 
trict petitioners extend beyond Official Classification territory, and lines 
of certain railroads in the other districts extend into that territory. 
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There are compelling reasons why Official Classification territory must 
be considered in this proceeding as a whole, and inasmuch as the East- 
ern district petitioners are predominant in Official Classification terri- 
tory, from both a financial and traffic standpoint, we find the basis of 
rates required by the financial and traffic situation of the Eastern dis- 
trict petitioners reasonably may be extended to as well as -confined 
to traffic within the Official Classification territory, to the extent and 
in the amounts hereinafter found just and reasonable. 

5. The increases authorized in Ex Parte No. 148, Increased Rail- 
way Rates, Fares, and Charges, 1942, supra, now suspended, with the 
modifications herein specified, if restored efiective July 1, 1946, will 
produce for petitioners as a whole total freight revenues, based upon 
the volume of freight traffic reasonably to be anticipated for the re- 
mainder of the year 1946, which, together with the revenue that will 
be derived from other sources, will be sufficient to meet their imme- 
diate needs. 

6. For accomplishment of the purposes of the findings above, as 
a temporary measure, pending further hearing and determination of 
the issues in Ex Parte No. 162, justly and reasonably the freight rates 
and charges on traffic of petitioners wholly within Official Classification 
territory, when increased as found in the last preceding finding (other 
than on anthracite, bituminous coal, lignite, and coke, and on iron ore), 
should be further increased by 5 per cent, subject to maintenance of 
recognized or established port differentials. The rates so increased 
within Official Classification territory from and to vorder points may 
justly and reasonably also be applied on interterritorial traffic through 
such border points to the extent necessary to conform to the provisions 
of section 4 (1) of the act, in like manner as was authorized in con- 
nection with class rates in Southern Class Rate Investigation, 128 I. C. C. 
567, at page 578, and Western Trunk Line Class Rates, 164 I. C. C. 1, 
at page 210. 

7. Rates on iron ore, exempted from the original authorization in 
Ex Parte No. 148, justly and reasonably may be increased 50 per cent 
of the amounts originally proposed in that proceeding, as shown at 
page 619 of the report, 248 I. C. C. 545. We further find the amounts 
of increases specifically authorized by us in the original report in 
Ex Parte No. 148 on anthracite, bituminous coal and lignite, and coke. 
may reasonably be further increased 3 cents per ton. The increases 
to be applied to the present rates on anthracite, bituminous coal, lignite, 
and coke (List Nos. 290, 300, and 310), should follow the pattern of 
those authorized in appendix 2 of the report and order in Ex Parte 
No. 148, supra, but the amounts of the specific increases, which should 
be applied uniformly in all districts and territories, may be augmented 
by adding thereto 3 cents per ton, as rated, in each category. making 
the total increases 6, 8, 7, and 9 cents, respectively. Likewise, 3 cents 
per ton, as rated, may be added in each instance to the single-increase 
limitations contained in Section 3(b) of the same appendix. Such in- 
creased rates shall not be subjected to the further increases found in 
finding 6 above. 


8. Free pick-up or delivery service or allowance therefor reasonably 
should not be afforded when the line-haul rate is less than 50 cents 
per 100 pounds. 


9. Common carriers by water and freight forwarders will be au- 
thorized to make the same increases in their rates and charges as the 
petitioning carriers by railroad are authorized to make. Any matters 
presented by the petitidns of the carriers by water and of the freight 
forwarders, not disposed of by this authorization, may be developed in 
detail in the further hearings in Ex Parte No. 162. 


10. The resulting rates and charges increased as authorized in our 
original report and order, issued March 2, 1942, in Ex Parte No. 148, 
in 248 I. C. C. 545, and shown in appendix 2 of said report, pages 621 
to 625, inclusive, as herein modified will be just and reasonable. 


11. The increases authorized are to be applied to the present going 
rates as of the date of this report. Such authorized increased rates 
and charges may be made effective in the period July 1 to July 31, 1946, 
upon not less than 3 days’ notice to the Commission, and to the general 
public by filing and posting in the manner prescribed in the interstate 
commerce act. 


12. Rates and charges increased as herein permitted are not pre- 
scribed rates and charges within the meaning of Arizona Grocery Co. 
vs. Atchison, T. & S. F. Ry. Co., 284 U. S. 370. 

13. Appropriate orders for relief under sections 4(1), 6, 217, 306, 
and 405 of the act will be entered; except as specified in the following 
sentence of this finding our outstanding orders will be modified ac- 
cordingly; and these proceedings are both continued on our docket. 
As the effectiveness of our order in Class Rate Investigation, 1939, 
Docket No. 28300, is now stayed and enjoined, we do not hereby in any 
manner suspend or supersede, or modify or affect the findings and 
order entered in that proceeding. 

Schedules of further hearings upon the proposals in Ex Parte No. 162 
will be arranged and announced as soon as possible. 


Separate Views 


PATTERSON, Commissioner, concurring in part: 

I concur in the view that respondents are entitled to an immediate 
increase in rates although, in my opinion, they have justified a higher 
rate level than will result from the increases here approved. 

I am further of the opinion that insofar as carriers in official classi- 
fication territory are concerned, the superimposing of an additional 
increase on their rates, over and above the basis approved in the south 
and west, is not warranted by their legitimate revenue needs and will 
result in the unjustified disruption of existing rate relations. 
JOHNSON, Commissioner, concurring in part: 

I concur in the increases authorized. In my opinion, however, the 
increases granted are insufficient to meet railroad requirements pending 
further proceedings in Ex Parte 162. 

MILLER, Commissioner, dissenting in part: 

While I agree with the results of this report in so far as some 

increases are permitted, I am forced to dissent because, in my opinion, 
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the increases authorized are far below what the carriers have justified 
and should be allowed now. 


Order 


At a general session of the Interstate Commerce Commission, held 
at its office in Washington, D. C., on the 20th day of June, A. D. 1946. 
Ex Parte No. 162: Increased Railway Rates, Fares, and Charges, 1946— 
Ex Parte No. 148: Increased Railway Rates, Fares, and Charges, 1942. 


It appearing, That on April 15, 1946, substantially all of the class I 
carriers by railroad, and certain other railroads, filed a petition in the 
above-entitled proceeding, Ex Parte No. 162, requesting authorization to 
increase their freight rates and charges 25 per cent (with certain excep- 
tions) effective on May 15, 1946, upon one day’s notice, in advance of the 
hearing on, and final disposition of, said petition, and also requesting 
that the increases in railroad passenger fares, authorized in Ex Parte 
No. 148 in the report of the Commission entered therein on January 21, 
1942, as modified by the order entered April 6, 1943, which limited such 
increases to the period of the war and 6 months after the legal termina- 
tion thereof, be permitted to continue in effect without an expiration 
date; 

It further appearing, That petitions subsequently were filed by other 
railroads, by certain common carriers by water, and by freight for- 
warders requesting authorization for like increases in their freight rates 
and charges; 

It further appearing, That the Commission by an order entered on 
April 26, 1946, in Ex Parte No. 162, assigned for hearing the petition of 
the carriers filed April 15, 1946, insofar only as it requested authority to 
make the increases in rates and charges effective on May 15, 1946, in 
advance of the hearing on, and final disposition of, the petition; 


It further appearing, That the Commission by order entered on April 
26, 1946, in Ex Parte No. 148, reopened that proceeding for further 
hearing to determine whether the order entered therein on October 30, 
1945, should be modified by removing the suspension of the increases in 
freight rates and charges, authorized in the original report in that pro- 
ceeding, so as to permit such increases to be restored, effective May 15, 
1946, with such changes, or modification, as may be determined to be 
just and reasonable; 

It further appearing, That the petitions filed by other carriers by 
railroad, by common carriers by water, and by freight forwarders re- 
questing similar authorization for immediate increases in their freight 
rates and charges, were heard in beth proceedings with the petition of 
the class I carriers by railroad; 

And it further appearing, That the Commission on the date hereof 
has made its report in these proceedings containing its findings of fact 
and conclusions thereon, which said report, together with the reports 
heretofore made in Ex Parte No. 148, are hereby referred to and made 
part thereof: 

It is ordered, That the requests for authorization for the immediate 
establishment, upon one day’s notice, of increased rates and charges, as 
specified in the petitions in Ex Parte No. 162, prior to the hearing on, 
and final disposition of, such petitions be, and they are hereby, denied; 

It is further ordered, That the order of the Commission entered in 
Ex Parte No. 148, on October 30, 1945, which further suspended, until a 
date 6 months after the legal termination of the war, the increases in 
freight rates and charges authorized in that proceeding in the original 
report of March 2, 1942, as modified, be, and it is hereby modified by 
striking out in the first ordering paragraph of said order, (1) the portion 
thereof which suspends the said increases until a date 6 months after 
the legal termination of the war, and (2) the portion thereof which sus- 
pends for the same period the order modifying outstanding unexpired 
orders in other proceedings to permit such increases to be established, 

It is further ordered, That the increases in freight rates and charges 
authorized in the said report of March 2, 1942, in Ex Parte No. 148, as 
modified, and the additional increases in freight rates and charges au- 
thorized in the report entered in these proceedings on the date of this 
order, may be made effective in the period July 1 to July 31, 1946, upon 
not less than 3 days’ notice to the Commission and to the general public 
by filing and posting in the manner prescribed in the interstate com- 
merce act; 

It is further ordered, That all outstanding unexpired orders of the 
Commission, whether or not effective upon the date of this order, au- 
thorizing or prescribing rates or charges which have or have not been 
published at the date of this order, and all outstanding suspension or- 
ders, be, and they are hereby, further modified to the extent necessary 
to permit the increased rates and charges authorized in the reports 
referred to in the next preceding paragraph, to be applied; but that in 
all other respects the said orders shall remain in full force and effect 
unaffected by this order. Provided, however, that the provisions of this 
paragraph shall not be construed to suspend, or supersede, or modify, or 
affect the findings and order entered in Class Rate Investigation, 1939, 
docket No. 28300, the operation of which is stayed by court order; 

It is further ordered, That a copy of this order be served on each 
carrier party to the orders referred to in the next preceding paragraph, 
and that a copy of this order be inserted in the docket in each such 
proceeding; 

It is further ordered, That all tariffs or supplements changing rates 
or charges under the authority of the said reports and this order, which 
rates or charges are now maintained or held in force by virtue of out- 
standing orders of the Commission, shall bear on their title pages specific 
reference to this order. 


Third Supplemental Fourth Section Order No. 14560 


It appearing, That, by fourth section order No. 14560, dated March 
2, 1942, entered in Increased Railway Rates, Fares and Charges, 1942, 
248 I. C. C. 545, 255 1. C. C. 337, 26 LC. C. 502, 296 £. Cc. C. 408, the 
Commission authorized carriers parties to the proceeding just cited to 
establish, upon conditions, increased rates and charges for the trans- 
portation of property over the lines of said carriers operating within 
the United States without observing the provisions of section 4 (1) of 
the interstate commerce act; and by supplements thereto entered 

















































































1938 


August 6, 1942, and September 17, 1942, modified the relief previously 
granted in certain respects; 

It further appearing, That, upon petitions of carriers subject to the 
act, and, after hearing upon the issues presented by said petitions, the 
Commission this date entered in the above-entitled proceedings its re- 
port, which report is hereby referred to and made a part hereof, 
authorizing certain increases in rates and charges, on property trans- 
ported over the lines of said carriers operating within the United 
States; 

And it further appearing, That increased rates and charges cannot 
be published and made effective in the manner authorized in said report 
without producing in some instances rates and charges in contravention 
of the long-and-short-haul, or the aggregate-of-intermediates provisions 
of section 4 (1) of the intersiate commerce act; that said carriers have, 
in said petitions, applied for such fourth section relief as may be 
necessary to publish and make effective the increased rates and charges 
authorized by the findings in said report, and that a special case exists 
within the meaning of said section; 

It is ordered, That fourth section order No. 14560, as previously 
modified and amended, be, and it is hereby, further modified and 
amended so as to provide that the relief authorized in said order shall 
apply instead, until the further order of the Commission, to the rates 
and charges increased under authority contained in the said report; 

It is further ordered, That in those instances in which rates or 
charges in contravention of the provisions of section 4 (1) of the act 
are established under the authority contained herein, the tariffs or 
supplements containing such rates and charges shall make reference 
to this order in the manner required by Rule 28 of Tariff Circular 20 
of the Commission. 


Ex Parte 162-148 Hearing Set 


The first of the further hearings in Ex Parte 162 and 
Ex Parte 148 will be held at the Hotel Morrison, Chicago, II1., 
on July 22, before division 2 of the Commission, consisting of 
Commissioners Aitchison, Mahaffie, Splawn, and Alldredge. 

The notice of hearing, issued by Secretary Bartel, of the 
Commission, said additional hearings would be held at places 
in the Mountain-Pacific, Western, Southern, and Eastern rate 
territories as soon as possible after close of the Chicago hear- 
ing. He said it was expected those hearings would be held not 
later than August 12 and that notice would be given the parties 
— the public as soon as necessary arrangements could be 
made. 

The probable length of the Chicago hearing was indicated 
by the fact that, at the same time the notice was issued in the rail 
increase cases, the Commission’s secretary also issued notice 
of a hearing to be held, in Chicago, in connection with the 
request of the Railway Express Agency for certain increases, 


on July 29 (see elsewhere). Division 2 will also hold that 
hearing. 


Applicability of 5 Per Cent Increase 


Charles B. Bowling, chief of the transportation rates and 
services division, marketing facilities branch, Department of 
Agriculture, has written Secretary Bartel as to the applicability 
of the additional increase of 5 per cent for Official Classification 
Territory, authorized by the Commission in finding No. 6 of the 
report. Said he: 


It seems clear to us that the finding in question authorizes the 
additional 5 per cent increase only on traffic originating and terminating 
within the Official Classification Territory. In our opinion, the 5 per 
cent increase does not apply to any proportional or reshipping rates on 
grain, grain products, live stock, and other agricultural commodities 
which move from different rate territories into Official Classification 
Territory or from Official Territory outbound to other rate territories 
where no through rates are provided. 

There apparently is no reason for any misinterpretation (on the 
part of the carriers) of the Commission’s order in this respect, but in 
an effort to avoid any misunderstanding, we are sending copy of this 
letter to Mr. A. F. Cleveland, vice-president of the Association of 
American Railroads. 

These proportional rates normally move a large volume of traffic 
and are particularly important at present because of the export food 
program, especially on movements in which the Department of Agri- 
culture is directly interested. It is therefore essential that the intent 
and purpose of the Commission’s finding in No. 6 be fully protected in 
the publication of the rates. 

We trust that the Commission will see that the tariffs do not, 


through any error in publication, become effective on other than the 
approved basis. 


Ex Parte 148-162 Special Permission 


By amendment No. 4 to special permission No. 7620, the 
Commission, by Commissioner Aitchison, has granted railroads 
and water carriers the necessary relief, in addition to that pre- 
viously authorized by special permission No. 7620, as amended. 
so that the increases authorized in Ex Parte 148-162, Increased 
Rates, Fares, and Charges, 1924, 1946, may be published in a 
simple manner. 

The permission covers charges for the transportation of 
property other than all-motor and forwarder transportation. 

The amendment to the special permission was addressed 
to Agents B. T. Jones, L. E. Kipp, W. S. Curlett, I. N. Doe, 
Julian M. King, I. H. Hasker, H. J. Niemann (alternate). It 
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also named W. G. Oliphant, traffic manager, Inland Waterways 
Corporation; W. E. Emblidge, vice-president, Great Lakes 
Transit Corporation; L. C. Mays, general freight agent, Mis- 
sissippi Valley Barge Line Co.; A. R. Sheff, freight traffic man- 
ager, Detroit & Cleveland Navigation Co.; and Walter Kelly of 
the Association of American Railroads, and Mr. Jester of the 
American Short Line Railroad Association. 


Seven Railroads Added 


By an order in Ex Parte 162, the Commission, Commis- 
sioner Aitchison, has permitted amendment of the railroad pe- 
tition for a 25 per cent increase, with exceptions, to add the 
names of the following railroads that had signified their desire 
to join in the petition: 

Aroostook Valley Railroad; Canadian National Railway 
Lines in Minnesota; Canadian National Railway Lines in New 
York State; Central Vermont Terminal, Inc.; Central Vermont 
Transportation Co.; Ontario Car Ferry Co., Ltd.; and Tuskegee 
Railroad Co. 


Rate Increase Tariff Filed 


The tariff of increased rates and charges in Ex Parte 148, 
Increased Railway Rates, Fares, and Charges, 1942 and 1946, 
has been published in Supplement No. 17 to Tariff No. X-148, 
issued June 26, and effective July 1. This supplement has been 
issued on three days’ notice under authority of order dated 
June 20, 1946, of the Commission, in Ex Parte 148 and Ex 
Parte 162, Board of Transport Commissioners for Canada, 
Order 67534 of June 24, 1946, and under authority of the fol- 
lowing state railroad commissions: Maine, Maryland, Massa- 
chusetts, New Hampshire, New Jersey, and Pennsylvania. 


Application of Supplement 
The provisions of Supplement 17 to Tariff X-148 apply to: 


Class rates; commodity rates; minimum rates; minimum or net 
line-haul revenue; absorptions in whole or in part, of switching 
charges; minimum charges; charges for: Collection on delivery (c.o.d.) 
service; diversion; dumping (except on tidewater coal); floatage; han- 
dling; holding cars; inspection; leveling; lifting; loading or unloading 
(not applicable on live stock, viz.: Cattle (bulls, calves, cows, oxen or 
steers), swine (boars, hogs, pigs, sows or barrows), sheep (ewes, lambs, 
rams or wethers) and goats (including kids), carloads; out-of-line, in- 
direct or back-haul charges; reconsignment; re-weighing; spotting; 
stopping cars; stopping to complete loading or partly unload; storage; 
switching; transferring; transit; trimming (except on tidewater coal); 
weighing; wharfage; other services not specified in the above list 
EXCEPT protective service against heat or cold, demurrage, dockage, 
tippling, tollage; in tariffs and supplements which make specific refer- 
ence to this tariff. 


Rule On Higher Rates and Charges 


Where rate or charge is higher than found in Column A 
of Table 1 such rate or charge will be increased six per cent, 
disposing of fractions as follows: Fractions of less than one- 
half cent will be dropped; fractions of one-half cent or greater 
will be increased to the next whole cent. Where the rate is 
higher than found in Column A of Table 2, such rate will be 
increased three per cent, disposing of fractions as in Table 1. 
Where rate is higher than found in Column A of Table 3, such 
rate will be increased three per cent, disposing of fractions as 
follows: Fractions of less than one-quarter cent will be dropped; 
fractions of one-quarter cent and less than three-quarters cent 
will be stated as one-half cent; fractions of three-quarters cent 
or greater will be increased to the next whole cent. Where 
rate or charge is higher than found in Column A of Table 4, 
such rate or charge will be increased 11.3 per cent, disposing 
of fractions as in Table 1. Where the rate is higher than found 
in Column A of Table 5, such rate will be increased 8.15 per 
cent, disposing of fractions as in Table 1. Where the rate is 
higher than found in Column A of Table 6, such rate will be 
increased 8.15 per cent, disposing of fractions as in Table 3. 


Carload Rates on Coal, Coke, Iron Ore 
Rule 9 of Tariff X-148 has been amended to read: 


Where line-haul carload rates are stated in amounts per car, and 
transportation charges are not based on the weight of the shipment, 
the weight for the purpose of assessing increases named herein will 
be deemed to be 100,000 pounds on anthracite and bituminous coal and 
commodities rated as such listed in Item No. 1, page 20 of tariff, as 
amended, and 70,000 pounds on coke and commodities rated as such 
listed in Item No. 7, page 22 of tariff, as amended, and 134,400 pounds 
on iron ore (not ground or hydrated). 


Minimum Rate for Pick-up and Delivery 


The minimum rate under which pick-up and delivery 
services are accorded or allowances made in lieu thereof, is 
increased, under Rule 10 of Supplement 17 to Tariff X-148, to 
90 cents per 100 pounds. Where no such minimum rate is pub- 
lished the minimum rate under which pick-up and delivery 
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services are accorded or allowances made in lieu thereof, is 
50 cents per 100 pounds. 


Territories Defined 


Where reference is made to Note 4, Official Classification 
territory is as follows: 


Connecticut; Delaware; District of Columbia; Illinois; Indiana; 
parts of Iowa and Kentucky; Maine; Maryland; Massachusetts; the 
lower peninsula of Michigan, and Manistique and Menominee in the 
upper peninsula of Michigan; part of Missouri; New Hampshire; New 
Jersey; New York; part of North Carolina; Ohio; Pennsylvania; Rhode 
Island; Bristol, Tennessee; Vermont; part of Virginia; West Virginia; 
and part of Wisconsin. 


Note 5 defines Western territory as: 


Stations on and west of a line beginning at Sault Ste. Marie, Mich., 
thence following the west bank of Lake Michigan to and including 
Gary, Ind., thence the line of the E. J. & E. Railway through Griffith, 
Ind., to the Ill.-Ind. state line, then following the Ill.-Ind. state line 
to the Ohio River, thence following the north bank of the Ohio River 
to Cairo, Ill., thence following the west bank of the Mississippi River 
to the Gulf of Mexico, except will not apply at and between points 
in territory described in Note 4. 


Eastern Canada is defined in Note 6 to be: 


Points in Canada, West Fort Williams, Ont., and east thereof, 
list in Canadian Freight Association Tariff No. 28. 


Increases in Coal and Coke Rates 


The line-haul commodity rates on coal in carloads, which 
includes anthracite (all sizes) and bituminous (not including 
ground or pulverized coal, in packages) as follows: 


Blacksmith or smelting coal; coal; cannel coal; coal boulets; coal 
briquettes; coal culm; coal dust; coal run-of-mine; coal screenings; 
coal slack; coal waste; lignite coal; lignite coal briquettes; and steam 
coal have been increased six cents per net ton, where the rate is $1.00 
or less per net ton; eight cents per net ton, where the rate is over 
$1.00 per net ton; seven cents per gross ton, where the rate is $1.00 or 
less per gross ton; and nine cents per gross ton, where the rate is over 
$1.00 per gross ton. These rates do not apply to lake cargo, tidewater 
or trans-shipping rates to Lake Erie, Lake Ontario, St. Lawrence River 
and Atlantic Seaboard ports applicable on traffic trans-shipped therefrom 
as vessel cargo; on anthracite from Lake Superior and Lake Michigan 
docks when otherwise provided in Item No. 6 of tariff; and on bitumi- 
nous coal and articles rated as such from Lake Superior and Lake 
Michigan docks. 


Coke (not including ground or pulverized coke, or coke dust 
in packages, as follows: 


Coke braize; coke breeze; coke briquettes; coke dust; coke, noibn, 
in Official, Southern, Western or Illinois classifications; coke screenings; 
creosote coke; gas-house coke; petroleum coke; pitch coke; and tar 
coke has been increased in the same proportion as ‘coal. 


Iron Ore Increases 


All line-haul carload commodity rates on iron ore (not 
ground or hydrated) are increased two cents per gross ton in 
Official Classification territory. Handling charges for lifting 
ore from hold to rail of vessel on traffic transferred from vessels 
at Lake Erie, Lake Ontario and St. Lawrence River ports are 
increased one half cent per gross ton, in Official Territory. In 
Southern Territory all line-haul carload commodity rates on 
iron ore (not ground or hydrated) are increased 3 cents per 
net ton or three and a half cents per gross ton, as rated. An 
increase of three cents per gross ton on all line-haul carload 
commodity rates on iron ore (not ground or hydrated) has been 
granted in Western Territory. Handling charges on traffic 
transferred to vessels at United States Lake Superior and Lake 
Michigan ports are increased one half cent per gross ton, in 
Western Territory. All line-haul single factor carload com- 
modity rates on iron ore (not ground or hydrated) are increased 
three cents per net ton or three and one half cents per gross 
ton, as rated, in interterritorial traffic between points other 
than those covered above. 





American Barge Line “Grandfather” 
and Extension Rights Determined 


By a report, certificate and order effective September 3, 
in W-552, American Barge Line Co. Applications, the Commis- 
sion division 4, has found the applicant entitled to continue 
operations as a common carrier by towing vessels in the per- 
formance of general towage, and by non-self-propelled vessels 
with the use of separate towing vessels in the transportation of 
commodities generally, between ports and points along: 


(1) The Mississippi River below St. Louis, Mo.; (2) the Ohio River; 
(3) the Cumberland River below Old Hickory, Tenn.; (4) the Kanawha 
River below Gauley Bridge, W. Va.; (5) the Allegheny River below 
East Brady, Pa.; (6) the Monongahela River below Fairmont, W. Va.; 
and (7) the Illinois Waterway. 
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The division authorized continuance of such operations not 
heretofore authorized under the inland waterways corporation 
act; found that the holding of a certificate and a permit author- 
izing the furnishing of vessels to- persons other than carriers 
would not be consistent with the public interest; and said the 
portion of the application relating to operations on the Missis- 
sippi River above St. Louis would be assigned for hearing. 

Under the inland waterways corporation act, said the di- 
vision, the applicant held a certificate authorizing, among other 
things, operations on the Ohio between Pittsburgh and Cairo, 
Ill., including intermediate ports, and between Pittsburgh, on 
the one hand, and ports on the Mississippi south of Cairo, on 
the other. The division said that in order not to duplicate the 
authority granted, it would dismiss the portion of the instant 
application covering the aforementioned Ohio and Mississippi 
River operations. 

The division said that notwithstanding its alleged holding 
out and its solicitation efforts, throughout the period since 
January 1, 1939, of numerous commodities for movement on the 
Ohio and Mississippi Rivers and their tributary waterways, the 
applicant had transported only a relatively small amount of 
traffic to three destinations on the Tennessee River. It added: 


When this showing is contrasted with other facts of record such as 
tonnage handled by applicant at points on other claimed waterways 
during this period and the amount of equipment operated by it, the con- 
clusion is warranted that its alleged holding cut as to the Tennessee 
River is not supported by actual operations consistent therewith. In 
the circumstances, we conclude that applicant has not established its 
claim of ‘‘grandfather’’ rights to operate on the Tennessee. 


As to authority requested to extend operations on the Ten- 
nessee River from Chattanooga to Knoxville, under the proviso 
of section 309(d) of the act, providing for such extension over 
uncompleted portions of waterways, as soon as such portations 
are open for navigation, the report said: 


In connection with the ‘‘grandfather’’ application discussed herein, 
applicant has failed to establish that it is entitled to continue opera- 
tions on the Tennessee River below Chattanooga, and no service is 
shown to have been performed by it on that river since 1942. In the 
circumstances, it is not entitled under section 309(d) to extend its 
operations to include service on the Tennessee above that point. 


Preservation of Weak Railroad Factor 
in Construction Authorization 


Need of industry in Hampton, S. C., and promised fur- 
ther investments by industry at that point, together 
with situation of applicant, bring authorization for ex- 
tension of rail line, with conditions as to purchase of 
A. C. L. branch line that may later be abandoned, and 
conditions to assure equal access to industry at Hamp- 
ton of competing lines 


Acting to foster a “weak carrier performing an important 
public service,” the Commission, division 4, with Commissioner 
Mahaffie dissenting, has issued a report and certificate in Fi- 
nance No. 14957, Hampton & Branchville Railroad Co. Con- 
struction, authorizing the applicant to extend its line of rail- 
road, with certain conditions, affecting both the applicant, the 
Atlantic Coast Line, and its subsidiary. 

The application involved a request for authority to extend 
the H. & B. line from a point at or near Hampton to a connec- 
tion with the Seaboard at Luray, and to a connection with 
the Southern, at a point near Lena, about 12 miles, all in 
Hampton county, S. C., mainly to serve a plywood plant at 
Hampton. 

The report reviewed a dispute between the applicant and 
the Atlantic Coast Line and one of its subsidiaries. Some of 
the parties, at least, had assured the manufacturer that free 
competition would exist between the two railroads serving 
Hampton (one of them the Charleston & West Carolina, a sub- 
sidiary of A. C. L.), said the report, adding that this meant 
that all rates to and from Hampton would be equally applicable. 

A. C. L., continued the report, had refused to establish 
net transit rates on logs in-bound to Hampton applicable in 
connection with the applicant through H. & B. junction, assert- 
ing that such net transit rates were based entirely on a single- 
line scale, never applied jointly by the trunk lines with other 
railroads. However, the report said, A. C. L. did apply net 
transit rates jointly with the Western Carolina because the 
latter was a part of the A. C. L. system and such rates were at 
present in effect from A. C. L. origins to Hampton when the 
movement was over the Western Carolina. 

“Tnasmuch as the manufactured product from raw materials 
received at Hampton over the Western Carolina must move out- 
bound over that line, the applicant in effect is excluded from 
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participating in the bulk of the traffic for the plywood com- 
pany,” said the report. “The applicant’s only connections with 
other railroads are with the Coast Line system at H. & B. 
Junction and Hampton and for this reason it is entirely de- 
pendent for its traffic and revenues upon the policy of the 
Coast Line.” 

One of the conditions imposed arose out of a contention of 
A. C. L. that traffic would be lost to its branch extending from 
Walterboro to Erhardt, S. C., in the event the construction in- 
volved in the instant proceeding was authorized. 

The report also indicated that a total of $5,000,000 in fur- 
niture ventures would be invested in Hampton if the manufac- 
turers were assured an adequate movement of raw materials 
over several lines of railroad, and the president of the plywood 
company, it added, had further stated that the industry was 
disturbed over the controversy between the two railroads serv- 
ing Hampton and was being placed at unnecessary expense 
thereby. 

The report referred to Construction of Extension by M. W. 
R. R. Co., 111 I. C. C. 377, in which it said construction of an 
extension had been authorized “where, as here, the principal 
traffic to be handled physically could have been moved over 
existing lines of other carriers, because it would tend to 
strengthen a very weak carrier performing an important pub- 
lic service. The applicant’s line is 49 miles long and is the only 
railroad conveniently located with respect to a substantial part 
of the territory which it serves. It fills a public need, and is 
entitled to preservation.” 

After setting forth 10 “major findings” as to the situation 
at Hampton and the effect of the construction, the division 
granted the authority subject to four conditions. The applicant 
is to agree that, if within 5 years from the effective date of the 
certificate, A. C. L. is permitted to abandon the Waterboro 
branch, the applicant will purchase the property at its fair 
net salvage value and continue operation. 


The applicant also must agree to permit the Charleston & 
Western Carolina free access to all portions of the plywood 
plants at Hampton, the C. & W. C. to bear its fair proportion 
of cost of installations, changes, repair, maintenance and up- 
keep of tracks jointly used. Also the applicant must agree to 
permit the C. & W. C. free access on similar terms to any 
other industry that may be established at Hampton, entry to 
which may be controlled by the applicant, the C. & W. C. to 
enter into, within 40 days, an agreement giving the applicant 
free access on similar terms to any industry, entry to which 
the C. & W. C. may control. 

The final condition was that no division might be established 
by the applicant with Seaboard or Southern in connection with 
traffic handled over the extension that had the effect of accord- 
ing applicant a greater proportion of the revenues than divi- 
sions contemporaneously in effect for like rates in connection 
with the A. C. L. or the C. & W. C., except on prior approval 
of the Commission. 


Order in Water-Rail Joint Rate 
Proceeding Modified 


By a report and order, effective August 1, the Commission, 
on further consideration, has modified its outstanding order 
in No. 27969, Agwilines, Inc., et al. vs. A. C. & Y., et al., which 
prescribed equitable divisions for the future of joint ocean-rail, 
rail-ocean, and rail-ocean-rail class and commodity rates be- 
tween Atlantic Seaboard Territory and Southwestern Territory. 
The order was modified in the following respects: 


1. By excepting the rates on grain and grain products from the 
findings. 

2. By striking from finding 2 the proviso ‘‘that in respect of 
ocean-rail or rail-ocean-rail rates by one Gulf port which have been 
equalized with those in effect by another Gulf port the eastern rail 
lines shall receive divisions which will give them the same revenue 
which they would receive from the prescribed divisions of the normal 
rates. 

3. By striking the following from finding 3: ‘Provided that no 
such carrier or group of carriers shall receive a greater division than 
it would receive under the basis of divisions prescribed in finding 2 
from the rate which would be applicable if the aggregate-of-inter- 
mediates rule did not make a lower charge. Where this proviso deter- 
mines the share of one carrier, the remainder of the charge shall accrue 
to the other carriers or groups of carriers, subject to the maximum 
stated in the proviso.”’ 


As to grain and grain products, the report, written by 
Commissioner Aitchison, observed that when the order was 
entered there were no joint rates on carload shipments of 
grain and grain products through the Gulf ports from south- 
western origins and that the interpretation of its order in 
this respect was of no special significance. However, it con- 
tinued, in Tex-O-Kan Flour Mills Co. vs. A. & S., 231 I. C. C. 
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243, 255 I. C. C. 5, and 263 I. C. C. 91, it had prescribed max- 
imum rates for the future and that it now became important 
to determine whether the order in the instant proceeding 
prescribed the basis on which these rates must be decided, and, 
if so, whether it should not be modified to except the grain 
traffic from its terms. It was concluded that the Commission’s 
order, despite the generality of its terms, could not fairly be 
considered as covering grain and grain products. Furthermore, 
the report said, the joint rates now in effect constituted a sub- 
stantial departure from the basis of rates on which the traffic 
previously moved. 

As to the modifications of findings 2 and 3, the report said 
the slight effect on the distribution of revenues among the 
parties did not justify the unduly burdensome clerical and 
accounting labor necessary to observe the provisos, and that 
they should be eliminated from the findings and order. 

Chairman Barnard and Commissioner Splawn dissented in 
part, not agreeing to the exception of grain and grain products. 


CRAWFORD WATER TRANSPORT AUTHORITY 


By a report, permit and order in W-935, Thurston Crawford 
Contract Carrier Application, effective September 5, the Com- 
mission, division 4, has granted Thurston Crawford, doing busi- 
ness aS River Transit Co., Columbus, Ga., authority to trans- 
port by non-self-propelled vessels with the use of separate 
towing vessels, pulpwood and logs, from ports and points on 
the Apalachicola, Chattahoochie and Flint Rivers and their 
tributaries and the Gulf Intracoastal Waterway between Mo- 
bile, Ala. and Carrabelle, Fla., inclusive, to Port St. Joe, 
Apalachicola, Fla. and Mobile. It has denied a portion of the 
application seeking exemption, concluding that the transporta- 
tion of logs and pulpwood by the applicant is not embraced 
within the exemption provided in section 303 (b) of the inter- 
state commerce act. 

The division added: 

Section 303 (e) provides that the Commission may by order exempt 
transportation by contract carriers by water when such transportation, 
because of the inherent nature of the commodities transported, their 
requirement for special equipment, or their shipment in bulk, is not 


actually and substantially competitive with transportation by any com- 
mon carrier subject to parts I, II, or III of the act. The record estab- 
lishes that the St. Joe Paper Co. is now receiving much of its pulpwood 
by rail. Furthermore, pulpwood and logs have been transported by 
rail, motor and water carriers for many years and obviously there is 
nothing about the inherent nature of these commodities which makes 


their transportation by applicant non-competitive with that of other 
carriers. 


BATON ROUGE COAL AND TOWING OPERATIONS 

The Commission, division 4, by a report, certificate and 
order in W-536, Baton Rouge Coal and Towing Co., Contract 
Carrier Application, has granted the applicant, of Baton Rouge, 
La., authority to continue operation by towing vessels in the 
performance of general towage, and by non-self-propelled ves- 
sels with the use of separate towing vessels, in the transporta- 
tion of contractors’ machinery and equipment, between ports 
and points along the Mississippi River below and including 
Cairo, Ill., and tributary waterways in Arkansas and Louisiana. 

Commissioner Miller said he dissented from the report to 
the extent it authorized general towage on Arkansas waterways 
and the Gulf Intracoastal Waterway in Louisiana and transpor- 
tation of contractors’ machinery and equipment. In his opinion, 
he said, the applicant’s showing was wholly inadequate to sup- 
port a finding that it was entitled to “grandfather” rights to 
continue such operations. 


HOUSTON NORTH SHORE LEASE 


By a report and order in Finance No. 15227, Houston 
North Shore Railway Co. Trustee Lease, the Commission, divi- 
sion 4, has authorized modification of a lease of May 23, 1927, 
under which Guy A. Thompson, trustee of the Beaumont, Sour 
Lake & Western operates the properties of the Houston, of 
which he is also trustee. 

: Conditions were prescribed for the protection of rail em- 
ployes. 

The report said the sole purpose of the application was to 
amend and supplement the lease with respect to retirements, 
replacements and depreciation accruals on the leased property. 


CENTRAL TRUCK PURCHASE ORDER MODIFIED 

On reconsideration, the Commission, division 4, has modified 
its findings in MC F-2795, Sidney Allen—Control; Central Truck 
Lines, Inc.—Lease and Purchase—Estes Investments, Inc. It 
said the findings in the prior report authorizing the purchase 
by Central Truck Lines, Inc., of certain operating authority 
and property of Estes Investments, Inc., set forth in an appendix 
to that report, and acquisition of control of the operating au- 
thority by Sidney Allen, through the purchase, should be modi- 








_ dune 29 


fied by 
operatil 
Springs 
the div 
chase— 


(An 
be pri 
graphe 
cation 


No 
By div: 
to wai\ 
able, o 
tween . 
Chicag 
Housto 
tween 
Oaklar 
a provi 
shipme 
navy a 
of ext 
reason 
exceed 
points 
and st 
cuitous 
assaile 
74 cen 
March 
major’ 
reason 
pert r 
reason 


N 
et al. 
shown 
Panha 
in car 
burgh 
and r 
Tex. 
weigh 
Borge 
of ou 
reasol 
transi 
transi 
burgh 
in Te: 
on th 
in eff 
charg 
vided 
point 
from 
betwe 
weigl 
ing p 
from 
the a 


By d 
rate | 
appli 
20,00! 
and | 
point 
fore 
do n 
20,00 
local 
filed 
state 
until 
recto 
missi 
came 
for ¢ 


X= 
int 
ng 
1d, 
iin 
n’s 
be 
re, 
ib- 
Tic 


uid 
he 
nd 
at 


ts. 


rd 
m- 
si- 
ns- 
ate 
on 
eir 
To- 
oe, 


ta- 
ed 
er- 


npt 
on, 
eir 
not 
o»m- 
ab- 
ood 


» is 
kes 
her 


ind 
act 
ge, 
the 
es- 
ta- 
rts 
ing 
na. 

to 
LYS 
or- 
on, 
up- 

to 


ton 
ivi- 
27, 
our 

of 


m- 


to 
its, 
ty. 


> 


ied 
ick 

It 
ase 
“ity 
dix 
au- 
ydi- 


_ June 29, 1946 


fied by cancelling from the certificate issued in MC 19190, 
operating rights between Penney Farms, Fla., and Green Cove 
Springs, Fla., over Florida highway 48. The prior findings, said 
the division, were reported in MC F-2794, D. E. Hunt—Pur- 
chase—Estes Investments, Inc., and related cases. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimso- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Iron and Steel 


No. 29083, Peden Iron & Steel Co. vs. T. & N. O., et al. 
By division 3. Reparation awarded and defendants authorized 
to waive collection of undercharges down to basis found reason- 
able, on 30 shipments of iron and steel articles, carloads, he- 
tween July 20, 1941, and June 13, 1942, from Chicago and South 
Chicago, Ill., Hammond, and Gary, Ind., and St. Louis. Mo.. to 
Houston, Tex., there fabricated in transit, and reshipped be- 
tween November 3, 1941, and August 3, 1942, to Alameda and 
Oakland, Calif., for export. The division said the absence of 
a provision established in 1942, that export rates would apply on 
shipments consigned to the government and handled through 
navy and army basis and navy yards for export, provided proof 
of exportation was given inbound carriers, constituted un- 
reasonable regulation. However, it said, a finding that rates 
exceeding published rates on export traffic to the California 
points were unreasonable was not justified particularly for iron 
and steel articles given special services over substantially cir- 
cuitous routes through Houston. It found the applicable rates 
assailed unjust and unreasonable to the extent they exceeded 
74 cents, minimum 80,000 pounds, subject to increase authorized 
March 2, 1942. Commissioner Patterson dissented from the 
majority finding that the applicable domestic rates were un- 
reasonable because the rules governing the application of ex- 
pert rates were unreasonable. He said he believed the rules 
reasonable. 


Iron and Steel Articles 


No. 29349, Decatur Iron & Steel Co. vs. Santa Fe railway, 
et al. The Commission, by Chairman Bernard. Found not 
shown unreasonable, assailed rate of $1.35 a 100 pounds to 
Panhandle, Tex., and 19 cents beyond on iron and steel articles, 
in carloads, between March 22 and April 27, 1943, from Pitts- 
burgh and Carnegie, Pa., fabricated in transit at Decatur, Ala., 
and reshipped between May 26 and June 18, 1943, to Borger, 
Tex. Found unreasonable, applicable rate of $1.28 on deficit 
weights on the fabricated articles, in carloads, from Decatur to 
Borger, to the extent it exceeded 96 cents. Waiver of collection 
of outstanding undercharges down to basis of the rate found 
reasonable plus transit charge of 3.5 cents applicable on the 
transit tonnage, authorized. The report said the governing 
transit tariff provided that shipments from Carnegie and Pitts- 
burgh might be fabricated at Decatur and reshipped to points 
in Texas, but only over routes through New Orleans, at the rate 
on the fabricated material from origin to ultimate destination 
in effect when the shipments originated, plus a 3.5 cent transit 
charge, which was not assailed. The same tariff, it said, pro- 
vided that if the weight of the shipment beyond the transit 
point was less than the carload minimum weight, from origin or 
from the fabrication point, whichever was higher, the difference 
between the actual weight and the carload minimum (deficit 
weight), would be charged the carload rate from the fabricat- 
ing point. The actual weights of the complainant’s shipments 
from Decatur were less in each instance, said the report, than 
the applicable carload minimum of 40,000 pounds. 


Canned Goods 


I. and S. M-2544, Canned Goods—Colorado to Montana. 
By division 3. Proposed cancellation of a volume commodity 
rate of 82 cents per 100 pounds, minimum 40,000 pounds, and 
application in lieu thereof of joint 5th-class rates, minimum 
20,000 pounds, ranging from 99 cents to 182 cents, found unjust 
and unreasonable on canned goods from points in Colorado to 
points in Montana. Respondents ordered to establish on or be- 
fore September 1, on not less than 30 days’ notice, rates that 
do not exceed 35 per cent of their first-class rates, minimum 
20,000 pounds, but in no case to exceed the combinations of 
local truckload rates. The proposal was contained in schedules 
filed by motor common carriers operating in the involved 
states, to become effective June 8, 1945. They were suspended 
until January 8 on protest of the Price Administrator, the Di- 
rector of Economic Stabilization, the Board of Railroad Com- 
missioners of Montana, and certain shippers, when they be- 
came effective. The division said the rate of 82 cents, blanketed 
for distances from 545 to 1,050 miles, as low in some instances 
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as 21 per cent of first class, was unreasonably low, except for 
the shortest haul. It said the 35 per cent of first class, pre- 
scribed by the Commission for rail carloads, considering the 
service of the motor carriers in connection with a lower min- 
imum than maintained by the railroads, would be just and 
reasonable. 


D. S. S. & A. REORGANIZATION 


The Commission, by an order in Finance No. 11484, Duluth, 
South Shore & Atlantic Railway Co. Reorganization, has as- 
signed the proceeding for hearing before Examiner Harvey H. 
Wilkinson at Minneapolis, Minn., on July 22. 

The hearing, according to a notice issued at the same time 
as the order, is for the purpose of receiving evidence on the 
plan filed by the debtor, and Mineral Range Railroad Co., a 
subsidiary debtor, and any other plans that may be filed. 





D. & C. AUTO AUTHORITY 


By two orders in W-378, Sub. 1TA, Detroit & Cleveland 
Navigation Co.—Automobiles, the Commission, division 4, has 
granted the applicant, first to June 30, and in the second 
order to December 15, authority to transport, as a common 
carrier, new automobiles from Kenosha, Wis., to Detroit, Cleve- 
land, and Buffalo. 

The second order said there would continue to be a need 
for the service after June 30. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed In full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 20546, Sub. 3, Charles Malone, Waltham, Mass. Cer- 
tificate denied. Pulpboard boxes, between Medford, Mass., on 
the one hand, and, on the other, points in Mass., R. I., Conn., 
and N. H. 

*MC 29957, Sub. 45, Tri-State Transit Co. of Louisiana, 
Inc., Shreveport, La., (now Southern Bus Lines, Inc.) em- 
bracing MC~1506, Sub. 3, Dixie Greyhound Lines, Inc. Cer- 
tificates granted. In MC 29957, Sub. 45, passengers and their 
baggage, and, mail, express and newspapers, between Mem- 
phis and Nashville, Tenn., between Jackson and Parsons, Tenn.., 
and between McKenzie and Savannah, Tenn., over specified 
regular routes, serving all intermediate points. In MC 1506, 
Sub. 3, passengers and their baggage, and mail, express and 
newspapers, over a regular route between Bolivar and Parsons, 
Tenn., serving all intermediate routes. 

*MC 104753, Sub. 38, E. Brooke Matlack, Philadelphia, Pa. 
Certificate granted. Petroleum products and certain related 
commodities, in tank trucks, over irregular routes, between 
points and territories in Pa., Del., Md., N. J., N. Y., O., Va., 
and D. C. 

*MC 49117, Sub. 1, Tidewater Express Co., Inc., Aberdeen, 
Md. Certificate granted, with conditions, Commissioner Lee 
not participating. General commodities, with exceptions, be- 
tween specified Md. points. 

MC 29130, Sub. 40, Rock Island Motor Transport Co., 
Chicago, III. Certificate granted. General commodities, with 
exceptions, between specified points in Ark. and Okla., subject 
to conditions, including one that the service would Be limited 
to service auxiliary to, or supplemental of, Rock Island rail 
service. 

MC 51839, Sub. 1, Eldon Johnson, Clarinda, la. Certificate 
granted, with conditions, Commissioner Lee not participating. 
Over irregular routes, (1) Live stock, between Clarinda and 
specified points in Ia. Mo., Kan., and Neb.; (2) Feed, fencing 
materials, farm machinery and farm machinery parts, lumber, 
building materials, and petroleum products, in containers, with 
iron and steel articles, from Omaha to Clarinda and points 
within 15 miles thereof; (3) (a) Building material from Ne- 
braska City, Neb., (b) Lime, gravel and erushed stone from 
Hopkins and Pumpkin Center, Mo., and (c) Sand and gravel 
from Plattsmouth, Neb., and points within 5 miles thereof to 
Clarinda and specified points in Mo. and Ia. 

MC 57962, John W. White, Ellinwood, Kan., certificate 
granted. Over irregular routes, between points in Kan., and 
between points in Kan., on the one hand, and, on the other, 
points in Okla., Colo., and Wyo., (1) machinery, equipment, 
materials and supplies used in, or in connection with, the 
discovery, development, production, refining, manufacture, proc- 
essing, storage, transmission and distribution of natural gas 
and petroleum and their products, and (2) machinery, materi- 
als, equipment, and supplies used in, or in connection with, the 
construction, operation, repair, servicing, maintenance and dis- 
meee of pipe lines including the stringing and picking up 
thereof. 
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MC 58163, Sub. 3, J. B. and C. B. Leyendecker, Houston, 
Tex. Certificate granted, with conditions, over irregular routes, 
(1) machinery, equipment, materials and supplies used in, or 
in connection with, the discovery, development, production, re- 
fining, manufacture, processing, storage, transmission, and dis- 
tribution of natural gas and petroleum and their products, and 
(2) machinery, materials, equipment and supplies used in, or 
in connection with, the construction, operation, repair, servicing, 
maintenance, and dismantling of pipe lines, between points in 
Ala., Ark., Fla., La., and Tex., traversing Miss. For operating 
convenience only, and between points in Miss., on the one hand, 
and, on the other, points in Ala. and Fla. 

MC 105763, M. L. Kern, Leavenworth, Kan. Certificate 
denied. Live stock, farm products, farm machinery, and stock 
and poultry feeds between points in Leavenworth County, Kan., 
on the one hand, and, on the other, points in four Mo. counties, 
and Kansas City, Kan-Mo., over irregular routes. 

MC 59681, Sub. 14, Dakota Transfer & Storage Co., Minot, 
N. D. Certificate denied, Commissioner Lee not participating. 
General commodities, with exceptions, between specified points 
in Ill. and Minn., through Wis., over described regular routes. 

COMMISSION ORDERS 

W-759, Maxon Construction Co., Inc., contract carrier application. 
Time for filing petitions for reconsideration extended to July 22. 

No. 29304, Glidden Co. vs. G. N., et al. Order of March 27, further 
modified to become effective on or before September 5,.on not less than 
30 days’ notice, instead of August 5. 

MC-F 2435, James D. Van Hooser, et al., control, Consolidated Bus 
Lines, Inc., and Central Bus Lines, Inc. Time within which compliance 
with proviso contained in findings in second report on reconsideration 
of May 9, may be made, extended to June 17. 

MC-F 2600, C. W. Falwell, Jr., control; Falwell Fast Freight, Inc., 
purchase, W. B. Draper and Evans Line, Inc. Effective date of order 
of January 14, extended to July 14. 

MC-F 2777, Winter-Weiss Co., control; Los Angeles-Albuquerque Ex- 
press, Inc., purchase, George C. Lebeck, and MC-F 2778, Winter-Weiss 
Co., control; Illinois-Colorado Express, Inc., control, Los Angeles- 
Albuquerque Express, Inc. Reopened for reconsideration. 

| & S M-2481, Exceptions Ratings—cancelation of — in Mid-West. 
Order of November 24 1944 vacated and set aside except insofar as it 
affects items 1545-A 5550-B 5575-B 5630-B 5635-B 5810-A 9260-A and 9265-A. 

| & S M-2649, Essential Oils—minimum charges—Middle Atlantic 
States. Respondents having filed a tariff effective June 11 canceling 
suspended tariffs proceeding discontinued. 

MC-C-519, Cancelation joint LTL rates—O K Motor Service. 
ceeding discontinued. 

W-594, The Union Sulphur Co., Inc., contract carrier application. 
Effective date of permit and order of May 8 which by its terms is to 
take effect July 31 postponed to September 30. 

MC 14252, Commercial Motor Freight, Inc., common carrier appli- 
cation. Report and order of January 16, 1945 modified so as to elim- 
inate the grant of authority to serve Springfield and London, Ohio and 
that application to extend authority is sought therein to serve such 
points denied. 

MC 52953 Sub 5, ET&WNC Transportation Co., Johnson City, Tenn. 
Proceeding reopened for further hearing. 


Pro- 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 15293, Illinois Central Railroad Co. 
Bonds. 1, Granting authority to issue not exceeding $49,443,000 of first and 
refunding mortgage 30 year 3% per cent bonds, series A, due 1976, to be 
exchanged together with cash premiums for a like amount of prior-lien 
bonds of the applicant and the Chicago, St. Louis & New Orleans Rail- 
road Co., and 2, to pledge under the proposed first and refunding mort- 
gage, priof-lien bonds received in exchange; deferring action on that 
part of the application requesting authority to issue $35,000,000 of 
first and refunding mortgage 40 year per cent bonds, series B. 
Approved. 

Report and order in F. D. No. 15307, Bowdon Railroad & Trans- 
portation Co. Stock, granting authority to issue not exceeding $10,000 
of capital stock, consisting of 100 shares of the par value of $100 each, 
to be sold at par and the proceeds used to pay the purchase price of 
the railway properties of the Bowdon Railway Co. and for working 
capital. Approved. 

Report, certificate and order in F. D. No. 15321, Pere Marquette 
Railway Co. et al Trackage Rights, etc. 1. Authorizing acquisition by 
the Pere Marquette Railway Co. of trackage rights over a line of Grand 
Rapids & Indiana Railway Co., Pennsylvania Railroad Co., lessee, in 
Grand Rapids, Kent county, Mich., provided the construction shall be 
commenced on or before July 15, 1946 and completed on or before Sep- 
tember 15, 1946; 2. Dismissing for want of jurisdiction the application 
of Alleghany Corporation to acquire trackage rights, for use by the 
Pere Marquette, over the line above mentioned; 3. Authorizing con- 
struction by the Pere Marquette Railway Co. of a connection between 
its line and a line of the Grand Rapids & Indiana Railway Co., Penn- 
sylvania Railroad Co., Lessee, in Grand Rapids, Kent county, Mich. 
Approved. 

Report and order in F. D. No. 15324, Indianapolis Union Railway 
Company Bonds, 1. Granting authority to the Indianapolis Union Rail- 
way Company to issue not exceeding $6,500,000 of refunding and im- 
provement mortgage 2%-percent bonds, series C, to be sold at 98.31 
percent of par and accrued interest and the proceeds applied with other 
funds to the redemption of outstanding refunding and improvement 
mortgage 3-percent bonds, series B; 2. Granting authority to the 
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Pennsylvania Railroad Co., and the New York Central Railroad Co., 
to assume, jointly and severally, obligation and liability as guarantors 
in respect of the Indianapolis Union Railway Co. bonds; 3. Granting au- 
thority to the Cleveland, Cincinnati, Chicago & St. Louis Railway Co. 
to assume obligation and liability in respect of such bonds pursuant to 
an indemnification agreement dated January 29, 1931. Approved. Re- 
port also includes F. D. No. 15324 (Sub-No. 1) Pennsylvania Railroad 
Company Assumption of Obligation and Liability, and F. D. No. 15324 
(Sub-No. 2) New York Central Railroad Company and Cleveland, Cin- 
cinnati, Chicago & St. Louis Railway Company Assumption of Obli- 
gation and Liability. 


MOTOR FINANCE CASES 

MC F-3207, R. J. Dumont—Purchase—American Motor Express, 
Inc. Application for authority under section 210a(b) of R. J. Dumont, 
doing business as R. J. Dumont Cartage Service, of Aurora, IIll., for 
temporary operation of motor-carrier rights of American Motor Ex- 
press, Inc., of Chicago, Ill., granted with conditions. 

MC F-3123, A. W. Porter—Control; Yellow Transit Co.—Purchase— 
A. M. Esau. Purchase by Yellow Transit Co., of Oklahoma City, Okla., 
of the operating rights and property of A. M. Esau, doing business as 
Esau Truck Line, of Hutchinson, Kan., and acquisition of control of 
said operating rights and property by A. W. Porter through such’ 
purchase, approved and authorized, subject to condition. 

MC F-3057, Guy Fox, et al.—Control; Fox Refrigerator Lines, Inc.— 
Purchase (Portion)—The Luper Transportation Co. Purchase by Fox 
Refrigerator Lines, Inc., of Oklahoma City, Okla., of certain operating 
rights and property of The Luper Transportation Co., of Wichita, Kans., 
and acquisition of control of said operating rights and property by Guy 
Fox, A. V. Peoples, Jr., and Carl P. Smythe, through said purchase, 
approved and authorized, subject to condition. 

MC F-2811, B. M. Stewart and Donald H. Roberts—Control; West 
Coast Fast Freight, Inc.—Purchase—S. N. Drum and Ed Haines. Pur- 
chase by West Coast Freight, Inc., of Los Angeles, Calif., of certain 
operating rights and property of S. N. Drum, dba Colorado Pacific 
Lines, and Ed Haines, dba Haines Motor Freight, both of Durango, 
Colo., and acquisition of control of said operating rights and property 
by B. M. Stewart and Donald H. Roberts through said purchase, ap- 
proved and author‘zed, subject to condition. 

MC F-2905, E. L. Miller—Purchase—E. L. and T. L. Hickerson. 
Purchase by Ruby M. Miller (administratrix), dba E. L. Miller Truck 
Line, of Oklahoma City, Okla., of certain operating rights of E. L. and 
T. L. Hickerson, dba Hickerson Brothers, of Great Bend, Kan., ap- 
proved and authorized, subject to condition. 

MC F-3204, N. Demos—Control; Kenosha Auto Transport Corpora- 
tion—Purchase (Portion)—F. W. Myers. Application for authority under 
section 210a(b) of Kenosha Auto Transport Corporation, of Kenosha, 
Wis., for temporary operation of a portion of the motor-carrier rights 
of F. W. Myers, doing business as F. W. Myers Drive-Away System, of 
South Bend, Ind., granted with conditions. 


FINANCE APPLICATIONS 

Finance No. 15359, American Buslines, Inc., of Chicago, Ill., asks 
authority to issue 416,550 shares of common stock, for the purpose of 
changing each of the 83,310 shares of common stock now outstanding 
into 5 shares of common stock. The applicant said the change did not 
change the capital or surplus of the applicant or result in its acquisi- 
tion of any cash or other property. 

MC F-3229, Robertson Truck Lines, Inc., of Poplar Bluff, Mo., asks 
authority to purchase certain operating rights of Potashnick Local 
Truck Systems, Inc., of Sikeston, Mo., and temporarily to operate. 

MC F-3230, Baggett Transportation Co., of Birmingham, Ala., asks 
authority to purchase certain operating rights of North Alabama Motor 
Express, Inc., also of Birmingham. 

MC F-3231, Parkway Bus Co., Inc., North Wilkesboro, N. C., asks 
authority to purchase the property, assets, business, franchises and good 
will of E. O. Woodie, dba C. & T. Coach Co., North Wilkesboro, N. C. 

MC F-3232, Commercial Carriers, Inc., Detroit, Mich., asks author- 
ity to lease certain operating rights to F. J. Boutell Driveaway Co., 
Inc., Flint, Mich. 

MC F-3226, Kenosha Auto Transport Corporation, Kenosha, Wis., 
asks authority to lease certain operating rights of Paul L. Butler, Inc., 
Lucas county, Ohio. 

MC F-3227, American Buslines, Inc., of Chicago, Ill., asks authority 
to lease certain operating rights of Frank Arquillo, dba De Luxe Motor 
Stages, of Detroit, Mich., and temporarily to operate. 

MC F-3228, Dana L. Clark, Jr., dba Blue Line Express, of Nashua, 
N. H., asks authority to purchase certain operating rights of Savin 
Express Co., of New London, Conn. 


Finance No. 15361, Baltimore & Ohio Railroad Co. asks authority to 
issue $4,060,000 of equipment trust certificates, series ‘‘Q,’’ to cover 80 
per cent of the cost of 900 steel box cars, automobile type, and 900 
Evans loading devices, estimated to cost $5,085,000. The B. & O. said 
it believed it could borrow the money at a substantially lower rate of 
interest than the rates borne by bonds and notes constituting its funded 
debt, to be retired from time to time. Competitive bids, according to 
the application, have been asked on the trust certificates. The certifi- 
cates will be dated July 1, and will mature in 10 equal annual instal- 
ments. 

Finance No. 15363, Apalachicola Northern Railroad Co. asks author- 
ity to issue $645,000 of first mortgage 4 per cent serial bonds to be dated 
June 30, maturing annually at the rate of $10,000. The purpose of the 
proposed issue, according to the application is to pay and retire ad- 
vances to applicant by the St. Joe Paper Co. It says the remainder of 


the bonds issuable under the mortgage are to be issued if, as and when 
authorized by the Commission. 
Finance No. 15364, Alabama Great Southern Railroad) Co. asks au- 
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thority to purchase all the properties of the Belt Railway Co. of Chat- 
tanooga, of which applicant owns the capital stock. The Belt properties, 
according to the application, consists principally of industrial and ter- 
minal trackage in and around Chattanooga, about 49.58 track miles. 

Finance No. 15366, Gulf, Mobile & Ohio Railroad Co. asks authority 
to issue $2,000,000 of equipment trust certificates, series A, the pro- 
ceeds to be used to procure 21 diesel locomotives,- road freight type, 
at a total estimated cost of $2,519,400, applicant to pay 20 per cent of 
the cost in cash. It selected this method of financing, it said, because 
it desired to acquire additional locomotives and other equipment, in- 
cluding 1,000 box cars, 100 auto cars, and 50 hopper cars, and felt it 
could not finance from its treasury more than 20 per cent of the cost of 
this equipment. It said competitive bids*had been asked. 

Finance No. 15367, Chicago, Burlington & Quincy Railroad Co. asks 
authority to issue promissory notes for not to exceed $2,020,480, in 
evidence of about 80 per cent of the purchase price of 28 diesel switch- 
ing locomotives, bought under a conditional sales agreement. The 
applicant said rates on financing of this type were now favorable and 
that the total amount of interest to be paid would be reduced by 
monthly reductions of principal. In this instance, it said, such financ- 
ing would be more economical than under an equipment trust. 

Finance No. 15368, Gulf, Mobile & Ohio Railroad Co, asks authority 
to operate under trackage rights, over the line of the K. C. St. L. & C., 
between Mexico and Rock Creek Junction, Mo. Among the advantages 
cited was operation between Mexico and Kansas City at reduced costs, 
and an improved and expedited freight service between Kansas City, 
on the one hand, and Chicago, St. Louis and other points on its line, 
on the other. The application is filed in connection with that in Finance 
No. 15365, which, among other things, gives the Santa Fe a direct route 
from Kansas City to St. Louis (see elsewhere). 

MC F-3233, C. E. Houff, dba Houff Transfer, of Weyers Cave, Va., 
asks authority to purchase certain operating rights of Baltimore-New 
York Express, Inc., of Baltimore, Md.; and C. E. Houff and Elliott 
Brothers Trucking Co., Inc., of Easton, Md., ask authority to purchase 
certain of each other’s rights. 


PETITIONS FOR REHEARING, ETC. 

W-594, The Union Sulphur Company, Inc., contract carrier applica- 
tion. Applicant has asked the Commission to reconsider its report and 
order of May 8 and that after such reconsideration it may modify the 
order and that pending such reconsideration it may set aside or defer 
the effective date of the order of May 8 which by its terms would 
otherwise become effective July 31. 

MC-F-3046, Ted V. Rodgers—Control; Rodgers Motor Lines, Inc., 
purchase, Roy Ovens—Rodgers Motor Lines, Inc., requests authority 
to temporarily lease the operating rights and properties of Ovens 
Transfer for a period commencing June 15 and extending until such 
time as final determination is made by the Commission of the joint 
application for the transfer of rights. 

MC-F-3226, Kenosha Auto Transport Corp., lease, Paul L. Butler, 
Ine. Kenosha Auto Transport Corp., requests authority to temporarily 
operate the motor carrier properties of Paul L. Butler, Inc. 

No. 28622, Intercoastal rate structure. Formerly United States Mari- 
time Commission No. 514. Harry S. Brown, Agent for carriers for which 
he publishes Westbound Tariff 1-C, SB-I 6, asks for amendment of 
order of April 9, 1940, so as to permit establishment of rates which are 
lower than those prescribed as minima on various commodities. 

Finance 14586, Gulf, Mobile & Ohio Railroad abandonment. Order 
of Railway Conductors of America and Railway Labor Executives’ 
Association ask for reopening and reconsideration of order of July 18, 
1944, 

MC-F 2727, Fred M. Hodge, control; Nevada Consolidated Fast 
Freight, control, Fleetlines, Inc., and MC-F 2728, Fred M. Hodge, con- 
trol; Nevada Consolidated Fast Freight, merger, Fleetlines, Inc. Appli- 
cants ask for reconsideration of order of division 4, of April 5, or, in 
alternative further hearing. 

MC-F 3199, Union Transfer Co., purchase, Ash Truck Lines, Inc. 
Watson Bros. Transportation, Inc., Merchant Motor Freight, Red Ball 
Transfer, Darling Transfer Co. and Boyd Truck Lines, Inc. ask for 
vacation of order of June 5, authorizing temporary lease under section 
210a(b), and for reopening and reconsideration. 

1 & S 5359, Reciprocal Switching at Knoxville. Southern Ry re- 
spondent has asked the Commission to vacate its order of suspension 
in this proceeding and to discontinue this proceeding. 

No. 29205, Cinder Concrete Products, Inc., v. AT&SF et al. De- 
fendants have requested the Commission to reconsider the report and 
order of January-16 and that after reconsideration the report will not 
be adopted and that the Commission find that complaint should be 
dismissed. 

No. 29513, Hanlon-Buchanan Inc. v. KCS et al. Defendants have 
asked the Commission to enter an order requiring complainant to make 
the complaint more specific, definite and certain. 

No. 29541, E. J. Stanton & Son v. CMStP&P et al. Defendants have 
asked the Commission to dismiss without formal hearing the complaint 
on the ground that the claims sued upon are barred by the provisions 
of Section 16 Part I of the Act. 

Finance 14546, Boston & Maine Abandonment. Order of Railway 
Conductors of America and Railway Labor Executives Assn. has asked 
the Commission to reopen and reconsider the order of August 3, 1944. 


I. C. C. ACCIDENT REPORTS 


Failure of the railroad to provide adequate safeguards for 
the movements involved, was given by the Commission, in a 
report on investigation No. 2986, as the cause of a side collision 
between a passenger train and an engine on the Erie railroad 
at Marion, O., April 22, which resulted in the death of one 
train-service employe, and the injury of 13 passengers, 2 Pull- 
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man employes and 4 train-service employes. In its report, by 
Commissioner Patterson, the Commission recommended that 
the Erie install electric switch-locking at main track switches 
on lines on which trains were operated by signal indication, 
except at locations where authorized speed was not in excess 
of 20 miles an hour. 





Railroad Abandonments 


New Haven Car Float 


In Finance No. 15358, the trustees of the New Haven have 
asked the Commission for authority to abandon “the line by 
car float operated between Oak Point and Pier 38 (comprising 
piers 38 to 42, inclusive), East River, a distance*of about 8 
miles, in the counties of Bronx and New York, state of New 
York.” 

The applicants said the abandonment would result in sub- 
stantial savings and would be in the interest of the debtor’s 
estate and ultimate reorganization: They reserved detailed 
reasons for the abandonment for statement in the “return to 
questionnaire” required by the Commission in abandonment 
cases. 

Pittsburg County 


In Finance No. 15362 the Pittsburg County Railway Cor- 
poration has asked the Commission for authority to abandon 
all of its lines in Pittsburg county, Okla., totaling 23.29 miles. 
The applicant said the money returns for operation of the line 
were insufficient to support its continuance, to maintain its 
lines and facilities for safe operation, or to afford any return 
to investors or induce further investment. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2666, from June 27 until January 27, 1947, 
certain schedules published in supplement No. 50 to tariff 
MF-I. C. C. No. 112 of Central States Motor Freight Bureau, 
Inc., Chicago, Ill. The suspended schedulés propose to reduce 
the class rates between St. Louis, Mo., and Cincinnati, Ohio, 
for single line application over the routes of Consolidated For- 
warding Co., Inc., and Riss & Company, Inc. 

I. and S. M-2664, from June 21 until January 21, 1947, the 
operation, in part, of schedule MF-I. C. C. No. 2 of John Helli- 
ker, doing business as Refrigerated Food Service, St. Louis, 
Mo. The suspended provisions propose to reduce minimum rates 
or charges on various commodities from points in Illinois to 
points in Kansas and Missouri and from Kansas City, Kan., to 
East St. Louis, Ill. 

I. and S. M-2665, from June 21 until January 21, 1947, 
schedules published in Supplement No. 1 to tariff MF-I. C. C. 
No. 3 of Daniel Kampas and Walter Kampas (a partnership), 
doing business as Kampas Brother’s, Pittsburgh, Pa. The sus- 
pended schedules propose to establish, in connection with com- 
modity rates on meats, packing-house products, furniture, and 
carbonated beverages between certain points in Pennsylvania, 
a new charge of 10 cents per 100 pounds for assembling, check- 
ing or sorting such articles. 


WATER TEMPORARY EXTENSIONS ASKED 


Secretary Bartel, of the Commission, has announced that 
requests have been received from 14 carriers for extension 
beyond June 30, of temporary water carrier authorities granted 


. under the interstate commerce act as amended by the second 


war powers act. The petitioning carriers, and the docket num- 
bers of proceedings involved, were: Petterson Lighterage & 
Towing Corporation, W-60; Foreman-Gregory Co., W-278; 
Puget Sound Navigation Co., W-361; Mirene Co., W-496; Drum- 
mond Lighterage Co., W-580; Foss Launch & Tug Co., W-587 
and Same, Sub. 6; Administrator, War Shipping Administra- 
tion, W-926, Subs. 2 and 4; R. F. Hardy, dba Hardy Lines, 
W-929; Thurston Crawford, dba River Transit Co., W-935, 
Sub. 1; R. W. George Construction Co., W-940; Elbert C. 
Brazleton and Roy H. Guthridge, dba Cameron Barge Line, 
W-942; Massachusetts Steamship Lines, Inc., W-943; Edwin 
H. Sanford, dba Prudence Island Line, W-944, Sub. 1; and 
Cleveland & Buffalo Steamship Co., W-945. 


COTTON TRANSIT STOPPAGE PROTESTED 

The Department of Agriculture’s production and marketing 
administration has protested to the Commission the discon- 
tinuance of transit privileges presently published in item 3686 
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of Agent D. Q. Marsh’s tariff: I. C. C. No. 3711 and Agent Ira 
D. Dodge’s tariff I. C. C. No. 681, scheduled to expire June 30. 

The department said it also protested abrogation of the 
various rates presently published in item 3688 of Agent Marsh’s 
tariff. 

Protest was made, said the department, in behalf of cotton 
growers of Oklahoma and in the interest of its own cotton 
loan activities directed by Congress. 

It said the cited items and tariffs contained rates on cotton 
carload minimum weight 50,000 pounds, from stations in south- 
western Oklahoma located on the rails of the M-K-T railroad, 
and the Santa Fe lines, with stop-in-transit privileges at Texas 
and Louisiana points including Gulf ports when the ultimate 
destination was within southern and southeastern territories. 

The stop-in-transit arrangement, said the department, was 
inaugurated to operate in connection with specially constructed 
rates and to cover this traffic particularly. It said additional 
restrictions were provided that prohibited the use of Oklahoma 
billing on all cotton other than Oklahoma shipments. All pos- 
sible safeguards had been ‘taken to prevent indiscriminate sub- 
stitution, said the department. 


Increased “Driveaway” Auto 
Rates Protested 


The Price Administretor, on his own behalf and on behalf 
of the Stabilization Director, has asked the Commission to 
suspend schedules that will, he says, increase ‘‘driveaway” 
rates on automobiles from 44 to 88 per cent over 1941 truck 
rates, depending on distance. 

The protested schedules are in National Automobile Trans- 
porters Association tariff 80-B, MF-I. C. C. No. 120, issued by 
C. E. Hunt, effective July 8. 

Asserting that the rates were inflationary and would result 
in higher automobile prices to the consumer, and that the 
proponents had not submitted evidence to show present rates 
did not yield a fair return, the Administrator said: 


Transportation costs were considered in the determination of maxi- 
mum prices on automobiles. There are three modes of transportation 
considered when determining maximum prices, i.e., delivery by rail- 
way freight, by truckaway and by driveaway. It is obvious that any 
increase in the rates and charges for either of these services will be 
reflected by a direct increase in the cost of the automobile to the con- 
sumer, especially in the cost of trucks which are sold f.o.b. factory, 
final purchaser paying the transportation charges. Passenger cars are 
generally sold on the basing point method and the dealer or manufac- 
turer has to absorb the transportation charges. In some instances, cars 


are sold f.o.b. factory and the ultimate purchaser pays the trans- 
portation charges. 


According to the Administrator, the proposed schedules 
affect the transportation of automobiles by driveaway between 
California, Michigan and New York, and between all points in 
the United States. 


Rail Proposal Gives Santa Fe Direct 
Route from K. C. to St. Louis 


The first of two applications to be filed with the Commis- 
sion, the effect of which, among other things, will be to give 
the Santa Fe a direct route from Kansas City to St. Louis, 
describes the proposals as follows in Finance No. 15365: 


In broad outline, the plan contemplates joint operation by Chicago, 
Burlington & Quincy Railroad Co. and the Atchison, Topeka & Santa Fe 
Railway Co. between Kansas City and St. Louis, Mo., over a line of rail- 
road now generally known as the Burlington-Alton joint line which 
extends eastward from Kansas City through Higginsville, Mexico, Fran- 
cis, and Old Monroe to St. Louis, thus enabling the Santa Fe to enter 
St. Louis over a direct route from Kansas City, and providing Burling- 
ton with a direct route about 69 miles shorter than its present indirect 
route between these important Missouri cities. Burlington also seeks 
authority to operate under trackage rights over certain lines of the 
Santa Fe and the Wabash Railroad Co. between Bucklin and Kansas 
City, thus shortening its Kansas City-Chicago line by about 22 miles. 


A footnote indicated that the Gulf, Mobile & Ohio would 
also file an application. 

The Burlington and the Santa Fe also ask authority to 
acquire from the G. M. & O. the capital stock and lease of 
properties of the Kansas City, St. Louis & Chicago, subject to 
reservation of trackage rights for freight service for G. M. & O. 
It also involves a request of the Santa Fe and the Burlington 
to acquire trackage rights from each other and from the 
G. M. & O. 

The Burlington also asks authority to acquire trackage 
rights from the Wabash between Camden Junction and Birming- 
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ham., Mo., and the Santa Fe asks authority to acquire trackage 
rights from the Terminal Railroad Association of St. Louis. 

A map, included as an exhibit, indicates that travelers from 
Chicago to the southwest will have the present Santa Fe 
route open to them, and a second route will be made up of 
the G. M. & O. (Alton) route to St. Louis, linking up with 
the Santa Fe to Kansas City. The second route will also link 
up with the Burlington lines to the west. 

The Santa Fe proposes to obtain from the Burlington 
trackage rights over the line of the latter between Francis 
and St. Louis, about 112 miles; and the Burlington is to obtain 
from the Santa Fe trackage rights over the latter’s lines, about 
104 miles, from Bucklin to Sheffield, Mo., including the right 
to participate with the Santa Fe and Wabash in the use of 
a track owned by the Wabash between Carrollton and Cam- 
den Junction, Mo., for joint double track operation. 





Pacific Freight Plans Expansion 
of Facilities—Sees Savings 


Pacific Freight Lines, of Los Angeles, Calif., has asked the 
Commission in Finance No. 15357 for authority to issue $958,427 
in notes to be secured by mortgages or trust deeds, the money 
to be used for refunding certain obligations, purchasing addi- 
tional terminal and shop facilities, and for working capital. 

No public offering of the notes is to be made, as the notes 
will be issued to banks, according to the application. 

Pacific said it was necessary to enter into an expansion 
program “by reason of the tremendous increase in volume of 
traffic due to business activity and the increase in population 
and manufacturing in the state of California which has taken 
place during the past six years.” 

The following items make up the $958,427: New terminal 
site, Wilmington, $30,000; new freight terminal, Pomona, $30,- 
000; new terminal, Oxnard, $30,000; new terminal, Wilming- 
ton (building as distinguished from land), $40,000; new ter- 
minal, El Centro, $25,000; repair shop and body building shop, 
Los Angeles, $68,250; new shop equipment, $6,750; record stor- 
age warehouse, Los Angeles, $15,000; extension to main freight 
dock, Los Angeles, $35,000; refunding of notes payable, $278,- 
000; refunding of loan from G. M. Duntley, president of the 
company, $45,000; working capital, deficiency, $185,427; and pur- 
chase price of real estate in Los Angeles for extension of ter- 
minal facilities described, $150,000. 

In a letter attached to the application, the applicant in- 
formed the Commission that, as the result of a decision of the 
California Railroad Commission (C. R. C. case No. 4808), its 
revenues would be increased about $300,000 a year. It de- 
scribed that case as a minimum rate case. On the basis of the 
1945 revenue figures, said Pacific, the increase would be $280,- 
348.32, adding that business was better in 1946 than in 1945 
and that more rolling stock was available. Observing that Pacific 
Freight Lines was a wholly-owned subsidiary and that the com- 
bined revenue of the two companies in 1945 was $3,737,977.72, 
it said the California rate decision had the effect of increasing 
the combined revenues by 7% per cent. 

It was anticipated, said Pacific, that wage increases would 
wipe out $100,000 of the increase, but that this increase, with 
others “in the course of determination,’ such as the increase 
of minimum charges and elimination of split pick-up and de- 
livery rules, would undoubtedly make Pacific show a substantial 
profit in 1946. It said this appeared more clearly from a study 
of operating statements for April of this year. 

By building new terminals and curtailing present rents 
paid on terminals in three cities, and by extending and mod- 
ernizing terminal, storage and shop facilities at Los Angeles, 
Pacific said it anticipated savings amounting to very large sums, 
sufficient to pay all of the amortization charges on the loan. 

Counsel for Pacific, who wrote the aforementioned letter, 
urged the “utmost speed” in connection with the matter. Pa- 
cific, he said, was in grave need of working capital and must 
have funds very shortly to take care of its current obligations, 
and to build up its plant. 


RULES 24 AND 34 SERVICE ORDER 


The Commission, division 3, by amendment No. 12 to service 
order No. 68, has extended from June 30 to December 31 the 
expiration date of the order. 

First issued in January, 1942, the order suspended rule 24 
of the Consolidated Freight Classification and those provisions 
of rule 34 that permitted application of minimum weights lower 
than those provided for the car used. It also suspended similar 
provisions of other tariffs and prohibited furnishing two small 
cars for larger car ordered. Exemptions and methods of com- 
puting freight charges, as well as earlier extensions of the order, 
have been the subject of eleven amendments. 
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War Cooperation as Ground for 
Waiving Demurrage Opposed 


Concluding that the willingness of Hooker Electrochemical 
Co., Niagara Falls, N. Y., to cooperate in a vital war-produc- 
tion program did not relieve it of the penalties contained in 
an applicable demurrage tariff, Examiner L. H. Dishman, in a 
proposed report in No. 29393, Hooker Electrochemical Co. vs. 
New York Central, has recommended that the Commission 
dismiss the complaint and find not shown unreasonable $4,686 
demurrage charges on 33 tank cars of paraffin wax at Niagara 
Falls, N. Y., in March and April, 1945. 

Chlorinated paraffin manufactured from wax and pur- 
chased from petroleum refiners by the Hooker company, said 
the examiner, was supplied in the war period principally to 
finishers of military duck, who used it for waterproofing, 
mildew proofing, and for flame-retarding military canvas. 

This material, said the examiner, was under allocation by 
the War Production Board which repeatedly requested Hooker 
to maintain maximum production and to increase it whenever 
possible. He said arrangements were made by Hooker to in- 
crease its monthy rate of production from 30 to 40 cars start- 
ing in March, 1945. 


Plant Shut Down 6!% Days 


Early in January, 1945, continued the examiner, Hooker 
ordered 30 cars of wax for February delivery but because of 
unfavorable weather conditions, the inability of refiners to 
obtain tank cars, and of the railroads to move them, no de- 
liveries were made prior to February 19. He said the delays 
in deliveries forced Hooker to shut down its plant for 6% days. 

The Petroleum Administrator for War, said the examiner, 
then directed petroleum refiners to ship 30 cars of wax to the 
Hooker plant for February and 40 cars for March and the 
W. P. B. directed Hooker to order 10 more cars and also to 
order in advance for April. As a result, continued the examiner, 
the Hooker company received more wax than it could con- 
sume for the period beginning about the middle of March and 
extending through the first two-thirds of April. 


The tank cars of record, said the examiner, were held by 
Hooker for a total of 340 days, the demurrage charges result- 
ing primarily from application of the Commission’s revised 
service order No. 263, effective January 22, 1945, which was 
published in the defendant railroad’s tariff and was in effect 
for the time the demurrage in question accrued. 


Effects of the Service Order 


Principal effects of the service order, related the ex- 
aminer, were to reduce the industry’s free time from 48 to 24 
hours, reduce from 48 to 24 hours the extra free time ob- 
tainable for unloading congealed lading, to eliminate Sundays 
and holidays from the free time and to increase the charge to 
$11 for each of the first five demurrage days,:and to $22 for 
each day thereafter. 


In requesting that the demurrage charges under consid- 
eration be waived, the Hooker company, said the examiner, 
merely alleged that they were unreasonable, since in the cir- 
cumstances it was necessary and essential to the war effort 
that these cars of wax be detained in its plant to insure con- 
tinued production of chlorinated paraffin. The examiner said 
Hooker stated that the Petroleum Administrator deemed it 
necessary to direct deliveries in excess of March requirements 
in order to avoid an additional shutdown of its plant because 
of lack of supplies, and when shipments came in bunched, felt 
it unwise to cancel any of them. He said the Hooker company 
admitted that the demurrage charges were applied according 
to the terms of the applicable tariff but, in view of the afore- 
mentioned facts and to the fact that due care was exercised 
by it in requesting deliveries of wax at the rate of consump- 
tion, it took the position that they should be waived. 

The service order had country-wide application, applied 
to both interstate and intrastate commerce, said the examiner, 
adding that it did not exempt cars containing military traffic 
nor the cars of manufacturers engaged in aiding the prosecu- 
tion of the war. He said the defendant railroad contended that 
to relieve the Hooker company from the burden of the order 
would discriminate against other industries, also engaged in 





war work, which went to great expense to release cars. The 
railroad insisted, he said, that as long as the service order 
was not unreasonable for general application, exceptions 
should not now be made in case of alleged individual hard- 
ship. Continuing, the examiner said: 


The complaint appears to be founded solely on the proposition that 
since the excess shipments were directed by governmental agencies, it 
is unreasonable to charge complainant demurrage for car detention 
which did not result directly from its fault or negligence. It is not 
contended that defendant was at fault. The Commission has frequently 
found that demurrage is properly assessable against the shipper where 
detention of cars occurred through no fault of the carrier, even though 
the shipper was not at fault. American Smelting & Refining Co. vs. 
Director General, 69 I. C. C. 229. 

Respecting the actions of the governmental agencies, hereinbefore 
mentioned, in directing the considered excess shipments, the record in- 
dicates that complainant acquiesced in the arrangements made by those 
agencies. Its willingness thus to cooperate in a vital war production 
program does not relieve it of the penalties contained in the applicable 
demurrage tariff. It is not, however, within the Commission’s province 
to review the acts of other governmental agencies. American Smelting 
& Refining Co. vs. Director General, supra. It is apparent that com- 
plainant was free to take any action it deemed necessary to avoid or 
abate the detention of the considered cars. Therefore, its contention 
that the charges should be waived lacks merit. Granada Oil Mills, vs. 
Director General, 87 I. C. C. 325. 


No Merit Seen by Examiners in 
Proposed Rule 24 Changes 


Asserting that changes proposed by Malleable Iron Range 
Co., Beaver Dam, Wis., in rule 24 of the Consolidated Classifi- 
cation No. 16 do not affect the rule and are without merit, 
Examiners R. M. Brown and H. W. Johnson, in a proposed 
report in No. 29396, Malleable Iron Range Co. vs. Santa Fe 
Railway et al., have recommended that the Commission dis- 
miss the complaint and find rule 24 not shown ambiguous and 
therefore unlawful as alleged. 

The rule in question, entitled “Freight in Excess of Full 
Carloads,” said the examiners, required, among other things, 
that each car, except the one carrying the excess, must be 
loaded as heavily as loading conditions would permit; that the 
charges except those on the merchandise in the follow-lot car, 
were to be determined on a basis of the weight of the contents, 
but not less than the established minimum weight; and that 
the charges on the follow-lot were to be assessed at the carload 
rate applicable to the entire shipment, based on the weight of 
the follow-lot and disregarding the minimum. 

The Malleable company, said the examiners, contended 
that the expression “each car,” as used in the last paragraph 
of section 1 of rule 24, might be interpreted as referring to the 

“one car” specified in the first sentence of the rule, while the 
excess, unknown and unlimited under the wording of the rule, 
might require the use of one or more “excess” cars; and that 
this excess, by the wording of the same paragraph, was exempt 
from the minimum weight application. 

“The only suggestion offered by complainant for clarifica- 
tion of rule 24 is the insertion of the word ‘the’ before the 
word ‘car’ in appropriate places,” said the examiners. “With 
such modifications the rule would meet with its approval. 
These proposed changes would not affect the application of the 
rule and are without merit. The rule, in its present form, is 
not ambiguous and there appears to be no valid reason ‘for 
changes therein, either as suggested by complainant or in other 
respects.” 

The examiners said the rule was not in effect at the pres- 
ent time, its operation having been suspended by the Commis- 
sion’s service order No. 68. This, they said, was an emergency 
measure having as its purpose the maximum use of the avail- 
able car supply. If and when service order No. 68 was vacated, 
said the examiners, rule 24 again would become effective. 

“Complainant is not affected in any respect by rule 24 at the 
present time and has not been affected during the past 4 
years,” said the examiners. ‘Although not so indicated in the 
complaint, the evidence shows that there are existing contro- 
versies between complainant and defendants in connection with 

certain shipments made in three or more cars and as to which 
there are alleged undercharges. Apparently, the real purpose 
of the present proceeding is to provide a defense in connection 
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with such undercharges and not because of any actual neces- 
sity for future relief.” 

The principle of rule 24 had been in effect for at least 58 
years, said the examiners, adding that throughout the years 
there had always been an insistence by the carriers that all 
cars, other than the one follow-lot car, must be loaded as 
heavily as practicable, and be subject to actual or estimated 
weights but not less than the minimum provided in connec- 
tion with the carload rate on the commodity loaded. 

“Defendants assert that in all of their experience there has 
been no objection from anyone, other than complainant herein, 
regarding rule 24,” averred the examiners. “This record does 
not indicate otherwise.” 

The examiners said it was generally understood by ship- 
pers and others that as many cars as the shipper desired might 
be loaded. This, they said, might be one with a follow-lot, or 
any other number of cars, but only one follow-lot. They said 
it was clear that the Commission so understood the rule in 
1919 when it discussed the provisions thereof in Consolidated 
Classification Case, 54 I. C. C. 1. 


Modifications of F. E. C. 
Reorganization Plan Proposed 


I. C. C. Examiner, in addition to modifications of the 
plan as modified and adopted by the Commission in © 
January, 1945, recommends rejection of proposed plan 
of Atlantic Coast Line for merger of the two roads. Con- 


trol of reorganized F. E. C. to be in hands of duPont 
interests 


Examiner Ralph H. Jewell, in a proposed report on further 
hearing in Finance No. 13170, Florida East Coast Railway Co. 
Reorganization, has recommended further modification of the 
plan of reorganization approved by the Commission in January, 
1945, in its second supplemental report. He proposed rejecting 
the plan of the Atlantic Coast Line for control of the F. E. C., 
permitting control to go to the duPont interests through the 
St. Joe Paper Co., holder of 56 per cent of the $45,000,000 first 
and refunding mortgage bonds of the debtor. 


After reviewing the advantages claimed by the A. C. L. in 
its proposed plan, calling for a merger of the two roads, the 
examiner said they were not important enough to justify ap- 
proval. As to operating efficiencies that might be obtained 
through the merger, the examiner said those efficiencies could 
be obtained by agreement between the A. C. L. and an inde- 
pendent F. E. C., observing a number of such arrangements 
now in effect. 

The following summary of the “proposed third supplemen- 
tal report” was included with the report. Secretary Bartel, of 
the Commission, in a notice to the parties, said exceptions to 
the proposed report must be filed in Washington and served 
so as to reach other counsel or parties within 45 days from the 
date of the notice, June 21, with replies due 10 days later. 

The summary of the proposed report follows: 


Upon consideration of the plan of reorganization filed by the At- 
lantic Coast Line for a reorganization of the Florida East Coast Railway 
Company and the petitions filed by other parties for modification. of the 
plan of reorganization in the above proceeding approved January 8, 
1945, and also upon consideration of the entire record of the proceeding 
as supplemented at the reopened hearings held in November, 1945, and 
the briefs suhsequently filed, the following principal determinations are 
recommended in the accompanying proposed report: 


(a) The plan filed by the Atlantic Coast Line should not be ap- 
proved. 


(b) The previously approved provision fixing the effective date as 
January 1, 1946, should be modified so as to provide that the effective 
date shall be left to determination by the reorganization managers, 
provided, however, that jt should be approximately the date of con- 


summation of the plan and in no event earlier than six months prior 
thereto. 


(c) The cash reserve of $8,700,000 for rehabilitation and improve- 
ments should be decreased to $8,125,551 and an additional separate 
contingent cash reserve of $3,438,370 established to provide for payment 
of additional liability for federal income taxes for the years 1942-45 
in case the debtor’s accruals of penalty interest on its first and refund- 


ing bonds for those years is disallowed, such fund to be distributed pro — 


rata to first and refunding bondholders to the extent not necessary 
for this purpose. 


(d) The provisions of the plan with respect to cash distributions 
should be modified so as to provide that any distributions pursuant to 
orders of the court entered prior to the date of the order of the court 
directing consummation of the plan, of cash not reserved and which 
the court finds was earned prior to the effective date of the plan, and 
is not reasonably necessary for refinancing the reorganized company’s 
operations and for paying the charges accruing under the plan on its 
obligations after the effective date, shall be deemed to constitute part 
satisfaction of the claims of the first and refunding bondholders, addi- 
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tional to the treatment accorded them by the plan. The plan should 
contain no provision for distribution by the court of any cash earned 
subsequent to the effective date. 

(e) Provisions of the plan with respect to the method of computing 
available net income should be modified to provide that to the extent 
that there are charges to operating expenses on account of the rehabili- 
tation and improvement program which charges are approved by our 
Bureau of Accounts as not representing items properly chargeable to 
Account 702%A ‘‘Acquisition Adjustments,’’ such charges shall be elimi- 
nated in computing net income. 


Forwarder Permit for Western 
Proposed in Pioneer Case 


The Bureau of Water Carriers and Freight Forwarders 
has issued a proposed report on further proceedings in FF-5, 
Pioneer Carloading Co. Freight Forwarder Application, em- 
bracing also an application for substitution of Western Car- 
loading Co., Inc., in lieu of Pioneer Carloading Co. as applicant 
for a permit in the title proceeding. 

It recommended that the Commission conclude that West- 
ern Carloading Co., Inc., should be substituted as applicant 
and should be granted a permit authorizing it to perform serv- 
ice as a freight forwarder of commodities generally from points 
in Virginia, West Virginia, and Pennsylvania, and those in the 
United States north and east thereof to points in Oregon and 
Washington, subject to a condition that such service would be 
performed by it separately from the operations of any other 
forwarder subject to the interstate commerce act. 

The permit should be held, said the bureau, until expira- 
tion of a contract under which United States Freight Co. ac- 
quired the stock of Western and Harry F. Leveson, a member 
of the partnership of Harry F. Leveson and Eleanor Hahn, 
doing business as Western Carloading Co., was made a member 
of Western’s board of directors. 

The bureau said Acme Fast Freight, Inc., protestant, con- 
tended that issuance of a permit to Western, wholly owned by 
United States Freight Co., which also controlled Universal 
Carloading and Distributing Co., Inc., would be in conflict with 
the Commission’s policy of not granting duplicate authorities 
to commonly controlled forwarders. 

“By the terms of the contract pursuant to which United 
States Freight Co. acquired the stock of Western, Harry F. 
Leveson, a member of the partnership from which such stock 
was purchased, was made a member of Western’s board of di- 
rectors,” said the bureau. “He is entitled under the contract 
to a share in Western’s profits, and is empowered to prevent 
any action by Western of which he does not approve. Because 
of this veto power resident in Leveson, it cannot be said that 
Western is under common control with Universal. Any permit 
issued pursuant to the instant application should contain a con- 
dition, similar to that in Western’s present permit, that the 
operations authorized thereby shall be conducted separately 
from those of any other freight forwarder subject to the act. 
Moreover, the contract by which Leveson holds a veto power 
over the acts of Western is to expire six years from its date. 
Therefore, the permit should also expire on that date.” 


Parties to Express Views 


The bureau recited that in a proposed report served Au- 
gust 4, 1945, it recommended that the Commission find that 
because Pioneer Carloading Co., applicant in the title proceed- 
ing, was under common control with another freight forwarder 
holding a permit authorizing service between all points in the 
United States, it would not be consistent with the public inter- 
est to grant the applicant in the instant proceeding a permit 
authorizing operations duplicating in part those of the com- 
monly controlled forwarder. It said the bureau, therefore, 
recommended that the title application be denied. 

Subsequently, said the bureau, request was made for re- 
instatement of the substitution application and, since it was 
now necessary to consider the substitution application, the in- 
stant proposed report on further proceedings was being served 
to afford the parties opportunity to express their views. 

By application filed September 5, 1942, said the bureau, 
Pioneer Carloading Corporation, New York, N. Y., sought a 
permit authorizing it to forward commodities generally from 
points in Virginia, West Virginia, and Pennsylvania, and those 
in the United States north and east thereof to points in Cali- 
fornia, Oregon, and Washington. On October 17, 1944, it said, 
Pioneer and Western Carloading Co., Inc., filed a joint applica- 
tion requesting that the latter be substituted in lieu of the 
former as applicant in the title proceeding. By order of Novem- 
ber 27, 1942, said the bureau, Pioneer had been substituted as 
applicant in the title proceeding in lieu of Edgar Morgan Stan- 
ley, doing business as Pioneer Carloading Co. 

The service forming the basis of the instant application, 
said the bureau, was commenced by Mr. Stanley, doing business 
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as Pioneer Carloading Co. In October, 1942, it said, he trans- 
ferred the business, including claimed operating rights and all 
property used in connection therewith, to Pioneer, formed for 
the purpose of such transfer and wholly owned by United 
States Freight Co. It said the latter a held all the capital 
stock, except directors’ qualifying shares, of Universal Carload- 
ing and Distributing Co., Inc., to which the Commission issued 
a permit authorizing it to forward commodities generally be- 
tween all points in the United States. 


Leveson and Hahn Permit 


On August 11, 1944, in FF-79, said the bureau, an amended 
permit and order was issued to Harry F. Leveson and Eleanor 
Hahn, doing business as Western Carloading Co., authorizing 
the forwarding of commodities generally from all points in 
18 states and the District of Columbia to all points in California. 
It said Western was organized for the purpose of acquiring the 
business of Leveson and Hahn. By an order entered Septem- 
ber 11, 1944, it said, the acquisition was approved, and on 
October 10, 1944, an amended permit and order was issued 
authorizing Western to perform the Leveson-Hahn operations, 
subject to the condition that Western perform such operations 
separately from the operations of any other freight forwarder 
subject to the act. Subsequently, it said, application was filed 
for substitution of Western in lieu of Pioneer as applicant in 
the title proceeding. It said that by the proposed purchase of 
Pioneer’s claimed rights, Western sought to extend its service 
to points in Oregon and Washington. 


Rules for Regulation of 
Brokers Proposed 


In a proceeding involving a general investigation of broker- 
age practices, Ex Parte MC-39, Practices of Property Brokers, 
Examiner James J. Williams, in a proposed report, has recom- 
mended that the Commission find reasonable and necessary 13 
rules set forth in an appendix to his report. 

The examiner said household goods brokers and brokers of 
general freight transportation should be considered separately. 
As to the former, he reviewed charges made by larger house- 
hold goods carriers who, he said, took “the unalterable posi- 
tion” that the broker served no useful purpose in the trans- 
portation industry, among other things. Only one small house- 
hold goods carrier had testified on behalf of the brokers, he 
said. The purpose of the suggested rules and regulations, he 
said, was to “reach out and require that all brokerage activi- 
ties be conducted in such a manner as will inure to the benefit 
of the public as well as the transportation industry.” 

He observed that some brokers acted solely in that ca- 
pacity, while others held certificates of public convenience and 
necessity. 

As to freight brokers, he said the record did not disclose 
that any broker of general freight was engaged in the trans- 
portation of any commodity as a motorcarrier adding that they 
were engaged in other activities, often, but remotely connected 
with their brokerage business. 

Discussing the broker-carrier, the examiner said it was 
obvious he had an advantage of either the carrier, or the broker, 
as such, as he might obtain the business as a common carrier 
and then “farm” it out to the highest bidder. 

“The dual authorities held by the carrier-brokers have been 
authorized by the Commission, many, under the ‘grandfather’ 
provisions of the act,” said the examiner. “The question pre- 
sented here has not been considered by the Commission in an 
appropriate proceeding. Although the record casts suspicion on 
the carrier-broker status, there is no evidence upon which to 
case a finding or to prescribe an appropriate rule. Determina- 
tion of the question must necessarily be deferred until some 
future proceeding.” 

The rules proposed by the examiner follow: 

Rules and regulations prescribed under sections 204(a)(4) and 211(c) 
of the Interstate Commerce Act, governing the practices of brokers of 
property. 

Rule 1. Applicability: ‘These rules and regulations apply to the 
extent provided herein, to all brokers as defined in Rule 2, except 
those dealing exclusively in the transportation of passengers and their 
baggage. 

Rule 2. Definitions: ‘‘Broker’’ means any person (except those 
excluded by Rule 1) who, or which, has been issued a license by the 
Interstate Commerce Commission authorizing operation as a broker. 

“Motor carrier’? means a common or contract carrier of property 
as defined in sections 203(a) (14) and (15), respectively, of the Inter- 
state Commerce Act. 

“Transportation’’ means transportation of property by motor 
vehicle performed by a motor carrier, not including transportation de- 

scribed in section 203(b) of the Interstate Commerce Act. 

‘Household Goods’’ means household goods as defined in Practices 
of Motor Common Carriers of Household Goods, 17 M.C.C.467. 
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‘‘Brokerage”’ or ‘‘brokerage service’? means the performance, for 
compensation, of the following; the sale or offer for sale of transporta- 
tion; or the making of any contract, agreement, or arrangement to 
provide, procure, furnish, or arrange for transportation; or the holding 
out by advertisement. solicitation or otherwise by a person (as defined 
in section 203(a), as one who sells, provides, procures, contacts, or 
arranges for transportation, except such action by the bona fide em- 
ployees and agents in respect of transportation which a motor carrier 
is authorized to furnish and does furnish, either alone or jointly with 
other carriers. 

‘‘Non-brokerage service’? means any service, except practice before 
the courts or governmental agencies, not included in the meaning of 
“brokerage service,’’ furnished by a broker for or on behalf of a motor 
carrier or for a shipper by motor vehicle. 

A ’’bona fide agent,’’ as distinguished from a broker, is a person 
who is a part of the normal organization of a motor carrier and per- 
forms his duties under direction of the carrier, and for whose acts 
the carrier is responsible. 

Rule 3. Records to be kept by brokers. 

Each broker shall keep and retain for a period of three years an 
exact record of each transaction in which it participates, which record 
shall show for each transaction: 

(a) Name and address of consignor and consignee. 

(b) Name, address and docket number of carrier or carriers em- 
ployed. 

(c) Bill of lading or freight bill number. 

(d) Description of commodity or commodities, 
tariff reference. 

(e) Date of shipment. 

(f) Origin and destination of shipment. 

(g) Amount of compensation received.by the broker for brokerage 
services furnished and from whom it was received. 

(h) Description of any non-brokerage service furnished, date of 
furnishing such service, amount of compensation received for such serv- 
ice, and from whom compensation was received. 

(i) If freight charges are collected by the broker, the record shall 
show, for each shipment, the amount collected and the date of payment 
to the carrier. 

Rule 4. Carrier’s operating authority. No broker shall provide, 
procure, furnish or arrange for transportation which may not lawfully 
be performed by the motor carrier or motor carriers which are to per- 
form the transportation. 

Rule 5. Charges for brokerage service. (a) No broker shall charge, 
accept or receive for brokerage of household goods, an amount greater 
than 15 per cent of the legally applicable transportation charge for the 
shipment of such household goods, in connection with which the broker- 
age service was furnished. 

(b) No broker shall charge, accept or receive for brokerage of 
property, other than household goods, an amount greater than 10 
percent of the legally applicable transportation charge for the shipment 
of such property, in connection with which the brokerage service was 
furnished. 

Rule 6. Charges for non-brokerage service. Each broker shall 
file with the Commission a schedule showing the non-brokerage services 
which it holds itself out to perform, and the basis of charges for such 
service, and shall not furnish or make a charge for non-brokerage serv- 
ices other than those contained in such schedule. 

Rule 7. Misrepresentation. No broker shall perform any broker- 
age service, including advertising, in any name other than that in 
which its license was issued, and shall not represent itself to be a 
carrier in respect of brokerage service. 

Rule 8. Billing. (a) No broker shall, in any name except that of 
the carrier, issue bills of lading, freight bills, or other documents which 
are appropriate only to use by the carrier transporting or agreeing to 
transport the shipment. 

(b) No broker shall issue orders for service or any other docu- 
ments, which do not clearly show thereon his name and address and 
that he is a broker of transportation. 

Rule 9. Rebating. (a) No broker shall charge or receive com- 
pensation from a motor carrier for brokerage service in connection with 


weight,’ rate and 


. traffic which the broker owns or in which it has a material interest or of 


which it has control of the routing. 

(b) No broker shall pay, give or offer to pay or give, directly 
or indirectly, any money or other thing of value to any shipper or 
motor carrier, or to any officer or employee or shipper or motor carrier, 
as an inducement for employing its services. 

Rule 10. Duties and obligations of brokers. (a) A broker shall 
fairly protect the interest of any shipper employing his services, by 
providing or advising the shipper of the transportation service which, 
because of rates, schedules, type of motor carrier or otherwise, will best 
meet the needs of the shipper, and no broker shall misrepresent or 
make false promises to any shipper with respect to the service rendered 
or to be rendered by any carrier with whom he maintains a brokerage 
relationship. 


(b) No broker shall knowingly misrepresent to a motor carrier 
the commodity to be transported or otherwise give to the motor carrier 
incorrect information which may affect the charges to be made for 
the transportation. 

(c) No broker shall charge or accept compensation from both a 
shipper and a motor carrier in connection with the same transporta- 
tion, whether for brokerage or non-brokerage service, without first 
advising both parties of the amount and basis for such charges or pay- 
ment. 

(d) A broker shall exercise due diligence to arrange for desired 
transportation, to carry out the terms of his arrangements with ship- 
per and motor carrier, and to pay promptly any monies received by it 
for such shipper or motor carrier. 

(e) Any freight charges collected by a broker shall be paid in full 
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to the carrier or carriers employed by him, without deduction for any 
amounts due to him from such carrier or ¢arriers. 

(f) No person employed by a motor carrier for the solicitation of 
freight, shall solicit freight or otherwise engage in brokerage activities 
for a broker, within two years of the termination of such employment 
with such carrier. 

Rule 11. Transfer of Brokers’ Licenses. A broker’s license is not 
transferable. Upon death of one of the partners in a partnership, the 
surviving partner or partners, upon application to the Interstate Com- 
merce Commission, will be substituted for the previous partnership. 

Rule 12. Corporations and associations holding brokers’ licenses. 
Each corporation or association holding a broker’s license shall notify 
the Commission immediately upon any change in control of such 
corporation or association, shall therewith submit proof that the change 
in control will not be contrary to the public interest. 

Rule 13. Suspension or revocation of licenses. 
suspended or revoked, after hearing, for: 

(a) Willful and continued violation of any of these rules and 
regulations, or of any of the provisions of the Interstate Commerce 
Act or the rules and regulations prescribed thereunder. 

(b) Aiding or abetting a shipper or motor carrier in violating or 
attempting to violate any of the provisions of the Interstate Commerce 
Act or of the rules and regulations prescribed thereunder. 

(c) Conviction of a crime involving moral turpitude. 

(d) Any conduct which would be deemed grossly unfair in com- 
mercial transactions by accepted standards. 


A license may be 


A. A. A. HIGHWAY EXPRESS RIGHTS SALE 

By a proposed report in MC F-3090, B. C. Simpson—pur- 
chase (portion) —A. A. A. Highway Express, Inc., (Thomas 
M. Stubbs, Trustee) Examiner Thomas J. Patrick has recom- 
mended that the Commission deny the application of B. C. 
Simpson, dba Simpson Trucking Co., of Atlanta, Ga., to pur- 
chase certain operating rights of A. A. A. Highway Express, 
(Thomas M. Stubbs, Trustee), also of Atlanta. 

The examiner’s recommendation was based on the grounds 
that, under a separate agreement with a partnership dba Queen 
City Transportation Co., abandonment of interstate rights of 
A. A. A. between Lawrenceville and Gainesville or operation 
by Simpson with closed doors between Atlanta and Lawrence- 
ville, including the latter point, as provided for in the separate 
agreement, was not warranted on the record and would not be 
consistent with the public interest. 


HARRIS FORWARDING SALE DENIAL 


Examiner Robert H. Murphy, in a proposed report in MC 
F-3085, H. K. Foster, Sr.—control; Foster Freight Lines, Inc.— 
lease and purchase—Harris Forwarding Co., Inc., has recom- 
mended that the Commission deny the application. He said 
Foster Freight Lines of Indianapolis, Ind., would not be able to 
meet its obligations under the terms of the agreements requir- 
ing payments of about $34,000 annually for the next three or 
four years. The purchase involved rights of Harris Forwarding 
Co., Ine., of Chicago, Ill., and equipment owned by Mrs. F. H. 
Harris. 


EXPORT CARLOADING AUTHORITY 


By a proposed report in FF-70, Export Carloading Co. 
Freight Forwarder Application, the Commission’s Bureau of 
Water Carriers and Freight Forwarders has recommended 
that the applicant be granted a permit. The authority recom- 
mended was as to commodities generally, when consigned for 
export, from points in Indiana, Illinois, Michigan, Ohio and 
Wisconsin, to New York, N. Y., New Orleans, La., Seattle, 
Wash., Los Angeles and San Francisco, and to Vancouver, B. C., 
in so far as the transportation was within the U. S. 

The bureau also recommended withholding the permit 
pending applicant’s resumption of operation on or before Oc- 
tober 1. It said the applicant had suspended operations on 
January 30, 1944, because of war conditions beyond its control. 


CERTIFICATE REVOCATION PROCEEDING 


_In a proposed report in MC C-508, Rebecca Cohen—Revo- 
cation of Certificate, Examiner James H. Gaffney has recom- 
mended that the Commission find that Rebecca Cohen, doing 
business as Rapid Freight Forwarders, Bellows Falls, Vt., has 
not been rendering reasonably continuous and adequate service 
under certificate MC 4533, authorizing transportation by motor 
vehicle of casein from Bellows Falls to Bainbridge, N. Y., and 
empty returned containers in the reverse direction, over irreg- 
ular routes. He recommended an order requiring such service 
and compliance with the requirements of the interstate com- 
merce act and the Commission’s rules and regulations, and, in 
the event of failure to comply, revocation of certificate. 





NATIONAL HAULING RIGHTS PURCHASE 
In a proposed report in MC F-3052, Thomas Apicella—Pur- 
chase (Portion)—-National Hauling Contractors Co., Inc., Exam- 
iner M. L. Winson has recommended that the Commission 
approve purchase by Thomas Apicella, doing business as Fast 
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Trucking Co., Newark, N. J., of certain operating rights of 
National Hauling Contractors Co., Inc., Vineland, N. J., for 
$1,000. By the transaction, said the examiner, Mr. Apicella 
would acquire National’s rights to transport general commodi- 
ties between Philadelphia, Pa., and Camden, N. J. 


ISTHMIAN CORPUS CHRISTI-PACIFIC OPERATION 


The Bureau of Water Carriers and Freight Forwarders, 
in a proposed report in W-654, Sub. 1, Isthmian Steamship Co. 
Extension—Corpus Christi, has recommended that the Com- 
mission find Isthmian, of New York, N. Y., entitled to authority 
for operation by self-propelled vessels in the transportation of 
commodities generally between Corpus Christi, Tex. and speci- 
fied Pacific coast ports, and issue a second amended certificate. 

The bureau said Isthmian was authorized to transport 
commodities generally between six Gulf of Mexico ports and 
a number of Pacific coast ports and now proposed to extend 
this service to include Corpus Christi. 

“Corpus Christi is intermediate to the Gulf and Pacific 
coast ports already served by applicant, and the granting of 
authority to serve Corpus Christi would enable it to fulfill 
more completely the needs of Gulf and Pacific coast shippers,” 
said the bureau. 


Proposed Reports 


Milling Machines 


MC C-499, Eastern Aircraft-Trenton Division of General 
Motors Corporation vs. Fred Olson and Son Motor Service Co., 
et al., embracing also Same, Sub. 1. By Examiner Isadore 
Freidson. Recommended that Commission dismiss complaint 
and find applicable rates of $1.06 and $1.49 a 100 pounds, 
charged by defendants on two shipments of milling machines 
from Milwaukee, Wis., to West Trenton, N. J. 


Pig Iron 


No. 29410, Crane Enamelware Co., et al. vs. Wheeling & 
Lake Erie, et al. By Examiners M. J. Walsh and L. H. Dish- 
man. Recommended that Commission dismiss complaint and 
find not shown unreasonable rate of $7.25 a ton of 2,240 pounds 
charged on pig iron, in carloads, from Cleveland, O., to Chat- 
tanooga, Tenn. The examiners said with respect to a conten- 
tion of complainants that the rate charged was unreasonable 
because it was the same as that in effect to more distant points, 
that such comparison did not establish the unreasonableness of 
the rate to the intermediate point. Comparisons based on dis- 
tance alone had but little value, said the examiners, citing 
Nebraska Seed Co. vs. Director General, 64 I. C. C. 75. 


Minimum Charges 


I. and S. M-2626, E. D. Fee Transfer—Minimum Charges 
Per Trip. By Examiners W. T. Croft and George A. Dahan. 
Recommend finding unlawful and ordered canceled without 
prejudice proposed rule providing for motor common carrier 
charge of 10 cents per 100 pounds for handling, sorting, and 
checking shipments at Ohio and Pennsylvania points. Also rec- 
ommend finding unjust and unreasonable proposed minimum 
charge per trip, ranging from $2 to $30 depending on distance, 
and that it be ordered canceled and the proceeding discon- 
tinued. By schedules filed to become effective January 24, the 
respondent, performing pool-car distribution services, proposed 
the aforementioned charges on meats and packing-house prod- 
ucts. On protest of Rath Packing Co., of Waterloo, Ia., the 
schedules were suspended until August 24. The minimum 
charge proposal was found indefinite, and the examiners said 
the respondent made little effort to establish its reasonableness 
or lawfulness otherwise, adding that this might be due to his 
construction of the term “per trip,” which they said meant 
the total transportation necessary to distribute all shipments 
in any one pool car even though several actual trips in different 
directions were required. The examiners said the proposed 
charge of 10 cents per 100 pounds for the service considered 
did not appear unreasonable. But they added that all matters 
used in determining charges must be published so as to be 
plainly and unmistakably ascertainable by the public, and that 
the proposed rule did not provide a limitation to the applica- 
tion intended. They said it should be restricted in definite 
terms to the traffic it was intended to cover. 


Steel Pipe 


No. 29340, Raymond Concrete Pile Co. vs. Erie, et al. By 
Examiner E. L. Glenn. Recommends dismissal of complaint 
that rates charged on plate or sheet steel pipe, 112 carloads, 
from Youngstown, O., to Los Angeles, Oakland, San Francisco, 
Calif., Salt Lake City, Utah, Portland, Ore., Vancouver, Wash., 
and points taking same rates, shipped since January 3, 1940, 
should have been on basis of rates for structural iron or steel 
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piling rather than commodity rates applicable on iron or steel 
pipe or tubing, plate or sheet. The examiner said the proceed- 
ing presented solely questions of tariff interpretation. He said 
the term “piling” was a general term used in tariffs to cover 
H-type and tubular types of piling of heavy gauge metal, de- 
signed for load-bearing purposes and to resist lateral pressure. 
The term did not apply to the articles of which the shipments 
consisted, he said, adding that they were made of light-gauge 
metal, and more specifically described in the tariffs as pipe of 
the particular gauge as shipped. He said it was well settled that 
the specific description took precedence over the general de- 
scription, and that the specific rates applicable on iron or steel 
pipe or tubing were applicable on the shipments. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


New York (Newark Valley)—MC 106533, V. S. Wilcox. 
Certificate proposed. Coal from Scranton, Pa. and points within 
10 miles thereof, on the one hand, and, on the other, Newark 
oe N. Y., and points within 10 miles thereof, over irregular 
routes, 

Pennsylvania (Seven Valleys)—-MC 106540, Sub. 2, John M. 
Rudisill & Sons. Certificate proposed, with conditions. Eggs, 
poultry, rabbits, and dressed calves, over irregular routes, from 
Gettysburg, Pa. to specified points in Pa., Md., and N. J., and 
New York, N. Y. and points in the New York commercial zone, 
and empty egg containers on return. 

Ohio (Cincinnati)—-MC 106438, Walter Vatter. Certificate 
proposed. Household appliances, and, in shipments weighing not 
in excess of 2,500 pounds, air conditioning and refrigeration 
units, and materials and supplies used in the installation thereof, 
between Cincinnati and points in Ind., Ky., and O. within 25 
miles of Cincinnati, over irregular routes. 

Kentucky (Middlesboro)—-MC 106389, Henry Hyde. Permit 
proposed. Over irregular routes, (1) new furniture, crated and 
uncrated, from Middlesboro to specified points in Ky., Tenn. 
and Va., and rejected shipments of this commodity on return; 
and (2) used furniture, crated and uncrated, between Middles- 
boro, on the one hand, and, on the other, specified points in 
Ky., Tenn., and Va. 

Indiana (Osgood)—-MC 106108, Sub. 1, Delbert D. Aikins. 
Permit proposed, conditioned on revocation or disposal of ap- 
plicant’s competitive operating rights as a common carrier. 
Fluid milk and concentrated milk, in bulk, in tank trucks, 
cream, in cans, and other dairy products, dairy machinery, dairy 
supplies, and rejected shipments and empty containers for the 
aforementioned commodities, between Osgood, on the one hand, 
and, on the other, specified O. points, over irregular routes. 

Texas (Lubbock)—MC 89520, Sub. 7, C. J. Van Beekum. 
Permit proposed. Dangerous explosives and blasting supplies 
from the site of the Atlas Powder Company’s magazine located 
at or near Atlas, Mo., to points in N. M. and Tex. and from 
points in N. M. and Tex. to the sites of the powder company’s 
magazines.at or near Atlas, and Pitcher, Okla., over irregular 
routes, traversing Kan, for operating convenience only. 

lowa (Sioux City)—MC 58084, Sub. 1, Charter Coach Co. 
Certificate proposed. Passengers and their baggage, and ex- 
press, mail and newspapers in the same vehicle with passengers 
between Estersville, Ia., and Sioux Falls, S. D., over described 
regular routes, serving all intermediates points in Ia. on the 
described routes, and return over the same routes. 

Kentucky (Louisville) —-MC 52629, Sub. 22, Huber & Huber 
Motor Express, Inc. Certificate proposed. General commodities, 
with exceptions, serving Clinton Engineer Works and Oak Ridge, 
Tenn., as off-route points in connection with applicant’s other- 
wise authorized regular-route operations. 

North Dakota (Dickinson)—-MC 52453, Sub. 1, George H. 
Carpenter. Certificate proposed. Passengers and their baggage, 
and newspapers, express and mail in the same vehicle with pas- 
sengers, between the junction of N. D. highways 22 and 21, 
about 12 miles south of New England, N. D., and Hettinger, 
N. D., over a regular route as follows: From the junction of 
N. D. highways 22 and 21 east over N. D. highway 21 to a point 
just south of Regent, thence over unnumbered highway to Re- 
gent and return, thence over N. D. highway 21 to Mott, N. D., 
thence return over N. D. highway 21 to its junction with N. D. 
highway 8 to Hettinger, and return over same route serving all 
intermediate points and the off-route point of Regent. ; 

New York (Syracuse)—MC 48359, Sub. 2, Syracuse Furni- 
ture & Forwarding Co., Inc. Certificate proposed. Over irregu- 

lar routes, new furniture, uncrated, from Fayetteville, N. Y., 
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to points in Va. and Ga., with no transportation for compensa- 
tion on return. 

Ilinois (Chicago)—-MC 19778, Sub. 14, Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co. Certificate proposed. General 
cOmmodities, between Lyle, Minn. and Mason City, Ia., over a 
described regular route, and return over the same route, with 
service at specified intermediate points, subject to conditions, 
including one that the service would be auxiliary to or supple- 
mental of rail service of the C. M. St. P. & P. 

Pennsylvania (North Braddock)—MC 11669, Sub. 2, Cather- 
ine Bartoletta and Bruno Calabria. Denial of certificate for 
want of prosecution proposed. Empty and/or full cylinders of 
gases, between Aliquippa, Pa., and Beaver Falls, Pa., over Pa. 
highways 51 and 88. 

Washington (Long Beach)—-MC 2512, Sub. 16, Maxwell 
Wade Wilson. Certificate proposed. Empty containers of petro- 
leum and petroleum products, from points in Wahkiakum and 
Pacific counties, Wash. to Portland, Ore., over irregular routes, 
with no transportation, in the reverse direction, except as other- 
wise authorized. 

Washington (Long Beach)—MC 2512, Sub. 15, Maxwell 
Wade Wilson. Certificate proposed. Agricultural lime, from 
Oswego, Ore. to points in Wahkaikum and Pacific counties, 
Wash., over irregular routes, with no transportation for com- 
ene in the reverse direction, except as otherwise author- 
ized. 

Texas (Houston)—MC 531, Sub. 21, Younger Brothers, Inc. 
Certificate proposed. Petroleum products, in bulk, in tank 
trucks, from Port Arthur, Tex., to all points in La., and from 
Lake Charles, La., and points within 13 miles thereof, to all 
points in Tex. within 350 miles of Lake Charles, over irregular 
routes. 

West Virginia (Glenville) —-MC 4499, Sub. 1, J. H. Shuman. 
Certificate proposed. General commodities, with exceputions, 
between Glenville and Parkersburg, W. Va., over a specified 
route, and return, serving all intermediate points; household 
goods, between points in Gilmer county, W. Va., on the one 
hand, and, on the other, Grafton and Elyria, O., and points in a 
described area of O., over irregular routes. 

Oregon (Portland)—MC 42487, Sub. 140, Consolidated 
Freightways, Inc. Certificate proposed. General commodities, 
between Chicago, Ill., and Fox River Grove, Ill., over a specified 
regular route, and return, as an alternate route. 

Texas (Breckenridge)—-MC 41610, Sub. 7, James E. Cox. 
Certificate proposed. (1) Machinery, equipment, materials and 
supplies used in or in connection with the discovery, develop- 
ment, production, refining, manufacture, processing, storage, 
transmission, and distribution of natural gas and petroleum 
and their products and by-products not including stringing or 
picking-up of pipe in connection with construction or dis- 
mantling of pipe lines, and (2) machinery, materials, equipment 
and supplies used in or in connection with the construction, op- 
eration, repair, servicing, maintenance and dismantling of pipe 

lines, including the stringing and picking-up thereof, except 
the stringing or picking-up of pipe in connection with main or 
trunk pipe lines (a) between points in a described area of Tex.; 
(b) between points in Lea and Eddy counties, N. M.; (c) be- 
tween points in those counties, on the one hand, and, on the 
other, that part of Texas involved in (a); and (d) between 
points in a described area of Tex., and within 100 miles of 
Breckenridge, and between such points, on the one hand, and, 
on the other, points in La., and Okla., over irregular routes. 


Texas (Lubbock)—-MC 35320, Sub. 32, Inter-City Motor 
Express, Inc. Denial of certificate proposed. General commodi- 
ties, with exception, between Hobbs and Carlsbad, N. M., over 
U. S. highway 62, serving Artesia as an off-route point, and 
between Tatum and: Roswell, N. M., over U. S. highway 380. 

New York (Niagara Falls)—-MC 30787, Sub. 1, Niagara 
Scenic Bus Lines, Inc. Certificate proposed. Passengers and 
their baggage, between Niagara Falls and the international 
boundary line at Lewiston Bridge, south of Lewiston, N. Y., 
over a specified regular route, and return, with no service to 
or from intermediate points. 

Wyoming (Afton)—MC 29912, Sub. 8, Don Nield and Arlo 
Miller. Certificate proposed. General commodities, with ex- 
ceptions, serving all points stations on the Union Pacific or 
within 10 miles of U. S. highway 30N between Pocatello and 
Montpelier, O., subject to condition that service be auxiliary to 
or supplemental of rail service of the U. P.; shipments to be 
limited to those received from or delivered to railroad covering 
prior or subsequent rail movement; and general commodities, 
with exceptions, between Alpine, Wyo., and Geneva, Ida., over 
a specified route, serving all intermediate and off-route points 
within 20 miles of the named highways but not including points 
north of Alpine or south of Geneva. 

Indiana (South Bend)—MC 29886, Sub. 20, Dallas & 
Mavis Forwarding Co., Inc. Certificate proposed. Motor vehicles 
(except busses), bodies, cabs, chassis, and automobile parts and 
accessories, (1) in truckaway service, in initial movement, from 
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points in Wayne county, Mich., to points in Ariz., N. M., and 
Calif., traversing O., Ind., Ill., Mo., Kan., Okla., Ia., Neb., Colo., 
Ark., Tex., U. and Nev. for operating convenience only; (2) in 
truckaway service in secondary movement from points in Ariz., 
N. M., and described portions of Tex. and Colo., to points in 
Calif., traversing Okla., U., Nev., and part of Colo., for operating 
convenience; and (3) in truckaway and driveaway service, in- 
cluding right to change from one method to another, in secon- 
dary movement between points in Ariz., N. M., and aforemen- 
tioned portions of Tex. and Colo., traversing Okla., and U., and 
part of Colo. for operating convenience only. 

iNMinois (Chicago)—-MC 29130, Sub. 51, Rock Island Motor 
Transit Co. Certificate proposed. Dangerous explosives, except 
nitroglycerine, between points between which, and over the 
routes over which, applicant is now authorized to transport 
commodities with exceptions including dangerous explosives, 
subject to usual conditions as to supplementary service, carrier 
not to serve a point not a station on a railroad, and such key- 
point or prior-or-subsequent rail-haul conditions as apply in 
connection with corresponding authorized general commodity 
operation. 

North Dakota (Bismarck)--MC 28661, Sub. 1, Interstate 
Transportation Co. Certificate proposed. Passengers and their 
baggage, and express, newspapers and mail, over regular routes 
(1) between Bismarck and a point on U. S. highway 83 between 
Coleharbor and Underwood, N. D.; (2) between Coleharbor 
and proposed Garrison Dam Site; (3) between Center, N. D., 
and a point between Hazen and Stanton, N. D., on N. D. high- 
way 25; and (4) between Garrison, N. D., and Garrison Dam 
site and town of Garrison Dam, over unnumbered highway and 
return, with service at all intermediate points except as indi- 
cated. . 

New. York (Brooklyn)—-MC 26280, Sub. 3, Joseph Scolaro. 
Certificate proposed. New furniture, uncrated (1) from points 
in Erie county, N. Y., except Buffalo, to points in a described 
area of Pa.; (2) from points in Erie county to points in another 
described area of Pa., W. Va., N. J., Del., Md., and D. C., and 
to New York, N. Y., and rejected shipments on return. 

New York (Rochester)—MC 25562, Sub. 16, A. R. Gundry, 
Inc. Certificate proposed. Gasoline, kerosene, and light fuel oil, 
from Schenectady, Glenville, Albany, Rensselaer, Cohoes, and 
Green Island, N. Y., to Bennington, Vt. 

Texas (Waco)—MC 24670, Sub. 1, Central Forwarding Inc. 
Certificate proposed. Explosives and blasting supplies, over 
irregular routes, from Dallas and Houston, Tex., and Joplin, 
Mo., and points within 20 miles of Dallas and Houston and 
within 15 miles of Joplin, to powder magazines and construction 
sites in Ark., and La., and, on return, rejected or damaged ex- 
plosives and blasting supplies. 

Massachusetts (Amesbury)—-MC 45432, Sub. 16, R. G. 
Watkins & Son, Inc. Certificate proposed. Wool from Ames- 
bury to Beacon, N. Y. and Danbury, Conn., over irregular routes, 

Washington (College Place)—-MC 18209, John W. Tocco, 
embracing also MC 92633, John W. Tocco. In MC 18209, denial 
of certificate or permit proposed. General commodities, with 
exceptions, between points in Wash., Ore., and Ida., over irregu- 
lar routes. In MC 92633, denial of certificate proposed. General 
commodities between points in Ida., Ore., and Wash., over 
irregular routes. 


Texas (Houston)—-MC 15885, Sub. 5, Luther Jones. Cer- 
tificate proposed. (1) Machinery, equipment, materials and 
supplies used in, or in connection with, the discovery, develop- 
ment, production, refining, manufacture, processing, storage, 
transmission and distribution of natural gas and petroleum and 
their products and by-products, with exceptions; (2) machinery, 
materials, equipment and supplies used in, or in connection with 
the construction, operation, repair, servicing, maintenance and 
dismantling of pipe lines, including stringing and picking up 
thereof, with exceptions; and (3) other heavy machinery and 
other heavy or cumbersome commodities which, because of size 
or weight require the use of special equipment, and parts there- 
of, between points in Tex. and between points in La., over 
irregular routes. 

New York (Newburgh) — MC 2132, Sub. 14, Newburgh 
Transfer, Inc. Denial of certificate proposed. General com- 
modities, with exceptions, between Newburgh and points in 
N. Y. within 25 miles thereof, on the one hand, and, on the 
other, Boston, Mass. and points in Mass. within 40 miles of 
Boston, over regular routes. 

Wisconsin (Darlington)—-MC 106571, H. A. White, Glenn 
H. White and Gerald J. White. Certificate proposed. Livestock 
from specified Wis. points to Dubuque, Ia., over irregular 
routes, through Ill. when necessary for operating convenience, 
with no transportation for compensation on return. 

Massachusetts (Fall River)—-MC 106616, David A. Mc- 
Carthy. Denial of certificate proposed. Passengers and their 
baggage, and mail and newspapers in the same vehicle with 
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passengers, between Newport, R. I. and New Bedford, Mass., 
over a specified route. 

New York (New York)—MC 106593, Schloss Trucking Cor- 
poration. Certificate proposed. Dressed poultry from Boroughs 
of Manhattan and Bronx, New York, N. Y., to points in N. J., 
N. Y., and Conn., within 50 miles of Columbus Circle, New 
York City, over irregular routes. 

New York (Lockport)—-MC 106517, Lockport Bus Lines, 
Inc. Certificate proposed. Passengers and their baggage, and 
express, mail and newspapers in the same vehicle with pas- 
sengers, between Lockport, N. Y. and Niagara Falls, N. Y., 
over a described regular route and return over the same route 
with service at all intermediate points. 

Pennsylvania (East Mauch Chunk)—MC 106494, Leo S. 
Bechtold. Permit proposed. Coal from points in two Pa. coun- 
ties to Phillipsburg, N. J., over irregular routes, with no trans- 
portation for compensation on return. 

Maryland (Baltimore)—MC 106481, Frank A. Barczak. 
Denial of certificate for want of prosecution proposed. House- 
hold goods between Baltimore and points with 20 miles thereof, 
on the one hand, and, on the other, points in Del., Md., N. J., 
N. Y., Pa., Va., W. Va., and the District of Columbia, over 
irregular routes. 

Maine (Portland)—-MC 106460, Lorne S. Ellis and Law- 
rence W. Ellis. Certificate proposed. Household goods between 
Portland and points within 10 miles of Portland, on the one 
hand, and, on the other, points in N. H., Mass., and R. L., over 
irregular routes. 

New Jersey (Bridgeton)—-MC 106443, Clarence Harker. 
Certificate proposed. Fertilizer, in bulk, from Philadelphia, Pa. 
to points in Cumberland county, N. J., with no transportation 
for compensation on return, except as otherwise authorized. 

New Jersey (Butler)—MC 106437, Walter Van Orden. 
Permit proposed. Over irregular routes, pattern tissue paper 
from Butler to New York, N. Y. and Greenwich, Conn., and 
waste tissue paper from New York to Butler, and rejected 
shipments on return. 

Michigan (Grosse Pointe) MC 106393, Chester James 
Sampson. Certificate proposed. Over irregular routes, pas- 
sengers and their baggage, in special operation consisting of 
round-trip tours, beginning and ending at Detroit, Mich. and 
points within 25 miles of City Hall, Detroit, and extending to 
all points in all states and the District of Columbia, with no 
pickup or discharge of passengers and their baggage at any 
point not within the described base territory. 

New Jersey (Port Norris)—-MC 106257, Leslie T. Dagastine 
and Louis P. Dagastine. Certificate proposed. (1) Fertilizer and 
fertilizer materials, in bulk, from Philadelphia and points in 
Pa. within 10 miles of Philadelphia, to Bridgeton, N. J.; (2) 
agricultural commodities (a) between points in Cumberland 
county, N. J., on the one hand, and, on the other, specified 
points in Va., Md., Pa., N. Y., Conn., R. I., Mass., Me., and the 
District of Columbia; (b) from Rochester, N. Y., and points 
within 20 miles of Rochester, to Philadelphia; (3) cranberries 
from points in two Mass. counties to Philadelphia and points 
in Cumberland county, N. J.; and (4) oysters and clams (a) 
from Port Norris and Maurice River, N. J., to specified Pa. 
and N. Y. points; and (b) from Sayville and Greenport, N. Y., 
to Port Norris and Maurice River, N. J., and rejected shipments 
on return, over irregular routes. 


Nebraska (Cozad)—MC 86655, Sub. 10, Ray Howerter. 
Certificate proposed. Over irregular routes, petroleum and pe- 
troleum products, in bulk, in tank trucks, (a) from Council 
Bluffs, Ia., and points in Ia. within 10 miles thereof and (b) 
from all refining and distributing points in Kan. to points in 
23 Neb. counties, with return of rejected shipments. 


INinois (Waukegan)—MC 82330, Sub. 9, Hollis S. Austin. 
Certificate proposed. (1) Ingredients used in the manufacture 
of feed, animal, poultry and pigeon, from points in a described 
Ill. area to Burlington, Wis., over irregular routes; (2) equip- 
ment, materials, and supplies used by, or useful to, companies 
engaged in the canning and preserving of foodstuffs, from points 
in Ill. to Sussex, Eden, and Oakfield, Wis., over irregular 
routes; (3) brick and clay products from points in a described 
Ill. area to points in three Wis. counties, over irregular routes; 
and (4) wire, wire fencing, and other iron and steel articles, 
from Waukegan and North Chicago, IIl., to all points in a de- 
scribed Wis. area, over irregular routes. 

New York (New York)—MC 66562, Sub. 729, Railway Ex- 
press Agency. Certificate proposed. General commodities mov- 
Ing in express service between St. Louis, Mo., and Kirkwood, 
Mo., over a described regular route and return, serving the 
intermediate or off-route point of Webster Groves, Mo., subject 
to conditions, including one that the service would be limited 
to that which was auxiliary to, or supplemental of, air express 
service. 

Illinois (Chicago)—-MC 64932; Sub. 9, Rogers Cartage Co. 
Certificate proposed. Alcohol, distilled spirits, and alcoholic 
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beverage liquors, in bulk, in tank trucks, between points in IIL, 
Wis.; Mich., Ind., O., Ky., Ia., Mo., and Kan., over irregular 
routes. 

New York (Nyack)—MC 64930, Sub. 6, Clement De Si- 
mone. Denial of certificate proposed. Household goods between 
points in Conn., Del., Md., Mass., N. J., N. Y., Pa., and R. L, 
and Washington, D. C. 

Massachusetts (Springfield) —-MC 61016, Sub. 5, Peter Pick- 
nelly. Certificate proposed. Passengers and their baggage in 
seasonal operations, serving specified Mass. points as interme- 
diate points in connection with applicant’s presently authorized 
seasonal operations between Springfield and Rockingham Park, 
Salem, N. H., over a described route. 

Texas (Dallas)—-MC 59680, Sub. 57, Strickland Transpor- 
tation Co., Inc. Certificate proposed. General commodities, 
with exceptions, between Wichita Falls and Sheppard Field, 
Tex., over a described route, serving no intermediate points, 
and between Wichita Falls and Wichita Falls Airport, Tex., 
over a described route, serving no intermediate points. 

Michigan (Detroit)—-MC 49368, Sub. 66, Complete Auto 
Transit, Inc. Permit proposed. Automobiles, automobile chas- 
sis, automobile bodies, and unfinished automobiles and parts 
thereof, and automobile show paraphernalia, in truckaway serv- 
ice, in initial movements, from Doraville, Ga., to all points in 
Ala., Fla., Miss., N. C., S. C., and Tenn., and those in La. east 
of the Mississippi River, over irregular routes. 

Nebraska (Lincoln)—-MC 50028, Sub. 8, embracing also 
MC 105413, Sub. 4, Jacon Neiderhaus, Inc. Certificate denied 
on finding proposed operations those of common carrier. Pe- 
troleum and petroleum products, in bulk, in tank trucks, from 
Carter Lake, Ia., and Omaha, Neb., and points in Neb. within 
10 miles of Omaha, to points in a described area of Ia., with 
return of rejected shipments. Dual operations found non- 
consistent. 

Nebraska (Omaha)—MC 70451, Sub. 45, Watson Bros. 
Transportation Co., Inc. Certificate proposed. Over irregular 
routes, general commodities, with exceptions, serving the United 
States ordnance plant, near Wahoo, Neb., as an off-route point 
in connection with otherwise authorized regular-route opera- 
tions. 


Nevada (Reno)—-MC 106170, William Spaletta, common 
carrier. Certificate proposed. Passengers and their baggage, in 
special or charter operations, consisting of round-trip sight- 
seeing or pleasure tours beginning®and ending at points in 
Washoe County, Nev., and extending to other points in Washoe, 
points in Storey, Ormsby, Douglas Clark and White Pine 
Counties, Nev., and points in Eldorado, Nevada, Mono, Lassen, 
Plumas, Inyo, Placer Alpine and Sierra Counties, Calif., over 
irregular routes. 


California (Vernon)—MC 75812, Sub. 43, Lang Transporta- 
tion Corporation. Certificate proposed. Petroleum and petro- 
leum products, in bulk, in tank trucks, from points within 5 
miles of Sacramento, Calif., except Sacramento and West Sacra- 
mento, to points in Nev., over irregular routes, and rejected or 
returned shipments on return. 

Virginia (Richmond)—MC 75267, James Harwood Cochrane. 
Certificate proposed. General commodities, with exceptions. 
serving Army Service Forces depot located at or near Bellbluff, 
Va., as an intermediate point in connection with regular-route 
operations authorized. 


West Virginia (Bluefield) —-MC 70268, Sub. 2, Paris F. and 
Virginia B. Wallace. Denial of certificate proposed. Household 
goods, between specified Counties in Va. and W. Va., on the 
one hand, and, on the other, points in specified eastern states. 

Texas (Dallas)—-MC 59680, Sub. 56, Strickland Transporta- 
tion Co. Certificate proposed. General commodities, with ex- 
ceptions, between Amarillo, Tex., and Pan Tex Ordnance Plant, 
Tex. Over U. S. Highway 60, serving no intermediate points; 
between Amarillo and U. S. Army Air Corps Technical School, 
Tex., over a specified route, serving no intermediate points; 
between Amarillo and English Field Airport, Tex., over a 
specified route, serving no intermediate points. 


Texas (Dallas)—-MC 59680, Sub. 55, Strickland Transporta- 
tion Co. Certificate proposed. General commodities, with ex- 
ceptions, between Vernon, Tex., and Victor Field, Tex., over a 
specified regular route, serving no intermediate points. 

Texas (Dallas)—-MC 59680, Sub. 54, Strickland Transporta- 
tion Co. Certificate proposed. General commodities, with ex- 
ceptions, over specified regular routes (1) between San Antonio, 
Tex., and Randolph Air Field, Tex., (2) between San Antonio and 
erg Bullis, Tex.; (3) between San Antonio and Camp Stan- 
ey, Tex. 

Alabama (Mobile)—-MC 59523, Sub. 22, Abb’s Transfer & 
Service Co., Inc. Denial of certificate proposed. General com- 
modities, with exceptions, from Mobile to New Orleans, La., 
and return, serving all intermediate points; and general com- 
modities, moving on government bills of lading only, between 
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Brookley Field, Mobile, Ala., Tyndall Field, Panama City, Fla., 
and Elgin Field, Fla., over irregular routes. 


New Jersey (Boonton)—-MC 34975, Floyd W. Tredway, 
common carrier. Certificate proposed. Continuance in opera- 
tion, general commodities, with exceptions, (a) between points 
in a specified area of Bergen County, Hudson County, Morris 
County, a described portion of Passaic County and of Somerset 
County; (b) between Montvale, N. J., and all points in (a); 
and (c) between New York, N. Y., and all points in (a) and (b). 


Michigan (Detroit)—-Transamerican Freight Lines, Inc. Cer- 
tificate proposed. General commodities, with exceptions, between 
junction of U. S. Highways 30 and 35 near Hamlet, Ind., and 
Kingsburg, Ind., over U. S. Highway 35, serving the off-route 
point of Union Center, Ind.; between North Vernon, Ind., and 
site of Madison Proving Grounds near Madison, Ind., over a 
specified route; between junction of U. S. Highway 50 and Ind. 
Highway 45, and the Burns City Ammunition Depot near Burns 
City, Ind., over a specified route without service at intermediate 
point on any of the aforementioned routes; and also serving 
the site of the Stout Field Airport, Ind., as on off-route point 
in connection with regular-route operation between Indianapolis, 
Ind., and St. Louis, Mo. 


Mississippi (Laurel)—-MC 3009, Sub. 6, M. W. and H. E. 
West. Certificate proposed. General commodities, with excep- 
tions, between Gulfport, Miss., and Mobile, Ala., over U. S. 
Highway 90, serving intermediate points of Kessler Army Air 
Field, Biloxi, Ocean Springs, Fontainebleau, Gautier, Pasca- 
goula, Moss Point, and Kreole, Miss. 


Michigan (Dearborn)—-MC 2484, Sub. 14, E. & L. Transport 
Co. Certificate proposed. (1) ‘New automobiles, and new 
trucks, bodies, cabs, chassis, and parts thereof when ac- 
companying the vehicle for which intended, in initial move- 
ments, by the truckaway and driveaway methods, from places 
of manufacture and assembly in Wayne County, Mich., to 
points in Ky.; (2) same commodities in secondary movements, 
from Cincinnati, O., to points in Ky., and (3) damaged or 
rejected shipments from points in Ky. to Cincinnati and points 
in Wayne County, Mich. 


New York (Killian)—-MC 2198, Sub. 3, Paul G. Killian. 
Certificate proposed. Household goods, between points in Sulli- 
van County, N. Y., on the one hand, and, on the other, New 
York, N. Y., and points in Nassau and Suffolk Counties, N. Y. 
over irregular routes through N. J. for operating convenience. 


Nebraska (Chester)—-MC 1641, Sub. 12, Ray Peake. Certifi- 
cate proposed. Petroleum and petroleum products, in bulk, in 
tank trucks, (1) (a) from Council Bluffs, Ia., and points in Ia. 
within 10 miles thereof, and (b) from refining and distributing 
points in Kan. to points in a described part of Neb.; and (2) 
from Carter Lake, Ia., to point in Ia. within 75 miles of Council 
Bluffs, with return of rejected shipments. 


Ohio (Cleveland)—-MC 1502, Sub. 60, Pennsylvania Grey- 
hound Lines, Inc. Certificate proposed. Passengers and their 
baggage, and newspapers, express and mail, between junction 
of U. S. Highway 31 and Ind., Highway 252 near Amity, Ind., 
and Camp Atterbury, Ind., over specified regular route, without 
service at intermediate points. 


Demurrage on Reefers Changed 
by Service Order 


By amendment No. 5 to fourth revised service order No. 
180, Demurrage on Refrigerator Cars, the Commission, di- 
vision 3, has substituted the following paragraph (a) for para- 
graph (a) of the fourth revised order (see Traffic World, 
April 6, p. 1039): 


Demurrage charges on refrigerator cars. (a) (1) After the expira- 
tion of the free time lawfully provided by tariffs (subject to modifica- 
tion by service orders), on a refrigerator car held for orders, bill of 
lading, payment of freight charges, reconsignment, diversion, reship- 
ment, inspection, forwarding directions, loading or unloading, the de- 
murrage charges shown in paragraphs (a) (2) of this order shall be 
applicable in lieu of tariff charges. 

(a) (2) Demurrage charges shall be $2.20 per car per day or a 
fraction thereof for the first two (2) days; $5.50 per car per day or 
a fraction thereof for the third day; $11.00 per car per day or a fraction 
thereof for the fourth day; $22.00 per car per day or a fraction thereof 
for the fifth day; and $44.00 per car per day or a fraction thereof for 
each succeeding day. 


The amendment is effective at 7 a. m., July 1, and its pro- | 
visions “shall apply only to cars on which the free time expires 
on or after the effective date hereof.” By amendment No. 3 
the Commission had established effective April 3 charges of 
$2.20 a day for the first two days, $5.50 for the third and fourth 
days, and $11 for each succeeding day. 
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No. 29560, Sweet’s Steel Co., Williamsport, Pa., vs. Pennsylvania Rail- 
road et al. 

Alleges rates on new steel bars, carloads, Williamsport, Pa., to 
Los Angeles Harbor, Calif., for export, December 16, 17, and 18, 
1942, in violation of sections 2 and 3. Asks reparation. (E. L. 
Woolever, 343 Grampian Blvd., Williamsport 12, Pa.) 

MC C-544, Increases—Middle Atlantic—Central Territories. 

Investigation by the Commission, division 2, on its own motion, 
concerning the reasonableness and lawfulness otherwise of increased 
rates on shipments weighing less than 5,000 pounds applicable 
generally between points in Official Territory, and the rules, regula- 
tions and practices affecting such rates and charges, applicable to 
the transportation of various commodities, maintained in supple- 
ment No. 44 to tariff MF-I. C. C. No. 1 of Continental Transportation 
Lines, Inc. To be assigned for hearing. 

MC C-527, Second Supplemental Order, New England—1946 Increased 
Rates. 

By the Commission, division 2, on its own motion. Hearing ordered 
into and concerning the reasonableness and lawfulness otherwise 
of the increased rates and charges, and rules, regulations and 
practices affecting such rates and charges, applicable to the trans- 
portation of shipments of various commodities from and to points 
in New England, also between certain areas in N. J. and N. Y. 
and points in New England, as proposed in tariffs of Boston & 
Taunton Transportation Co.; C. Bowen, Inc.; Cole Teaming Co.; 
Joseph L. Coyle, dba J. Coyle; Crowe & Co., Inc.; Melanethon T. 
Allen, dba D. W. Transportation Co.; William H. Driscoll and 
Anna T. Driscoll, dba J. C. Driscoll Transportation; Paul Goldner 
and Merwin Milton Goldner, dba Goldner Trucking Co.; Kimball’s 
Motor Dispatch, Inc.; John F.-.Partelo, dba L. & L. Transportation 
Co.; M. & M. Transportation Co.; McGary Transportation Co., Inc.; 
P. B. Mutrie Motor Transportation, Inc.; Louis Alfred Porto, Frank 
M. Porto, George John Porto and John J. Porto, dba T. Porto & 
Sons; Milton J. Zabarsky and Harry D. Zabarsky, dba St. Johns- 
bury Trucking Co.; United Trucking Co., Inc.; and H. P. Welch Co. 
Time and place of hearing to be fixed. 

MC C-528, Fourth Supplemental Order, Increased Rates—Middle At- 
lantic States. 

By the Commission, division 2, on its own motion. Hearing 
ordered into and concerning the reasonableness -and lawfulness 
otherwise of the increased rates and charges, and the rules, regula- 
tions and practices affecting such rates and charges, applicable to 
the transportation of shipments of various commodities, applying 
generally within Middle Atlantic States Territory, and between that 
territory and New England Territory, as proposed in tariffs of 
A. B. & C. Motor Transportation; Joseph L. Coyle, dba J. Coyle; 
John F. Griffin and William E. McNamara, dba Imperial Freight 
Lines; Stone’s Express, Inc.; and Wilson Transportation Co., Inc. 
Time and place of hearing to be fixed. 

No. 29561, Albers Milling Co., Seattle, Wash., et al., vs. Milwaukee, 
et al. 

Allege failure of railroads to grant same transit privileges on 
interstate shipments of grain and grain products and other com- 
modities at Seattle as applicable generally within the Pacific north- 
west in violation of sections 1, 2, 3, 6, and 13. Ask cease and desist 
order, rules, and rates. (D. H. Marken, 111 W. Massachusetts St., 
Seattle, Wash., and C. S. Connolly, 453 W. 2d St., Oconomowoc, 
Wis.) 

No. 29562, Charles R. McCormick, Jr., dba McCormick Piling & Lumber 
Co., Portland, Ore., vs. Southern Pacific. 

Alleges charges for detention of cars at Molalla, Ore., in the 
period from March 1, 1944, to January 31, 1945, involving 439 cars, 
arising from the fact that defendant sent an inspector only twice 
a week, resulting in delay in inspection after cars were loaded, in 
violation of section 1. Asks cease and desist order, determination 
of issue of unreasonableness for past and future, and waivure of 
claimed undercharges. (William C. McCulloch, 1016 Spalding Bldg., 
Portland 4, Ore.) 

No. 29563, Cliff Rhodes, dba Rhodes Mercantile, Roy, N. M., vs. South- 
ern Pacific. 

Rate on six carloads of wheat, from Roy to California points, 
shipped July 28, July 29, August 4 and August 8, 1944, in violation 
of Section 1. Asks cease and desist order, rates, and reparation of 
$650. (R. L. Ellis, 210 U. S. National Bank Bldg., Denver 2, Colo.) 

No. 29564, R. C. Williams & Co., Inc., New York, N. Y., vs. N. Y. C., 

et al. 

Rates on canned fruits and vegetables, from points in southern 
states to New York, N. Y., in the period of two years prior to date 
of complaint, in violation of sections 1, 2, and 3. Asks cease and 
desist order, rates, and reparation of $5,000. (L. V. Brandt, 1811 S. 
Prairie Ave., Chicago 16, Ill.) 

No. 29536, Sub. 1, Burlington Shippers’ Association, Inc., Burlington, 

Ta., et al., vs. Alton, et al, 

Rates on canned pineapple, other than frozen, and pineapple Juice 
(unfermented), from points of origin provided in item No. 840, 
Agent Kipp’s tariff No. 30-G, I. C. C. No. 1520, to all points in Iowa, 
Illinois, and Milwaukee, Wis., in violation of sections 1 and 3. Ask 
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cease and desist order, and rate. 
Burlington, Ia.) 

No. 29565, Archer-Daniels-Midland Co., Minneapolis, Minn., vs. Santa 
Fe Railway et al. 

Alleges rate on processed clay, Jackson, Miss., to Los Angeles, 
Calif., carloads, after May 21, 1944, in violation of sections 1 and 6. 
Asks cease and desist order, rates, and reparation. (J. F. Adams 
and G. R. Watson, Archer-Daniels-Midland Co., 600 Roanoke Build- 
ing, Minneapolis, Minn.) 

No. 29566, C. H. Dudley, Jr., dba Dudley Lumber & Mfg. Co., Richland, 
Ga., vs. Seaboard Air Line et al. 

Alleges rates on 17 carloads of wooden ammunition or shell ship- 
ping boxes, Richland to Elgin and West Chicago, Ill., between 
February 22, 1945, and July 6, 1945, in violation of section 1. Asks 
cease and desist order and reparation. (E. DeL. Wood, Chatta- 
nooga, Tenn.) 

No. 29567, Fyr-Fyter Co., Dayton, O., vs. New Haven Railroad et al. 

Alleges rates on two carloads of brass fire-extinguisher shells, 
Bridgeport, Conn., to Dayton, in violation of sections 1 and 6. Asks 


(F. L. Partridge, 210 N. 4th St., 


reparation. (Abner Pollack, 1126 Westchester Ave., New York, 
N.Y 

MC C-538, second supplemental. Increased Rates—To, From and Within 
the South. 


Hearing ordered on additional tariffs of. Central and Southern 
Motor Freight Tariff Association, Central States Motor Freight 
Bureau, and Southern Motor Carriers Rate Conference, agents, in- 
creasing rates on shipments weighing less than 5,000 pounds between 
points in Southern Territory and points in Central Territory. 


Low Feed Grain Rates in West 
Continued to January 1 


Lower rates on feeding grains in Western Trunk-Line Ter- 
ritory will continue in effect until January 1, 1947, under special 
permission No. 29576, issued by the Commission, Commissioner 
Aitchison, on application of Agent Kipp, made on his own be- 
half and on behalf of carriers and agents in that territory. 

He was granted permission to extend the presently effec- 
tive, lower-than-normal, motor-compelled rates from June 30, 
when they would have expired and the normal rates, under sus- 
pension in I. and S. 5350, would have taken their place. 

Permission was also accorded all carriers other than those 
involved in the suspension case to extend their schedules to 
December 31 in lieu of present extension to June 30, and to 
extend the time limit for q@utbound shipments of feeding grains 
from transit stations for account of all carriers from June 30 
to and including December 31. The extensions are to be made 
effective June 30 on not less than one day’s notice. 

The suspended schedules proposed to increase the rates 
on barley, corn, oats, and certain of their products, in carloads, 
between various points in Western Trunk-Line Territory. They 
were first suspended from June 30, 1945, to January 30, 1946, 
on protest of the Office of Price Administration and western 
grain interests. The lower rates, which the normal rates would 
have replaced, were compelled by the competition of itinerant 
merchants. At the time of the suspension of the schedules in 
I. and S. 5350, some of the railroads had indicated they would 
take independent action to maintain the lower rates beyond 
June 30, 1945. 

The situation arose when the Commission, in I. and S. No. 
5236, Feeding Grain in Western Trunk Line Territory, ordered 
suspended schedules, proposing to cancel emergency rates on 
coarse grains, used only for feeding purposes, first established 
June 1, 1941, to expire June 1, 1942. Those rates, according 
to the Commission, had been established to meet an alleged 
emergency said to have brought about by competition with 
itinerant or merchant truckers, aggravated by drought condi- 
tions in states west of the Missouri River. The emergency rates 
were continued in effect from time to time, with the last ex- 
piration date named as June 30, 1945 (see Traffic World, 
June 23, 1945, p. 1657). 


GRAIN LOADING PRIORITY ORDER VACATED 

The Commission, division 3, by service order No. 531-A, 
effective at 12:01 a. m., June 21, has set aside service order 
No. 531, Grain Priority from Country Elevators to Terminal 
Elevators. The service order had required 10 railroads to give 
priority to car orders for loading grain to the extent of daily 
loading ability of shipper or consignor at country elevators, 
destined to named terminal and sampling points (see Traffic 
World, June 22). 


GRAIN CAR SUPPLY TIGHT 


Demand for cars for loading of grain in the harvesting 
states was extremely heavy and to meet the situation the car 
service division of the Association of American Railroads had 
directed the return of 1,100 cars daily to western roads for 
loading, it was said June 27. 

Many pleas for cars were being received from the grain 
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loading areas, it was said. There was plenty of grain terminal 
capacity and many shipments of grain were moving to Gulf 
ports for export. Country elevators were becoming blocked, 
though this was regarded as a normal development in the 
grain harvesting season. 


CAR UNLOADING ORDERS 

By service order No. 536, Commodities at Minneapolis, 
Minn., on Nor. Pac. Ry., be Unloaded, the Commission, divi- 
sion 3, has directed the Northern Pacific to unload six cars 
containing various commodities on hand at Minneapolis, con- 
signed to the Carr Cullen Co. 

The Commission, division 3, by service order No. 537, com- 
modities at Poughkeepsie, N. Y., be unloaded, has directed the 
New Haven Railroad to unload 14 cars containing various com- 
modities at Poughkeepsie, for delivery to Schatz Manufacturing 
Co. or Federal Bearing Co. 

By service order No. 538 the Commission, division 3, has 
ordered the Minnesota Transfer Railway Co. to unload three 
cars containing airplanes, now on hand at St. Paul, Minn., 
consigned to the Transcontinental Air Express Co. The order 
will expire on notice to the director of the Commission’s Bureau 
of Service when, where, and by whom the unloading was per- 
formed. 


Johnson Asks 10 More Months for 
O.D.T., Sees Hard Job Ahead 


War transport agency director, in testimony before 
House appropriations committee, points to need for — 
continuance of controls in view of box car shortages, 
increasing. export movements, and “backlog” result- 
ing from strikes: supports Budget request for $525,000 
to continue O. D. T. operations in next fiscal year: 
urges provision for expansion of I. C. C. Bureau of 
Service staff of field agents, but avers few O. D. T. 
functions can be turned over to Commission 


“We are going to find a more difficult transportation situa- 
tion this winter than we ever had on any one day of the war,” 
said Director Johnson, of the Office of Defense Transportation, 
in testimony before the deficiency subcommittee of the House 
appropriations committee in which he supported a Budget 
Bureau request for $525,000 to continue operations of the 
O. D. T. in the fiscal year ending June 30, 1947. His testimony 
appeared in printed hearings on the third deficiency appropria- 
tion bill for 1946. 


Director Johnson said he believed that provision should be 
made to extend the O. D. T. “with all its powers” for at least ten 
months beyond June 30, 1946, and that there should also be 
provided additional personnel in the Commission’s Bureau of 
Service “to enforce controls of the O. D. T. and I. C. C. car 
service orders.” 


Government Operation Costs 


As Director Johnson began his testimony, Chairman Cannon, 
of the appropriations committee, noted that the O. D. T. appro- 
priation for the current fiscal year originally had been $7,350,- 
000; that $3,075,000 of that amount had been rescinded, with the 
cessation .of hostilities, and that subsequently the O. D. T. had 
received $159,000 in the urgent deficiencies appropriation bill. 
He brought out, in questioning of the witness, that the O. D. T. 
had used about $1,250,000 out of the President’s emergency fund 
in connection with “certain take-overs”—truck lines in western 
states and in Chicago; tugboats in New York harbor, which 
Director Johnson said, “really cost us some money;” and, re- 
cently, the railroads of the country. Director Johnson testified 
before the committee on June 3, at which time the railroad 
strike had been settled, while the threat of a nation-wide mari- 
time strike impended. The committee was told that the O. D. T. 
had not yet computed its expenditures in connection with the 
railroad strike, but that it had $250,000 from the President’s 
emergency fund for its activities relating to the take-over of the 
railroads at the time of the strike. 


Moving Essentials in Strike Period 


“We had enough transportation corralled (at the time of 
the railroad strike) that we would have carried essentials only 
of the United States indefinitely,’ said Director Johnson. “If 
the railroad strike had lasted a month we still would have been 
carrying the essential business on motors and the inland and 
coastal waterways. ... Mr. Ramspeck . . . was my director of 
air transport. . . . We had ten times as much transportation 
as they were calling for.” 
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After stating that movements of coal, ore and grain on the 
Great Lakes might be jeopardized by a strike of tugboat em- 
ployes and would require continued attention of the O. D. T. 
waterway transport department “to insure that these important 
movements continue at capacity in both the 1946 and 1947 
periods of navigation,” Director Johnscn said that substantial 
all-rail movements of those commodities after navigation closed 
might be necessary to make up shortages. Coastwise move- 
ments of coal to New England also would require careful atten- 
tion of the O. D. T. he said. 

He observed that there were now serious shortages in supply 
of steel, lumber and other materials for maintenance and for 
new equipment for all transportation agencies, and that the 
O. D. T. was the claimant agency before the Civilian Production 
Administration for such materials for the transport agencies. 
It was important that this function of the O. D. T. be continued 
‘if the transportation machine is to function reasonably well 
during the emergency,” he declared. 


Unwise to Terminate O. D. T. 


“All our plans had been made to terminate the O. D. T. on 
June 30, 1946,” he said. “In view of the serious emergency 
arising from the coal and railroad strikes and the possibility of 
further emergencies in waterway transport, I believé it would 
be unwise to do so... .” 

Of the $525,000 requested for the fiscal year ending June 
30, 1947, he said, $256,700 was for personal services and $268,300 
was for travel and other obligations, “including $193,000 to re- 
imburse the I. C. C. for compensation, travel and other expenses 
for additional forces in the Bureau of Service not provided in 
its 1947 budget.” 

“We are now about 70,000,000 tons of coal behind what we 
would have mined and delivered, a large part of it up the lakes 
by water this summer, had there been no coal strike,” Director 
Johnson said. ‘That will have to be done. next winter—not all 
of it, but a great deal of it—the long havi being by rail. We 
would have had, without that, a coal car shortage for coal de- 
liveries in the United States next winter. 

“We are now, after the railroad strike, 800,000 carloads, gen- 
eral carloads, short of what should have been delivered, and 
that has got to be made up.” 


Car Supply Situation 


; He stated that box car movements had shown an uptrend 
in the spring of this year, prior to the railroad strike, and had 
reached a total of 390,000 cars in the second week of May— 
“the highest since the beginning of the war.” 

“We cannot load 400,000 box cars a week under any cir- 
cumstances,” he asserted. “We only have about 700,000 box 
cars on the rails. .. . We can do about 350,000 or 360,000 for 
one week. If we have a 1,000,000 carload potential, we will 
have a potential or a demand for 435,000 box cars a week. ... 

“There are only 40,000 railcars on order, and those are six 
months late, 

_ “There is nothing this Congress can do to relieve the situa- 
tion so far as new cars are concerned. ... We can get no relief 
to speak of, in new cars or new equipment, until next year... .” 

Director Johnson said that two years ago the railroads had 
about 730,000 or 740,000 box cars, of which about 60 per cent 
_— “class A,” moving high grade freight—‘wheat, sugar, 
umber.” 


Now we have 700,000 box cars and only 30 
“class A,” he added. y esd cent are 


Refrigerator Car Situation 


2 Elaborating on a remark that the O. D. T. had discovered 
a “cure” for the refrigerator car situation, Director Johnson 
said that “the minute we commenced talking about putting 
refrigerator cars on a per diem basis we began hauling more 
loads in refrigerators than ever before.” 

“We are getting along all right in refrigerators, although 
we have to deny requests for moving Irish potatoes to alcohol 
markets in them now,” he said. “We are not letting some of 
them have ice. But we are getting along fairly well.” 

In a discussion of freight movements through the ports, 
Director Johnson said he thought that “the management of the 
ports in this war was one of the outstanding things of the war.” 

Two O. D. T. orders presently outstanding, requiring heavy 
loadings, he said, meant 190,000 cars—‘in other words, if we 
took those orders off, it burns up 190,000 cars.” 

Exports of general cargo, exclusive of grain, presently ap- 
proximated 75,000 cars a month, and this figure would increase 
considerably after extension of additional credit by the United 
States to Russia, Great Britain and France, he said. About 80 
per cent of the 75,000-car export movement was in box cars, he 
added. He said this called for constant control to prevent car 
detentions at the ports. 


Through existing O. D. T. general order 16-C, he said, car 
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detentions had been held to approximately five days a car, 
“which is five days less than the peacetime normal of ten days 
per car, or, roughly, a saving of approximately 312,000 car days 
a month.” He averred that with return of shipping to a com- 
mercial basis, strict regulation would be necessary to prevent 
unnecessary detention of railway equipment, particularly box 
cars, in export movements. He predicted that, with increased 
production and with cessation of strikes, exports would exceed 
100,000 cars a month, exclusive of grain and coal. 


Claims Against O. D. T. 


Asked why the O. D. T. planned to increase its present force 
of 68 persons to 75 in the next fiscal year, Director Johnson said 
that more men would be needed in the O. D.T. legal department 
to take care of claims. 

“There will be a lot of suits and accounts to take care of,” 
he said. “For instance, the T. P. & W. Railroad on which we 
made $7,500,000. We have got to have a staff out there that we 
are paying out of that money that we made. If we had liqui- 
dated (on June 30 this year) the Treasury was going to take 
it over, but we would not go to the Treasury or the I. C. C. 
with that, if we are staying. We will just keep that under the 
O. D. T. until we get through and then when we get through 
we could transfer that.” 

The ‘transportation situation as it would be from now on, 
Director Johnson said, would require “instant decision, from day 
to day, and many times a day.” He added: 

“T will not be able to go back on the Commission and do any 
Commission work with it. When I am in my office I cannot 
even attend a Commission conference without having to come 
out so repeatedly that I cannot give continuing attention to a 
Commission problem. It is going to take some one man to sit 
right there with all of these gentlemen you see around me.... 
This is a busy office.” 

Director Johnson explained that the $193,000 sought by the 
O. D. T. to reimburse the Commission for work by its Bureau 
of Service contemplated the employment by the I. C. C. of 43 
service agents in the field in the first quarter of the fiscal year 
beginning July 1. 

He said he had persuaded President Pelley, of the Associa- 
tion of American Railroads, to permit A. H. Gass, of the A. A. R,. 
to remain as director of the O. D. T. railway transport division 
after June 30. 

“You eventually contemplate turning over some of the 
remnants of the work to the I. C. C.?” asked Representative 
Wigglesworth, of Massachusetts. 


Wind Up Next April 


“T am sure that by next April we will have to turn a good 
many of the unfinished things over to the Treasury, the I. C. C., 
or Justice,” said Director Johnson. “We cannot close up all of 
the litigation that will come out from taking over of the trucks.” 

“You do not think it is practicable to turn that over now 
to the I, C. C.?” queried Mr. Wigglesworth. 

“No,” said Director Johnson. ‘‘We could turn that part over 
if there were not so many things else necessary for the O. D. T. 
to do. There are so many things that demand the continuation 
of the O. D. T. that it is better for us to attend to those until 
we find other necessity for our existence.” 


House Committee Report 


The House committee on appropriations, in its report on 
the deficiency bill, proposed no revision of the amount sought 
for the O. D. T. and made no comment about this item other 
than to note that it was recommending appropriation of the 
$525,000 requested for the O. D. T. In the bill it attached to 
the O. D. T. item a proviso, previously used in connection 
with appropriations for that agency, that “in operating any 
commercial railroad or truck line the Office of Defense Trans- 
portation shall pay whatever license or inspection fees and high- 
way use compensation taxes such lines would have been obli- 
gated to pay had they continued in operation under the control 
of the owners thereof.” 


Reefer Demurrage Charges on 
Calif. Belt R. R. Revised 


By amendment No. 5 to revised service order No. 188, Re- 
frigerator Car Demurrage on State Belt Railroad of California, 


revised the demurrage charges to be applied on refrigerator cars 
engaged in intraterminal transportation on the State Belt Rail- 
road of California—(see Traffic World, April 6, p. 1039). 

Pertinent provisions of amendment No. 5 to revised service 
order No. 188 follows: 

It is ordered, That: 

Revised Service Order No. 188, as amended, be, and it is hereby, 


effective at 7 a. m., July 1, the Commission, division 3, has 
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further amended by substituting the following paragraph (a) for para- 
graph (a) thereof: : 

(a) Demurrage charges to be applied on refrigerator cars engaged 
in intraterminal transportation. (1) The State Belt Railroad of Cali- 
fornia shall apply the demurrage charges shown in paragraph (a) (2) to 
any refrigerator car used for transporting any commodity to, from, 
or between industries, plants, or piers located at points or places named 
in Districts A and/or B as described in Item No. 15 of Tariff I.C.C. No. 
5 of the State Beit Railroad operated by the State of California. 

(2) After the expiration of forty-eight (48) hours’ free time after 
a refrigerator car is first placed for loading and until shipping instruc- 
tions covering such car are tendered to said carrier’s agent and/or after 
forty-eight (48) hours’ free time after a refrigerator car is first placed 
for unloading and until such car is unloaded and released, the demur- 
rage charges shall be $2.20 per car per day or fraction thereof for the 
first two (2) days, $5.50 per car per day or fraction thereof for the 
third day; $11 per car per day or fraction thereof for the fourth day; 
$22 per car per day or fraction thereof for the fifth day; and $44 per car 
per day or fraction thereof for each suceeding day. 

NOTE. After a refrigerator car is loaded and released for move- 
ment by the tender of shipping instructions to said carrier’s agent, if 
the car is not actually placed for unloading for any reason within-forty- 
eight (48) hours after such car is released for movement, but is held by 
the carrier short of place of delivery for unloading, such car will be 
considered as constructively placed at the expiration of the said forty- 
eight (48) hours and demurrage time shall be computed from the ex- 


piration of the said forty-eight (48) hours until said car is unloaded and 
released. 


Heavy Loading of Merchandise and 
Carload Freight to Continue 


Director Johnson, of Office of Defense Transportation, 
tells railroads some have failed to enforce present or- 
ders requiring heavy loading. O. D. T. orders 1 and 
18-A to be revised and issued as Commission orders, 
and Commission and O. D. T. personnel to be in- 
structed to watch for violations, which will be 
prosecuted 


Heavy loading of carload and merchandise freight, and 
prompt removal of cars from industries after release, must be 
continued in the face of car shortages that would become worse, 
Director Johnson has told two railroad associations. He said 
there had been pressure for rescinding I. C. C. and O. D. T. 
orders requiring heavier loading. 

However, he said, general orders O. D. T. 1, requiring load- 
ing of merchandise freight to 10 tons, and O. D. T. 18-A, re- 
quiring heavy loading of carload freight, would be revised to 
meet current conditions and issued as Commission orders. 

He said many railroads were not enforcing the present 
orders and that the Commission’s Bureau of Service and O. D. T. 
personnel would be instructed to give the matter their “vigilant 
attention,” and that he would recommend prosecution for vio- 
lation of the orders to be issued. 

Director Johnson’s letter, addressed to J. J. Pelley, presi- 
dent, Association of American Railroads, and J. M. Hood, 
president, American Short Line Railroad Association, follows: 


Shortly after hostilities ceased, recommendations were made and 
they have been continued that the orders requiring the heavier loading 
of cars, i.e., I. C. C. service order 68 and O. D. T. orders Nos. 1 and 
18-A be rescinded. The National Industrial Traffic League and various 
Shippers Advisory Boards have recently passed resolutions in favor of 
such action. On the other hand, numerous transportation people on 
bang I rely have pointed out the necessity of continuing those orders 
n effect. 

We have considered this matter very carefully, and I have reached 
the conclusion that, even with these orders remaining in force, the 
railroads will be unable to meet satisfactorily all the demands for cars. 
We now have severe car shortages, with a much worse situation ap- 
proaching, and, if those orders were removed without something to take 
their place, I think the situation would become chaotic. 

I have concluded that these heavier loading orders must be con- 
tinued but that O. D. T. orders Nos. 1 and 18-A should be rewritten to 
meet present conditions, which are considerably different now than 
when they were originally written, and should be issued as service 
orders by the Interstate Commerce Commission instead of the Office of 
Defense Transportation. 

One of the principal criticisms of these orders and their continuance 
is that many railroads themselves do not observe nor require the obser- 
vation of them but leave that entirely to the shippers. Some railroads 
require that the orders be observed, some shippers voluntarily observe 
them, and the whole situation leads to discrimination and favoritism. 
I intend, to the full extent of my ability, to require that in the future 
the railroads will be responsible for proper observation of the orders 
and will instruct the personnel of the Commission’s Bureau of Service 
and that of the O. D. T. to give this matter their vigilant attention. 
Further, I will recommend that any violation of these orders be pros- 
ecuted in accordance with the interstate commerce act. . 

I attach three charts which are self-explanatory with respect to the 
loading of less-than-carload merchandise. Present production and dis- 
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tribution methods are in part responsible for increased movements of 
such traffic, and this will be recognized in the rewriting of the orders 
affecting it. On the other hand, I am convinced beyond any question 
that-there are many significant and effective economies that the rail- 
roads themselves can make in the use of their cars carrying this mer- 
chandise. I do not believe at all that the railroads are using their best 
efforts to bring about economy in the use of such cars. I shall expect 
that they will pay proper attention to this matter and effect better 
operating practices and economies in the use of cars without regard to 
traffic motives. 

The car shortages with which we are now endeavoring to cope and 
which are certain to become worse will require even more drastic action 
and orders than at any previous time. You may expect that, unless 
the car situation eases and promptly, an order will be issued in sub- 
stance requiring railroads to remove all box cars made empty at indus- 
tries within twenty-four hours after they are released by the industry. 
The habit of holding cars for prospective loading beyond the ability of 
the shipper to load is pernicious and will be prevented by orders if 
that becomes necessary or advisable. 

I hope that you and your organization will give these matters your 
immediate and earnest consideration. The shipping public no longer has 
the patience and forbearance with insufficient railroad service that it 
had during the war. The railroads themselves more than anyone else 
have the solution of this matter in their hands. Every operating and 
traffic official of the railroads should be made to understand the neces- 
sity for car conservation and instructed that improved performance 
must absolutely be brought about. No other course will cope with the 
situation now confronting us. 

You may rely to the fullest extent on this office to continue -to 
cooperate with you in an effort to bring us out of our difficulties. 


The charts referred to by Director Johnson showed the 


average number of pounds per car loaded with 1. c. 1. freight; 
total tonnage of 


loaded with 1. c. 1. freight. 


The chart showing the number of pounds of 1. c. 1. freight 
per car indicated a decrease from about 20,500 pounds in Feb- 
ruary, 1943, to a little below 18,000 pounds in December of 
that year. It showed a slight increase in February, 1944, with 
a slight downward trend to the middle of the year, a slight 
rise in the fall, and a drop to 18,000 pounds at the end of the 
year, the entire year’s loadings remaining between 18,000 and 
19,000 pounds. For 1945, the chart showed a rise in February 
from a little more than 18,000 pounds to about 19,500 pounds, 
with the line dropping from there until the end of the year to 
a point just above 17,000 pounds. In 1946, a decline was shown 
for February, with a rise for March and April, the line being 
entirely in the middle section of the area between 17,000 and 
18,000 pounds. 

The second chart, total tonnage of 1. c. 1. freight, translates 
the pounds into tonnage. 


The third chart, number of cars loaded with 1. c. 1. freight, 
showed the top figure for 1943 as about 475,000; for 1944, three 
peaks at 500,000; for 1945, about 530,000. For 1946, February 
showed a drop from about 525,000 cars at the, beginning of the 
month to a little less than 500,000 cars at the end of the 
month, followed by a rise, at the end of April, to approxi- 
mately 560,000 cars. 


Cc. & 0.’.S NEW PASSENGER STATION 


The Chesapeake & Ohio Railway Co. has built and placed 
in operation a new passenger station at Prince, W. Va. The sta- 
tion, functional in design, marks a transitional stage in station 
development and establishes the probable pattern of the road’s 
future station construction, according to the company. Inno- 
vations include radiant. heating, scientific circulation and puri- 
fication of air, and ultraviolet lamps in lavatories as a protec- 
tion against bacteria. Glass-paneled walls open up vistas of 
the scenic New River Valley and environing hills. The Beckley 
Chamber of Commerce will sponsor a public dedication of the 
structure at ceremonies to be held June 26. 


CHANGES IN DOCKETS 


Hearing in Fourth Section Application 21922 assigned June 25. at 
Washington, D. C., was cancelled. 

Hearing in 29162, assigned for June 25 at New York, N. Y., was 
postponed. 

Hearing in 28857, assigned for June 27, at New Orleans, La., was 
eancelled and reassigned for July 30, at Washington, D. C., before 
Examiner Diamondson. 

Hearing in MC 61016, Sub. 6, assigned for June 26 at Springfield, 
Mass., was postponed to July 10, Springfield, Mass., Fed. Bldg., before 
Jt. Bd. 231. : 

Hearing in MC 13832, Sub. 37, assigned for June 25, at Washington, 
D. C., was postponed to a date to be fixed. 

Hearing in MC 37000, Sub. 1, assigned for June 26, at Omaha, 
Nebr., was cancelled. ; 

Hearing in MC 65639, Sub. 2, assigned for June 27, at Newark, 
N. J., was cancelled. 

Hearing in 29490 and Sub. 2, assigned for June 27, at Schenectady, 
N. Y., was postponed to a date to be fixed. 


1. c. 1. freight loaded; and number of cars - 
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Shippers, Boxmakers Oppose 
Rule 41 Changes at Chicago 


Consolidated Classification Committee hearing on 
rail proposals for stronger fibre boxes shows unani- 
mous opposition. Proposal termed “unfair, untimely, 
unworkable.” N.LT. League suggests that joint car- 
rier-shipper-manufacturer committee prepare a re- 
vised rule. Shippers and containers manufacturers 
ask carriers to withdraw proposal 


By N. C. HUDSON 


Unanimous opposition on the: part of shippers and container 
manufacturers to the changes proposed in Rule 41, governing 
specifications for fibreboard containers, was expressed at the 
Chicago hearing on the rule conducted by the Consolidated 
Classification Committee, June 26, at the Continental Hotel. In 
the committee’s three hearings on Rule 41—that on June 5 at 
Atlanta, Ga., on June 29 at New York City, and the latest in 
Chicago—only one shipper has come forward in support of the 
railroads’ proposals for stronger fibre boxes. 

Opposition to the proposed Rule 41 was many-sided, but 
among the reasons presented by opponents, the following pre- 
dominated: That the proposed revision was not submitted to. 
shippers or container manufacturers before being docketed; 
that the proposal is unfair; that it is untimely, because of the 
acute fibre situation and the continuance of government produc- 
tion and transportation controls; that it would cost the shippers 
many millions of dollars more annually than it would save the 
carriers in loss and damage claims; that the proposal does not 
strike at the basic reasons for the increase in such claims; that 
the proposal is not drawn scientifically; that it would result in 
an even more critical container shortage; that it would result 
in decreased revenue to the railroads; that it is unworkable; 
that it overlooks the factors of rough handling of freight by 
inexperienced railroad employes, and of poor rail equipment. 

Many speakers urged the committee to withdraw the pro- 
posal, and to meet with representatives of shippers and container 
manufacturers for the purpose of drafting a more satisfactory 
proposal. . 


G. H. Dumas, chairman of the Western Classification Com- 
mittee, presided. 


Committee’s Statement 


A. H. Greenly, of New York City, chairman of the Official 
Classification Committee, in an opening statement for the car- 
riers, said that “total amounts paid by class I railroads on claims 
for loss and damage have increased year by year since 1941 out 
of all proportion to increases in tonnage or revenue. In 1944, 
almost 50 per cent more was paid on claims than in 1943, while 
the increase in tonnage was less than 1 per cent and in revenue 
the increase was about 3 per cent. In 1945 claims paid were 
27 per cent more than in 1944, while tonnage was 4.5 per cent 
less and revenue 5.2 per cent less.” 

The statement has been made that most claims for loss and 
damage do not result from inadequate shipping containers but 
from faster trains, inefficient and rough handling and heavier 
loading, said Mr. Greenly, adding: 


Inefficient and rough handling have not been confined to railroads. 
There is no doubt they have contributed to increased damage but they 
were to a great extent unavoidable. War conditions caused them and 
it is probable that some of these conditions will continue after the 
war. . . . Surely faster trains, inefficient and rough handling and heavi- 
er loading have not increased from year to year in any such ratio as 
have claims. . . . Suggestions have been made that nothing be done 
until certain projects which have been inaugurated by shippers and 
manufacturers are completed. We are of the opinion that action should 
be delayed no longer. If information is developed by these projects 
which seems to justify changes in Rule 41, the committees will consider 
any changes which these projects indicate should be made... . 

Briefly, what we are proposing is this: The only test required at 
present is a bursting test to indicate minimum resistance of fibreboard 
in pounds per square inch. This is a very inadequate test and not 
sufficient to indicate the quality of a box, much of which depends upon 
fabrication either of the fibreboard itself or of the box. It is therefore 
proposed to include in Rule 41 a performance test which has never 
before been included. The standards which are proposed are based on 
laboratory tests on thousands of boxes used during years immediately 
preceding the war. It is also proposed to be much more specific in 
requirements for interior packing of glassware or articles in glass or 
fragile articles. . . . It is also proposed to reinstate closing or sealing 


provisions which were formerly in the rule. 

Mr. Greenly called attention to an error in the docket, the 
unintentional omission, on page 8, of the bursting tests for 
double-wall boxes. 

Position of N. |. T. L. 


On behalf of the National Industrial Traffic League, S. L. 
Felton, general traffic manager, Acme Steel Co., and chairman 
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of the league’s classification committee, submitted a brief state- 
ment. The league had sponsored regional meetings at Atlanta 
and New York City, the results of which had been communi- 
cated to the Consolidated Classifications Committee at the hear- 
ings in those cities, said Mr. Felton. A similar meeting of league 
members was held June 25 in Chicago. “All of these meetings 
were widely attended and represented manufacturers, processors 
and users of fibre containers. There is no doubt of one feature. 
All were vigorously opposed to the adoption of this rule,” stated 
Mr. Felton. 

The league believes that any revision or new draft of Rule 
41 should be “the result of a joint effort between the manufac- 
turers, the carriers and the users,” he stated, adding: 


Now the users are faced with the prospect of paying some $30,000,- 
000 more per year for fibre containers. . . . We insist that it is mani- 
festly unjust to saddle shippers with such a tremendous additional cost 
on the inconclusive record so far submitted. And wete we to admit 
that some revision of Rule 41 is necessary, of which we have not yet 
been convinced, we feel the present is most untimely because of the 
acute fibre situation. Box manufacturers inform us sufficient. contain- 
ers to meet the demand cannot be produced if this proposed rule is 
adopted. The shortage may not be filled by the use of wooden boxes 
because the demand for those already exceeds the supply. .. . Manu- 
facturers say they are not generally equipped to perform all the tests 
required by the proposed rule, and that they cannot procure the 
necessary machinery to so equip themselves. Certainly the shipper, 
generally, cannot perform these tests and yet he is the one upon whom 
the first penalty will fall. 


Mr. Felton said his committee approved the recommenda- 
tions made by Mr. Cooke at the New York hearing, June 19, 
“except that we wish recommendation (3) to read that, in the 
event that no improvement is experienced under present Rule 
41 to agree to the appointment of a joint carrier-shipper-manu- 
facturer committee to prepare and submit a revised rule for 
consideration of carriers and shippers.” 


Views for Box Manufacturers 


W. G. Glasskopf, representing the Midwest Box Manufac- 
turers Association, said that boxmakers in the area have reached 
the same conclusions as those in the south and east—opposition 
to-the docket in its entirety. 

“We don’t believe the proposed rule is based on factual 
determinations,” he said. Whereas the rule should be a mini- 
mum one, the proposal rule approaches a maximum one. 

Container manufacturers cannot operate on a practical basis 
with the controls proposed, and the policing of the proposed rule 
would present an impossible task. “It is an unnecessary and 
costly experiment to the shippers, the container manufacturers 
and the railroads,” he said. 

Other objections made by the speaker were that the rule, 
if adopted, would aggravate an already critical supply-demand 
situation; that the best technical talent from the container and 
shipper industries was not consulted; that the rule would not 
relieve the causes given for the proposal; and that no positive 
evidence had been presented that the present Rule 41 would 
not be satisfactory if given a chance to function under normal 
conditions. Mr. Glasskopf asked that the proposal be withdrawn 
immediately, and that the industry not be forced to spend any 
more time or money on opposing the rule. 


Fibre Box Association 


Meritt C. Thiem, in behalf of the Fibre Box Association, 
submitted a statement relating that meetings of the association 
have been held since June 11, and that the membership did not 
support the recommendations of its technical committee as sub- 
mitted at the June 19 hearing, in its approval of: (1):The pro- 
posed 26-pound minimum weight for corrugating medium, and 
(2) the elimination of the present allowable variation of 5 per 
cent in board weights. ‘“The majority of members voted that no 
change be made to present Rule 41 with respect to these two 
proposals,” said Mr. Thiem. 

Speaking for the Aluminum Goods Manufacturing Co., of 
Manitowoc, Wis., I. W. Whitaker, traffic manager, said that 
suppliers had informed him that if this rule goes in effect there 
will be a 20 per cent increase in the price of containers, and 20 
per cent fewer containers. He likened the carriers’ proposal to 
those issued by O. P. A. 

“We have refused 50,000 boxes in the past two months be- 
cause they didn’t come up to test,” said Mr. Whitaker. “We 
make every test we can. If the rule became effective, we would 
have to hire 15 experts just to test boxes. We can’t get wooden 
boxes. We ship aluminum products of all kinds. We want our 
products to carry safely, and we expect they will if the railroads 
handle the freight normally.” 


Glass Container Industry 


B. H. Taylor, traffic director of the Glass Container Manu- 
facturers Institute, stating he spoke for the manufacturers of 
about 95 per cent of the glass containers produced in the coun- 
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try, said that “the glass container industry is convinced it has 
more at stake in adequate packaging of glass containers and 
products contained in glass containers for transportation pur- 
poses than have the carriers,” adding: 


The only reason we have heard advanced by the proponents of this 
proposal is that loss and damage to carton packaged freight has, since 
1941, been unduly excessive, the chief cause being that fibre cartons 
have been and continue to be used which do not now and have not 
during the war years afforded sufficient protection to their contents 
while in the custody of the railroads. The lack of suitable interior 
packing materials and methods of packaging artcles in glass has 
also been mentioned as a contributing factor. 

In Mr. Greenly’s explanatory statement made at the hearings in 
Atlanta and New York, he stated that approximately 10,000 boxes had 
been tested for the classification committees and only about 10 per 
cent of them were found to be adequate as shipping containers in the 
opinion of these committees. To package articles in glass containers 
shipped in 1945, there were more than 1,000,000,000 fibre cartons used, 
and we think a test of only 10,000 boxes, regardless-of how thorough 
it might be, does not and could not develop such facts-as would permit 
a reasonable and sound determination that a bad claim picture of the 
railroads is due principally to the use of so-called sub-standard cartons. 


Mr. Taylor called attention to the report of the Freight 
Claim Division, Association of American Railroads, for the year 
1945, in which “there appears to be some evidence of responsi- 
bility of the carriers for the progressive increase in their freight 
loss and damage claim account. This statement shows that 
claim payments arising from unlocated damage to freight in 
packages increased 35.8 per cent in 1945 over 1944. It also 
shows the following percentage increases broken down to causes: 


Loss of entire package, 41.7 per cent; unlocated loss from bulk 
or packages, 34.8; train accidents, 29.4; defective equipment, 34,2; 


delay, 193.4; theft of entire package, 38.1; and theft, other than entire 
package, 35.6. 


The industry has for some months been conducting a two- 
phase carton performance program, said Mr. Taylor, one to 
develop standards based on performance which can be trans- 
lated into a suitable tariff rule, and the second, a long-range re- 
search program designed to develop improved packaging 
methods. The speaker suggested that a committee representing 
both purchasers and suppliers of transportation be set up to 
deal with the subject. 

Raymond Wells, chief packaging engineer of the Armstrong 
Cork Co., speaking on the proposed section 4 in the docket, 
dealing with compression tests, contended that such tests of 
empty cartons do not indicate what resistance would be offered 
by-a filled carton. “The contents and inner packing may be far 
more important than the compression test,” said he. 

J. L. Sprowls, assistant traffic manager of the Hazel-Atlas 
Glass Co., Wheeling, W. Va., said the proposed change in Rule 
41 was “utterly unfair, unnecessary and unworkable.” He said 
the carriers had made no allowance “for the fact that traffic 
tonnage has increased enormously, that the average weight of 
containers in a car has greatly increased, that cars have re- 
ceived far rougher handling, that the quality of corrugated 
boxes has greatly deteriorated, and that millions of second-hand 
boxes have been used,” adding: thes , 


It is quite apparent that these recommendations have not been 
based on a scientific study of the problem and that the committee has 
simply gone back to the types of cases designed 35 or 40 years ago 
and added additional paper on the theory that the more paper you 
have, the more protection you get. That theory was exploded long 
aye 
We estimate that the increase in paper tonnage (entailed by the 
proposal) would be approximately 45 per cent. We estimate that the 
increase in package cost for sizes from quarts down would be 35 per 
cent, and for sizes above quarts, 70 per cent. It is our considered 
opinion that the total increased cost to the glass container industry 
would amount to somewhere between $20-$30,000,000 yearly. 

We fully believe if paper were equal to pre-war quality and if cars 
were loaded to pre-war weights, the railroads would have fewer claims 
proportionate to traffic volume than was true five or six years ago. 

From hundreds of experiments which we have conducted we have 
learned that the secret of an adequate case lies not in the amount of 
paper that is used, but in using the right amount and the right type 
of paper at the proper place. We have learned that a case consuming 
less paper will often times give more protection than a case built 
according to old-time conceptions, which uses more paper. Our problem 
is to find the type of case which will offer the proper protection to 
the products packed in glass. We believe that such cases can be 
devised and that they will cost little, if any, more than cases that are 
being used today. 


Movie Is Presented 


Paul A. Parker, chief packaging engineer for the Anchor 
Hocking Glass Corporation, said that the glass container in- 
dustry was convinced that section 7 of the proposed rule, pre- 
senting rules for various methods of packing glassware and 
other fragile articles, had been written by persons with insuf- 
ficient knowledge of the glass industry. Of the 15 methods sug- 
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gested, only Nos. 7, 8 and 14 were at all practical, he said. The 
industry objects to paying for liners and pads when tests have 
shown these to be unnecessary, said he. 

Dr. Julian Toulouse, engineer for the Owens-Illinois Glass 
Co., then presented a technicolor movie which illustrated the 
contentions of the other representatives of the glass container 
industry, after which Mr. Taylor summarized for the industry, 
contending that the proposed rule would add $7,100,000 annually 
to the packing costs of the companies concerned. “In 1945, 
106,318,000 gross of glass containers were shipped,” he stated. 

First to testify in the afternoon session of the hearing was 
C. H. Carpenter, of the Kiekhefer Container Co., who said that 
the rules proposed in section 7 had been abused by some ship- 
pers. He suggested that methods 7 and 8 of section 7 be altered 
to contain specifications for solid fibreboard partitions. 


_Canners and Packers Testify 


V. D. Lovestrand, traffic manager, Minnesota Valley Can- 
ning Co., at LeSueur, Minn., and appearing also for the Min- 
nesota Valley Canning Association, said that his company, years 
ago, had established box specifications exceeding those con- 
tained in both the present and the proposed Rule 41. He asked 
the committee to abandon its proposed revision of the rule, 
stating that the rule would cost the canning industry $30,000,000 
annually, would reduce the available supply of fibre boxes by 
20 per cent, and would not substantially reduce loss and damage 
claims. ‘We won’t be seriously damaged by publication of the 
new rule, except that it willbe harder to obtain boxes,” said Mr. 
Loyestrand. 

In response to a question from Chairman Dumas, Mr. Love- 
strand said that the high specifications for boxes mentioned ap- 
plied only to the containers used by his own company. 


Joint Committee Suggested 


T. C. Burwell, vice-president, A. E. Staley Manufacturing 
Co., of Decatur, Ill., and a member of the executive committee 
of the N.I.T. League, said that while serving on the freight 
claim prevention committee of the Mid-West Shippers Advisory 
Board, he was responsible for the organization in-1937 of the 
“perfect shipping month” campaign. Continuing, he said: 


Realizing that the fibre board boxes which we are receiving today 
are of somewhat lower quality than those which we used during the 
pre-war years, I do believe that there is need for an ultimate improve- 
ment in quality of fibre board boxes. The extent of such an improve- 
ment will depend upon a number of factors on which we do not have 
complete and valid information and data at this time. Consequently, 
I consider the proposal as outlined in the special docket as being ill- 
advised, impracticable and untimely. .. . 

It is my suggesticn that the expiration date of the present rule 
(June 30, 1946) be extended at least until December 31, 1946, and that, 
in the meantime, the technicians and traffic men of industry, repre- 
senting the producers of fibreboard and fibre boxes, together with the 
users thereof, sit down with representatives of your committee for the 
purpose of creating a rule which will be satisfactory to all concerned. 


Mr. Burwell suggested that the shippers, the railroads and 
the consignees should engage in what might be termed “col- 
lective- bargaining.” 

The record of his company regarding heavy loading shows 
that in 1941 the average loading per car was 54,413 pounds, he 
said; in 1942, 61,414 pounds; 1943, 68,442 pounds; 1944, 67,299 
pounds; and in 1945, 7,371 pounds. 

In 1941 the Staley company paid to the Decatur railroads $5,470,- 
396.38. During that year we filed 585 claims -totaling $19,726.11 (0.4 per 
cent). In 1945 we paid the carriers $8,283,089.17 and filed 796 claims 
aggregating $41,629.53 (0.5 per cent). The average revenue paid the 
earriers, 1936 through 1945, was $5,536,839.96 and the average number 
of claims filed was 652, aggregatine $22.158.72 (0.45 ner cent) annually. 
The average claim amounted to $33.98. Our purchasing department 
advises that the additional cost of containers meeting proposed Rule 
41 specifications would penalize us annually from $150,000 to $200,000, 
whereas a break-down of our claims for the year 1945 indicates that 
claims filed on shipments moving in fibreboard boxes amount to 
$6,619.09 


J. P. Mitchell, Chicago, assistant traffic manager, Armour 
& Co., said that the proposed rule would cost his company 
$400,000 more annually, would result in a 15 per cent increase 
in the present cost of boxes. He asked the committee to with- 
draw the proposal. 
“Not Proper Solution” 


Earl B. Smith, general traffic manager, General Mills, Inc., 
Minneapolis, said that his company had a vital interest in rail- 
road transportation. If claim payments are excessive, some- 
thing must be done, said he, but it is not a one-sided proposi- 
tion, and the shippers must be concerned with their own wel- 
fare, too. He doubted if the proposed Rule 41 was the proper 
solution, and feared it would saddle users with specifications 
beyond the requirements of safe~ transportation. Mr. Smith 
presented to the committee six charts setting forth the present 
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packing used by his company for numerous commodities. He 
particularly challenged the proposed compression tests, and 
the lack of correlation between such tests and the Mullen tests. 
The proposed rule would cost General Mills from $251,108 to 
299,043 annually in additional costs, he said. 

Mr. Greenly commended Mr. Smith for his statement, but 
said that many of the inconsistencies suspected by the latter 
could have been explained by laboretories performing the test- 
ing of containers. 

Milk Processors 


E. S. DePass, director of traffic, Evaporated Milk Associa- 
tion, Chicago, stated that the industry processed 50,000,000 cases 
of evaporated milk in 1941, and 86,760,000 cases in 1945, that 
there had been a price increase on milk of 40 per cent, and sug- 
gested that such figures might account for some of the rise in 
loss and damage figures. 

The proposed rule would increase container costs by 20 per 
cent, and would cost the industry an additional $1,050,000 an- 
nually, he said, comparing that figure to annual damage claims 
of less than $250,000. 

“Wartime increases in damage claims are due more to 
rough handling of freight by inexperienced employes, and to 
deterioration of railroad equipment,” he said, suggesting that 
the inferior containers would disappear from the mark and 
asking that Rule 41 be given a chance to operate under normal 
conditions. “If the proposed rule is published, we shall try to 
escape it in every honest way we can,” he concluded. 

L. F. Orr, general traffic manager of the Pet Milk Co., St. 
Louis, Mo., said that the proposal would increase box. costs by 
20 per cent, “so that you can conduct a nebulous experiment.” 

His company’s. loss and damage claims this year have been 
40 per cent less than last year “because you are not wrecking 
any of our cars,” said Mr. Orr, contending that the proposal 
“would cost your shipper-friends infinitely more than it would 
save you in claims.” 

L. W. Quanstrom, purchasing agent, Libby, McNeill & 
Libby, recommended that the proposal be dropped as unfair and 
fantastic. “Our claims did not increase up to 1944, except insig- 
nificantly,”’ he said. ‘“In 1945 our claims almost doubled. Yet 
we used the same wartime containers. This does not indicate 
— the failure of the boxes was responsible for the increase in 
claims.” . 

‘Citing his experience in receiving damaged bags of sugar 
in poor freight cars, Mr. Quanstrom said it would be just as 
reasonable for the railroad to insist that sugar be shipped in 
double bags, when the cause is the poor cars. 

B. M. Angell, vice-president, Stokely Bros. & Co., Indian- 
apolis, said that his company was more concerned that its prod- 
ucts reach the consumer safely than were the railroads. From 
1933 to 1941, said Mr. Angell, there was a continual improve- 
ment in his company’s shipping record, due to improvement in 
containers, and cooperation between shippers and carriers. 
“With the war, we began to have trouble with our shipments. 
. . . It used to be a big event when we had a claim reaching 
$100 on a car. Since the war we have had 23 claims totaling 
$1,000 a car... . We do our best to get the best boxes permitted 
by government regulations and conditions.” 

Damage claims on frozen foods are nothing, yet these are 
shipped in the same containers as canned goods, but the former 
are shipped in refrigerator cars, and carried in the best trains, 
said Mr. Angell. He said he also spoke for H. A. Hollopeter, 
traffic director, Indiana State Chamber of Commerce, and the 
Indiana Canners Association. 


Brewers Also Oppose 


E. W. Dallman, manager traffic department, Blatz Brewing 
Co., Milwaukee, appearing also for the United States Brewers 
Foundation, opposed the proposed changes. Regardless of the 
containers used by the industry, damages have continued, he 
said, particularly in certain sections of the United States, on 
certain railroads or groups of railroads. 

“Present Rule 41 is ample for application to our traffic,” 
said Mr. Dallman, arguing that increased production, plus price 
increases, made any comparison of loss and damage figures now 
and in former years impossible. 

He said that the carriers had profited handsomely from 
O. D. T. heavier loading rules, and that when such profits were 
compared with the increase in loss and damage claims, the latter 
was negligible. 

Had the proposed rule been in effect in 1945, it would have 
cost Blatz and additional $416,622, said Mr. Dallman. Members 
of the U. S. Brewers Foundation would find their costs increased 
$43,340,157 by the proposed rule, he said. “We are buying the 
best cartons available. Under the proposal we would receive 
50 per cent fewer. cartons yearly. It would mean a loss of 
196,808 carloads of freight to the railroads. I ask the committee 
to cancel the subject from the docket.” 

Representatives of other breweries supported Mr. Dallman. 
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Brief statements in opposition to the proposed Rule 41 
were also submitted by J. E. Bryan, traffic manager, Wisconsin 
Paper & Pulp Manufacturers’ Traffic Association; W. H. Ott, 
general traffic manager, Kraft Cheese Co., Chicago; Mr. Taylor, 
of Lambert Pharmacal Co., St. Louis; Mr. McArthur, of Pills- 
bury Flour Mills Co.; and Grant Arnold, assistant manager, 
transportation bureau, Detroit Board of Commerce. 

The Chicago hearing on the Rule 41 special docket ended 
late in the afternoon. The final hearing on the docket has been 
scheduled for July 11, at the California State Chamber of 
Commerce, San Francisco, Calif. 


Hudson & Manhattan Labor Dispute 
Settlement Proposed 


The emergency board appointed by the President, under 
section 10 of the railway labor act, to investigate and report on 
the dispute growing out of the refusal of the Hudson & Man- 
hattan Railroad, which operates largely in tunnels in the New 
York-New Jersey metropolitan area as a passenger carrier, to 
put into effect the 18% cents an hour wage increase settlement 
of the recent general rail wage dispute, has recommended that 
the dispute be settled by the carrier making that increase 
effective. 

Representatives of the Brotherhood of Locomotive Engi- 
neers and of the Brotherhood of Railroad Trainmen, represent- 
ing the affected employes, declined to appear at the hearings 
of the board but later counsel for the two brotherhoods appeared 
to state that the Hudson & Manhattan was entirely foreclosed 
by the so-called Erickson emergency board that recommended 
an increase of 16 cents an hour, plus rule changes, and the sub- 
sequent presidential settlement, and that the strike of the H. & 
M. employes was legal because they had already been subjected 
to the waiting period or moratorium as provided by section 10 
of the railway labor act. 

The H. & M. board said the railway was operating at a 
deficit and that the testimony was that this would be increased 
about $609,000 for 1946 if the 1842 cents were paid. It said the 
carrier’s situation was alleviated by the fact that a substantial 
part -of its bonded indebtedness was represented by income 
bonds on which the interest was payable currently only when 
earned. It also said the carrier was buying its outstanding 
interest and adjustment income bonds at substantially less than 
face value. The board said the 18% cent increase “will put this 
company in a very tight position.” . 

The board said it did not think the H. & M. employes 
should have gone on strike and commented on the “desirability 
of making the railway labor act work. 

“It is particularly important in a time like the present to 
demonstrate that a non-compulsive law, built on the concepts 
of balancing rights against responsibilities and preserving the 
maximum. of freedom of action, will work, not only in easy 
periods, but in times of stress and crisis and misunderstanding 
and aggravation,” said the board. “Such are the times when 
the particular form of law is of great importance.” 

The board was composed of John A. Fitch, chairman; 
Arthur E. Whittemore and Russell Wolfe. 


DISPATCHERS RENEW SIX-HOUR DRIVE 


The American Train Dispatchers Association, which re- 
cently received a $38.40 monthly salary increase for dispatchers 
after negotiations with the carriers, has reintroduced its pro- 
posal for a six hour day with no reduction in pay. Notices have 
been served on the individual railroads, said J. B. Springer, 
national secretary-treasurer. Included in the notice is a request 
for modification of a 1944 agreement which contained a clause 
that a shorter work period would not be sought during the war. 
The Dispatchers aim “to remove whatever legal obstacle may 
stand in the way of the reduced work day,” Mr. Springer said. 
At the time the organization accepted the recent wage increase, 


it reserved the right to reintroduce its proposal for the shorter 
work day. 


Ogden Union Labor Dispute Report 


The emergency board appointed by Chairman Schwartz, of 
the National Railway Labor Panel, to investigate and report on 
the dispute between the Ogden Union Railway and Depot Co., 
Utah, and certain of its non-operating employes represented by 
the Brotherhood of Railway and Steamship Clerks, etc., has 
submitted its report to the President. The dispute involved sev- 
eral agreements as to which the board made recommendations 
as follows: 

Cancel agreement dated May 14, 1930, which permits the 
carrier to employ part-time workers excepted from the rules of 
the general agreement for the handling of mail on trains 7, 9, 
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20, and 29, because conditions no longer exist justifying agree- 
ment. 

Negotiate new agreement for one dated August 9, 1937, 
which permits carrier to employ part-time workers for “fluc- 
tuating and temporarily increased work which cannot be handled 
by the regular forces.” So as to limit and define “fluctuating 
and temporarily increased work and set for the conditions of 
employment of part-time forces on such work.” 

Retain agreement dated August 16, 1937, which establishes 
an extra board for freight handlers for the purpose of providing 
forces to carry out the terms of the agreement referred to in 
preceding paragraph. 

The board recommended cancellation of subsection 2 of 
section (D) of rule 1 of the agreement of October 1, 1942, re- 
lating to eleven positions excepted from the agreement, but 
subject to right of carrier to select personnel for said positions. 


Motor Act Prosecutions 


(Digests. of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Northern Iowa district, central division, at Fort Dodge. 
Melford A. Hove, dba Hove Truck Line of Stanhope, Ia., was 
fined $780, together with costs of $25, June 11, following his 
plea of guilty to an information charging him with violations 
of part II of the act. The court required full payment of the 
fine and costs. The defendant was charged with engaging in 
operations as a common carrier of property without a certificate 
having been issued authorizing the particular operations per- 
formed, with transporting property in interstate commerce for 
compensation without having filed and published rates ap- 
plicable to the shipments described in the information, and 
with charging a greater compensation with respect to other 
shipments described in the information than the lawful charges 
specified in his tariff. 7 

Nebraska district court, North Platte division, at North 
Platte. Lawrence M. Sharpe, dba Sharp Transportation, Sidney, 
Neb., was fined $140 following entry of his plea of guilty to-.an 
information charging him with violations of part II of the 
interstate commerce act. The fine was required to be paid. 
The defendant was charged with operating as a common car- 
rier without a Commission certificate authorizing the particular 
operations described in the information and with failing to 
require drivers in his employ to keep driver’s logs. 


ALTON EQUIPMENT PURCHASE 


Federal Judge Philip L. Sullivan, of Chicago, on June 24 
signed two orders sought by the Alton Railroad Co., one auth- 
orizing Henry A. Gardner, trustee, to purchase and install a 
mechanical car washer in the railroad’s St. Louis coach yard, 
at a cost of approximately $30,000, and the second authorizing 
the road to expend approximately $300,000 for the purchase and 
installation of coach servicing facilities at Brighton Park, Il. 
In his petition, Mr. Gardner said that cars are now being 
washed by hand at the St. Louis coach yard, at a cost per car 
of approximately $1.85. Each year 25,000 cars are washed at 


‘the yard. A mechanical car washer would reduce the cost to 


approximately 50 cents a car, saving $1.35 on each car, he said. 

Prior to the Alton reorganization proceedings, said Mr. 
Gardner, the Alton had- abondoned its coach servicing facilities 
at Brighton Park, and had arranged to have its passenger 
coaches repaired and serviced at the Baltimore & Ohio’s yard 
of the Chicago Terminal Railroad Co., at Lincoln Street Chicago. 
Approximately 2,500 Alton passenger coaches are serviced 
monthly there, at an average cost of $24 each. Purchase of 
the Brighton Park facilities would reduce the cost of servicing 


each car to approximately $20, a saving of $4 a car, said Mr. 
Gardner. 


CLASS RATE INJUNCTION APPEAL 


Western railroads, late this week, perfected their appeal to 
the U. S. Supreme Court against the decision of the federal 
district court at Utica, N. Y., dismissing their suit for an order 
restraining the enforcement of the interim rate order of the 
Commission in 28300, Class Rate Investigation, 1939. 

In entering its final decree in the case, May 27 (see Traffic 
World June 1, p. 1649), the court continued in effect a temporary 
injunction for 60 days, with the proviso that, if an appeal were 
taken to the Supreme Court in that time, the injunction would 
continue in effect until determination of that appeal. The gov- 
ernment has already lodged such an appeal. 

Documents in the appeal of the western railroads, as well as 
those for a similar appeal by the several northern and eastern 
states, it was said, would be filed with the Supreme Court early 
the week of July 1. : 
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L. & N. and I. C. Executives Testify 
In Georgia Rate Case 


Proceedings before Supreme Court Master in fourth 
week. Tilford testifies that each railroad reserves and 
exercises right of independent action, says that freight 
rights are no bar to development of south. Grubbs 
says that Georgia omits pertinent mgterial which 
tells “opposite story.” Sheppard defends S. F. A. 
procedure 


__ John E. Tilford, of Louisville, Ky., Louisville and Nash- 
ville Railroad Company traffic vice-president, appearing as 
a defense witness in Georgia’s freight rate suit against 20 
Southern and Eastern railroads, in New York, asserted June 
19 that neither the Association of American Railroads nor 
the regional rate conferences seek to coerce or restrain 
individual railroads in the making of freight rates. The rates, 
he said, are subject always to final action of the Interstate 
Commerce Commission and the state regulatory bodies. 

Testifying before Lloyd K. Garrison, special master named 
by the United States Supreme Court to take testimony and 
make recommendations in Georgia’s suit, Mr. Tilford said that- 
“each railroad not only reserves the right of independent ac- 
tion, but also exercises it freely.” 


“In the 12-year period, 1933-1944 inclusive,” Mr. Tilford 
continued, “railroads in the south alone filed 19,309 notices of 
individual or independent action on rate matters, involving 
4,522 readjustments, many of which included hundreds, or even 
thousands, of separate rates. The Louisville and Nashville 
Railroad alone has taken individual action as to rates and 
charges since 1932 in 1,040 separate instances. In none of these 
cases, nor in any other case, has there been any effort, direct 
or indirect, by any other railroad or group of railroads, southern 
or eastern, to coerce this railroad in the exercise of its own 
free will and judgment in carrying out its responsibility in rate 
making.” 

Sugar Rates Cited 


Illustrating what is involved in arriving at proper adjustment 
of rates, Mr. Tilford took as an example a proposed change in 
rates on sugar from New Orleans to Cincinnati, stating: 


Both cities are served directly by our railroad, and we have our 
own line of rails all the way. That might seem to make the question 
one of local and individual rate making, but the rate on sugar between 
these two cities and by this one route cannot be considered without its 
relationship to the rates on sugar between other points and other 
routes. To deal intelligently and fairly with this only relatively simple 
rate question, therefore, it is necessary to consult with not less than 
nine railroads which form parts of through routes between these cities, 
and a still larger number of lines serving other producing points and 
destinations, and with shippers located at no less than 154 origin points 
in five states, all of whom might be concerned. j 


Since most rate changes involve a number of origins. and destina- 
tions, with many railroads and routes serving the points, the shippers 
and the railroads have found that the most practical and efficient 
method is to clear rate proposals through a conference or association, 
under a prescribed procedure designed to insure fair and equitable con- 
sideration and treatment, regardless of how small or large the shipper, 
or how short or long the railroad. This rate conference procedure is a 
comparatively simple way to deal with a very complicated subject, not 
only in the interest of the railroads but of the public as well. The plan 
is necessary to enable the railroads to comply with the interstate com- 
merce act and the numerous orders of the Commission issued under 
that act. 


The plan was worked out with the aid of shippers, and in its 
essentials it has their approval. After an extensive effort to produce 
aggrieved shippers in the latest class rate investigation, only a handful 
—seven by actual count—appeared with any sort of grievance, and none 
of these had any complaint about the conference method of making 
rates. 


Rates in South Compared 


Discussing the frequently repeated statement that freight 
rates in the south were “39 per cent higher” than in the east, 
Mr. Tilford made it clear that this difference applies to less than 
one per cent of the traffic actually moving on southern railroads 
and is offset by many southern rates which are lower than east- 
ern rates. : 


1959 





“Any realistic comparison of freight rates must take into 
account the ‘rates charged for the transportation of all com- 
modities in the two sections,” Mr. Tilford testified. “When 
such an overall comparison is made, on a weighted average, it is 
very doubtful whether the .level in the south is appreciably 
higher than in the east. The Commission has estimated the 
difference in revenue levels, taking into account not only rates 
but also divisions, as somewhere between three and five per 


-cent. Considering rates alone, the southern level must be even 


nearer than that to the level in the east.” 


More than 85 per cent of all freight, Mr. Tilford said, moves 
on rates that have been ordered by or have the approval of the 
Commission, and the conference methods essential for the clear- 
ing up.of questions that should be resolved before rates are sub- 
mitted to the Commission for its approval. Without the rate con- 
ference, he testified, ‘there would be no practicable way for the 
railroads to handle their rate changes, and the shipper would 
have no practicable recourse except to apply to the Commission 
whenever, for any reason, he desired a change in the rates.” 

“Under the present plan,” Mr. Tilford asserted, “all inter- 
ested parties have an opportunity to present their views, in 
writing or in conference, either to the railroads or to the rate 
associations, or they may, at any stage, present their views 
directly to the Commission, which has full authority over inter- 
state rates, or the. state commissions, which have like author- 
ity over intrastate rates. The fact that so small a percentage 
of cases are thus presented to the Commission is an indication 
of the extent to which the workings of the conference plan 
give satisfaction. I firmly believe that its abrogation, or any 
substantial restriction in its procedure, would result in chaos in 
transportation and charges.” 


Orders Limit Competition 


Mr. Tilford testified that orders of the Commission against 
the free play of competitive influences in rate making do not 
operate to eliminate competition as a factor and added that 
rates on manufactured goods from the south to the north 
are in a large way the product of competition influences. 

“The restrictions on freedom of action under provisions of 
the interstate commerce act and the numerous orders of the 
Commission,” he said, “do not eliminate completely competi- 
tion in rates,” adding: 


Competitive routes generally meet each other’s rates between com- 
petitive points. Market competition has an important influence on rate 
adjustments, especially where different producing areas served by rival 
railroads undertake to reach a common market. This is illustrated 
by manufacturers located in Georgia or other points in the south 
undertaking to market a portion of their output at markets in the 
north in competition with producers of similar articles also situated 
in the north. 

The southern carriers have undertaken to provide competitive rates 
from Georgia and other southern producing points where the need for 
such rates has been shown, and many of such rates have been estab- 
lished by the railroads. 


No Conference Merger 


The witness denied that there has been a merger of the 
rate conferences of the south with those of other territories 
beneath the head of the Association of American railroads or 
any other national organization. This had been charged by 
the State of Georgia. He stated further that the A.A.R. is not 


a rate-fixing agency and that it is not staffed to perform any 
such function. 


Testifying further in denial of plaintiff allegations, Mr. 
Tilford said the establishment of the A.A.R. had no effect 
whatever on the efforts of southern railroads to establish north- 
bound competitive rates or any other kind of competitive rates, 
for the benefit of southern producers. 


“Where joint service with northern railroads is involved,” 
he said, “we have been successful, in some instances, in convinc- 
ing those railroads that a revision of northbound rates should 
be made and in other cases the Commission, after due consid- 
eration, has prescribed northbound rates that had for their 
primary purpose the meeting of market competition in the 
north. In some cases, the northern railroads have declined 
to join in proposed northbound rates, mainly on the ground 
that the proposals were not justified by commercial or com- 
petitive need. Likewise the Commission has declined to approve 
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Set up a warehouse right on your own premises, where your inventories are 
stored, and make money on it! You can replenish those inventories, avail 
yourself of tempting Government surplus goods, if desired, by the simple, con- 
venient device of Tidewater Field Warehousing. This bona fide warehousing 
- procedure provides sound collateral for bank-loans, augments your line of 
credit at a time when credit is vital. If you are a manufacturer, distributor, 
or processor, with stocks of raw materials or finished merchandise, you should 
investigate the advantages of Tidewater Field Warehousing without delay. 
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some northbound rate adjustments brought to its attention 
on complaint and for the same reason.” 


Cooperation and Conference Important 


Cooperation and conferences between and among railroads 
and between railroads and shippers is “more important from 
the standpoint of public interest than from the standpoint of 
the railroads’ interest,” said Mr. Tilford. 

“The coordination of railroad facilities and services, which 
involve many joint transactions between and among the various 
railroad companies,” Mr. Tilford testified, “produces better 
public service, but such coordination can be continued only 
through cooperation of the managing officers.” 

The binding together of the many large and small railroads 
in this country, with joint charges and services, literally makes 
the railroads a national transportation system, the witness de- 
clared, adding: 


Our freight trains carry cars of numerous railroads, and carload 
freight is handled throughout the length and breadth of the nation 
without transfer of lading. shipper at a remote station in Oregon 
can load a car-of freight and ship it more than 3,000 miles to a station 
in the peninsula of Florida with one shipping paper—a bill of lading— 
and can feel confident that the shipment will arrive at destination and 
be delivered to the consignee, without interruption, at resasonable 
charges based on a published tariff rate. Only cooperation of the 
highest type could develop such a system. 


Mr. Tilford emphasized that this nation-wide system en- 
ables farmers, manufacturers and producers to market their 
products and purchase their goods in all parts of the country. 

‘More than 80 per cent of the traffic of this country,’ he 
— “is handled in joint service over two or more rail- 
roads.” 

He said it also affords through or connecting passenger 
service, including sleeping cars and dining cars. 

Every citizen benefits from coordinated railroad service, 
he said, and a practical way must be found to continue these 
benefits. “There is nothing inherently wrong in rate confer- 
ences or other conferences between and ‘among railroads or 
between railroads and shippers,” he said. “Such conferences 
violate no known principles of public policy.” 


Tried to Develop South 


Mr. Tilford declared that the Louisville and Nashville and 
other southern railroads had long sought to further industrial 
development and diversification of agriculture in Georgia and 
other southern states, contrary to charges made by Georgia. 

“The officers of the Louisville and Nashville have under- 
taken practically from its beginning to develop the territory 
served by it,” Mr. Tilford testified. “Milton Smith, who was for 
a great many years president of the Louisville and Nashville, 
I think is given the main credit for the development of the iron 
industry in Alabama. The presidents and other officers since 
that time have been very diligent in this matter of develop- 
ment not only industrially but in agricultural pursuits and 
mining.” Continuing, he said: 

The southern railroads have been reasonably successful in estab- 
lishing industry in the south. Thus we have great textile mills, some 
of which are located in all the southern states—a great number in 
Georgia. These mills, with convenient raw materials, started with the 
production of gray cotton piece goods, but now are bleaching, dyeing 
and manufacturing. The iron industry in Alabama started with pig 
iron, but with the development of the open-hearth process expanded 
into steel and is now producing structural forms, plates, and a long 
list of manufactured and semi-manufactured articles. A steel manufac- 
turer located at Atlanta has expanded greatly since World War I. 

A large part of the south’s tobacco is manufactured into cigarettes 
and smoking tobacco in North Carolina, Virginia and Kentucky. Furni- 
ture is an important industry in Tennessee, North Carolina and Georgia 
and is becoming an important industry in Louisville, Ky. The produc- 
tion of rayon and cellophane has developed rapidly. Now kraft paper 
and paper boards are assuming proportions of a major industry. Some 
of the large mills are located in Georgia. 

A few years back the only chemical industries in the south were 
the manufacturers of fertilizer and the production of crude turpentine 
and rosin in its pine forests, but now the chemical industry is expand- 
ing, with soda and its products, alcohol, methanol, elemental phosphorus 
and various acids, rubber, etc. 

The aluminum industry is expanding also and many others too 
numerous to mention are finding that the natural resources available, 


fuel, power, labor and transportation, offer many advantages for indus- 
trial development. 


Mr. Tilford declared that Georgia, despite charges to the 
contrary by state officials, has made considerable progress in- 
dustrially and “we think the railroads played no small part in 
that development.” 


Freight Rates No Bar 
Mr. Tilford stressed that he knew of no prospective indus- 


try that was not located in Georgia because of the freight rate 
structure and added that “in view of the efforts made by the 
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L. and N. and other railroads serving the State of Georgia to 
develop that state agriculturally and industrially, it would be 
a short-sighted policy, if we undertook to circumvent such a 
development by failing to provide reasonable and just rates for 
the movement of the goods produced in that state. We do un- 
dertake to provide such rates that are not only fair and non- 
discriminatory but designed to promote the economy of Georgia 
and the welfare of its people. No different policy or practice 
is observed in Georgia than is observed in other southern states.” 


At one point in his testimony Mr. Tilford in answer to the 
effort of Georgia to make it appear that the railroads, after 
conference with larger steel companies, sought to favor Bir- 
mingham shippers (which it referred to as northern-controlled 
plants) over the Atlanta Steel Company at Atlanta, said: 


I think the record in this case clearly shows that the southern 
railroads were not favoring the large shippers at Birmingham or 
anywhere else because the proposal contemplated exactly the same 
reduction in the rate from Atlanta to New Orleans as from Birmingham 
to New Orleans, namely 15 cents per 100 pounds—this notwithstanding 
the fact that Atlanta did not have available the same water transporta- 
tion as did Birmingham. The objection made by Mr. E. L. Hart of 
Atlanta, referred to in the plaintiff's evidence, was met by giving 
Atlanta exactly the same reduction as_proposed for: Birmingham and 
was so presented to the Interstate Commerce Commission in the rail- 
roads’ application. This is another evidence of the desirability of public 
conferences between shippers and the railroads—the proposal as orig- 
inally filed was not altogether acceptable to Atlanta, but when its 
objections were made known the proposal was changed and the objec- 
tion removed. 


Gum and Resin Case 


Referring to Georgia’s complaint that the rate adjustment 
proposal on the southern railroads on gums and resins ‘“‘suf- 
fered the fate of all such southern attempts to penetrate the rate 
wall preserving northern markets for northern interests,” Mr. 
Tilford said: 


I do not think the excerpts used by the plaintiff from the case 
eovering gums and resins is a fair summary of the negotiations or the 
result. The excerpts used show merely that the chairman presiding 
at the public conference was endeavoring to develop all of the facts. 
If a product is produced at Pensacola, Fla., and also at some point in 
the north and Pensacola ships some of its product to the north pre- 
sumably just that much would be taken away from the northern 
producer. In point of fact, a showing of such competition was the 
main grounds for seeking a reduction in the rate from Pensacola and 
the result of the negotiations brought about a substantial reduction in 
the rate applicable at that time. It is true it was not as low as the 
southern producer wanted. The whole record shows that consideration 
of the proposal was complicated by the difficulty of providing a descrip- 
tion of the products under consideration to be produced at Pensacola 
which would not include other gum or resin products of greater refine- 
ment and greater value. In my opinion, ‘based on the facts® and 
arguments presented and the subsequent experience of the railroads, 
the northern railroads exercised sound judgment in declining to par- 
ticipate in a basis of rates proposed by the Frisco and advocated by 
the producer. The northern railroads were bound under the law to 
consider all angles of the proposal and to be certain that any change 
in the rates would tend ‘‘to encourage the establishment and maintenance 
of reasonable charges for transportation services without unjust dis- 
criminations, undue preference or advantages, or unfair or destructive 
competitive practices,’’ as provided in the declared national transporta- 


tion policy of the Congress and so stated in the preamble to the inter- 
state commerce act. 


Continuing, Mr. Tilford said the rate adjustment established 
as a result of the negotiations has proven satisfactory and there 
has been a free movement of the products under that adjust- 
ment. The business of the plant has prospered. and expanded. 

“The implications of the testimony presented by the plain- 
tiff,’ Mr. Tilford testified, “were so contrary to my previous 
information that I made a further inquiry into the matter. The 
inquiry developed that one of the serious drawbacks to further 
increase in the production of these products at Pensacola has 
been the difficulty of obtaining a sufficient supply of raw ma- 
terials. It is hoped this situation will improve shortly, which 
will permit further expansion.” 


Omitted Material “Changes Story” 


William L. Grubbs, Louisville, Ky., assistant general solic- 
itor, Louisville and Nashville Railroad, testifying June 25, 
said that pertinent material which Georgia omitted in its pres- 
entation “tells a completely different story from that told by 
the plaintiff.” 

Georgia’s allegations against the railroads were based in 
part on portions of the Southern Freight Association’s files 
regarding a revision of freight rates on paper and paper articles 
and a proposed readjustment of rates on iron and steel products, 
Mr. Grubbs observed, and added that the complete files on 
these two subjects disclosed, among other things, that the rail- 
roads acted independently at all times; that the Southern 


Freight Association had no power to fix rates, and that “noth- 
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ing could be more untrue than Georgia’s conclusion that south- 
ern rates are controlled to protect eastern industry.” 

All the facts, Mr. Grubbs contended, showed clearly that, 
instead of eastern railroads coercing the southern lines into 
keeping their rates up, as Georgia has charged, action of the 


Southern lines actually caused the Eastern railroads to join 
in rate reductions. 


“With the gaps filled,” Mr. Grubbs said, “the record in these 
two cases now shows not only that the southern railroads acted 
independently at all times, but that they also cooperated with 
southern shippers and that that cooperation was recognized and 
appreciated by these shippers.” 


_ Replying to Georgia’s charge that an effort was made to 
discriminate against Atlanta in favor of Birmingham, Ala., in 
the matter of rates on iron and steel articles, Mr. Grubbs de- 
clared that “this is not true, and it is not even supported by 
the exhibition which Georgia relies to support it. 

“By Georgia’s omissions in this case,” Mr. Grubbs asserted, 
“exactly the opposite of what was done is made to appear. 
The truth is that at all times southern railroads were scheduled to 
see that the Atlanta manufacturer was not placed at any dis- 
advantage. When objection was made by Atlanta to the extent 
of its reductions compared with those from Birmingham, the 
matter was promptly handled to the end of obtaining precisely 
the same treatment as was accorded Birmingham.” 

Mr. Grubbs dealt at length on the paper case detailing 
the story Georgia has told. The manner in which that story 


was changed by these missing links, he said, was briefly as 
follows: 


1. Georgia has first said the paper rate revision was due not only 
to a fourth section denial order but also to pressure on southern car- 
riers from southern shippers for a rate adjustment that would meet 
their needs. It was due to the fourth section denial order, but not to 
such pressure, there being no need for such pressure for the southern 
shippers and the southern carriers were in accord on the level they 
would undertake to have established. 

2. Georgia then said that, when the northern railroads expressed 
willingness to join in that level, which was the Official territory level, 
the Illinois Central, on December 2, 1936, ‘‘in desperation’? independ- 
ently announced it would publish such rates. Quoting from Mr. Shaw’s 
statement at the Washington hearing: 

‘‘We will have an independent announcement on these paper rates. 
In other words, they said: We will exercise that independent authority 
that I have heard a little about here today. 

“They decided to exercise that independent authority. 

‘“‘What happened? 

“Immediately, Vice-president. Cleveland of the Association of Amer- 
prei  eea steps into the picture and says: ‘Wait a minute. Slow up 
sags | A 

‘‘He said: ‘You could not do anything about it.’’’ 

The action of the Illinois Central was not taken ‘in desperation.’’ 
It was prompted by anticipation of the refusal of the Commission to 
extend the effective date of the fourth section denial order. When it 
appeared the Commission would not extend that date, the Illinois Cen- 
tral issued instructions withholding its independent announcement. 
That was done by telegram to the Chairman of the Southern Freight 
Association, dated December 19, 1936. Mr. Cleveland did not utter a 
sound on the subject until three days later, or December 22, 1936, and 
he did not at any time say to the Illinois Central that it could not put 
the proposed rates in effect. 

3. Georgia says that ‘‘because of the interference of representatives 
of Official carriers and assumption of jurisdiction by the Association of 
American Railroads’’ the rates contained in this announcement by the 
Illinois Central were never made effective. But the rates were made 
effective to Ohio River crossings, Virginia cities and the St. Louis group 
on October 3, 1937, and the only reason rates were not concurrently 
published on the same level to points in Illinois. Freight Association 
territory was that southern railroads were dissyaded from doing so by 


southern shippers who desired the publication of rates to border points 
separated from the publication of rates to Central Freight Association 
territory. This appears on Georgia’s exhibit but was omitted in the 
extracts it employed. 


4. Georgia then asserts that part of the scheme employed by the 
interests opposing southern paper manufacturers was to persuade the 
Interstate Commerce Commission to postpone from time to time the 
effective date of its fourth section denial order. But the fact is that 
Georgia has not chosen to use the southern shippers’ request, that the 
Commission extend the denial date for six months beyond October, 
1937, in order that the several groups of carriers. and shippers could 
renew their negotiations and so that a satisfactory settlement of the 
rates from the south (and southwest) to destinations in Official Terri- 
tory, including I. F. A. territory, could be arrived at. The Commission 
upon such request did extend the effective date of its denial order to 
January 3, 1938. 

Subsequently a request for a further extension of six months was 
urged upon the southern carriers by southern shippers and the Com- 
mission granted an extension to April 19, 1938. 

Later the southern shippers urged the southern carriers to ask 
for a further extension of time beyond April 19, 1938. Accordingly a 
petition for further postponement was filed by southern carriers with 
full support of the shippers and the Commission accordingly granted a 
postponement to July 19, 1938. Not once did the northern railroads or 
northern shipping interests request an extension of the effective date 
of the denial order. 
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After saying that Mr. Cleveland took charge, Mr. Shaw told your 
Honor at the Washington hearing that ‘‘they’’—meaning obviously Mr. 
Cleveland and the northern railroads—‘‘gave them:110 per cent and told 
them that was more than they really deserved.’’ 

The Interstate Commerce Commission found the facts to be as 
follows: 

‘‘The rates on paper, pulpboard, and related articles from the South 
to Official territory have been under consideration for a number of 
years. During this period numerous conferences between groups of car- 
riers and shippers have been held. The bases here proposed were 
finally adopted as a compromise between the northern and southern 
carriers and shippers.”’ 

Had the southern shiopers’ interests felt that the basis was exces- 
sive or discriminatory they were at all times privileged to go, but 
they did not at any time see fit to go before the Interstate Commerce 
Commission to seek a reduction, that Commission having full power to 
order changes in any rates that are excessive, injustly discriminatory 
or unduly preferential. 


No Change in S. F. A., Says Sheppard 


Another witness today, Joseph L. Sheppard, Chicago, assis- 
tant vice-president in the traffic department of the Illinois Cen- 
tral. system, testified there have never been any changes in the 
procedure and functions of the Southern Freight Association 
and other rate bureaus that would prevent any railroad from 
taking independent action in the making of rates. ‘ 

Mr. Sheppard made this statement in reply to Georgia’s 
charge that, beginning in 1933, the railroads have conspired to 
fix rates discriminatory to the South. ; 

Pointing out that there have, of course, been changes in 
rules, procedure or practices “to enable the railroads to better 
meet the needs of the users of rail transportation and to better 
meet the requirements of the Interstate Commerce Act,” Mr. 
Sheppard continued: ce 

“I do say with all the emphasis I can command that there 
has been no change since 1932 that has in any way restricted 
the freedom of action on the part of the Illinois Central in the 
making of its rates. The exhibits which I have introduced 
showing the cases in which the Illinois Central took independent 
action after 1933 prove that nothing was done after that date 
that restricted our freedom of action in a case where we had 
concluded that the rates proposed by us were lawful and would 
not injure other shippers, other railroads or other territories.” 

Mr. Sheppard testified that in 1939, the last prewar year, 
the Illinois Central System took independent action on approxi- 
mately 25 per cent of the rate proposals submitted by it to 
rate bureaus and not approved by those bureaus, and that in 
1945, a war year, it took similar action on more than 50 per 
cent of its proposals which were not approved by the bureaus. 
The rates covered by these proposals were actually put into 
effect, he said. 

At no time, he declared, has the Illinois Central been pun- 
ished by the diversion of traffic by other railroads because of 
its independent announcement to publish rates when such rates 
were opposed by other railroads. Neither has there been a 
case where the Illinois Central has been prevented by the 
eastern railroads or by rate bureau procedure from establish- 
ing a rate from points on its line or its connections in the south 
to points on its line in the East where, after the usual handling 
through rate bureau procedure, his railroad reached the con- 
clusion that the rate was lawful and to the interest of the rail- 
roads as a whole, he said. ~ 

He said that rate bureaus did not fix rates, did not have 
any traffic or control the routing of traffic, and did not possess 
any power to punish a railroad for any action which it may 
take. Membership in these bureaus, he said, was entirely volun- 
tary, and no rate bureau could compel a railroad to belong to it. 

After describing how the work of the industrial depart- 
ment of the Illinois Central System had resulted in the location 
of 269 industries in southern states during the nine years ending 
December 31, 1945, Mr. Sheppard testified that the Illinois 
Central has never lost the location of any industry on its line 
in the south because of the freight rate adjustment from the 
south to the east. 

“T think there is a very good reason for this,” he explained. 
“The interstate commerce act requires that rates be reasonable, 
non-discriminatory, non-prejudicial and non-preferential. No 
other consideration in the location of an industry is backed by 
such a guarantee. In addition, it may be expected, and it is a 
fact, that the railroads, all of which are eager for more traffic, 
will do all they can to establish rates that will enable such new 
industries to compete with other industries.” - . 

He said that rate bureaus were “the best methods or plans 
so far evolved out of many years of experience for the prac- 
tical, expeditious, economical and satisfactory handling of rate 
matters for and with the users of rail transportation, and are, 
therefore, in the public interest.” 

“Moreover,” he went on, “they are the most practical, eco- 
nomical and expeditious methods or plans evolved out of years 

of experience for the handling of rates between railroads to 
determine whether rates proposed conform to the state and 
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federal laws regulating the railroads, and the decisions of the 


Interstate Commerce Commission and the various state com- 
eee Therefore, they are necessary to comply with the 
aw.” 

Predicting “a very chaotic condition” if the existing rate 
= procedure were required to be abolished, Mr. Sheppard 
said: 


This condition might result because of numerous ill-advised changes 
by individual carriers due to lack of information which is developed 


in the rate bureau procedure. These ill-advised changes would give rise - 


to protests for suspension by other carriers and shippers who would 
be injured by those changes, thereby increasing tremendously the bur- 
den of work on the part of the Interstate Commerce Commission. 

What is more likely to happen, however, would be the freezing of 
the rate structure as it now is until the Commission could have hear- 
ings on each request which would develop information which is now 
being developed by the railroads through the rate bureau procedure, 
and prescribing rates which the carriers might lawfully use. In short, 
the shipper would be required to file a complaint with the Commission 
to obtain what he can now get under rate bureau procedure without 
litigation and without expense to him. 

Either of these results would be injurious to shippers and railroads 
alike. They would cause interminable delays, litigation. and expense, 
all of which is now avoided. The very thing that Georgia has been and 
is seeking, namely, parity or uniformity in rates, would be destroyed 
to no benefit of Georgia, but on the contrary, would be yery detrimental 
to that state and to other sections of the country, as well as to the 
railroads. 


As an example of what would happen if the Illinois Central 
System were to change its rates on such a commodity as sugar 
from New Orleans to Chicago without submitting the proposed 
change to rate bureau procedure, he stated that “the result 
would be to disrupt a complicated rate adjustment, upset market 
conditions in Chicago, discriminate against producers at other 
points of origin in favor of producers on its railroad in Louisiana, 
discriminate against consumers located on the lines of other 
railroads in Chicago and against consumers at other points, 
and discriminate against other railroads.” 


SUPREME COURT ON MISS. AIR REGULATION 


Ben Smart, secretary of the National Association of Rail- 
road Utilities Commissioners, has directed attention of associa- 
tion members to action of the Mississippi supreme court setting 
aside franchises authorizing intrastate air service granted by 
the Mississippi commission to South Mississippi Airways, Mag- 
nolia State Airways and Cox Airways. Said he: 


Chicago and Southern Air Lines instituted the court proceedings, 
contesting the commission’s view that it had implied authority, under 
existing state statutes, to regulate intrastate air commerce. The state 
supreme court ruled that the Mississippi commission is limited to regu- 
lating facilities and common carriers by land and water but not airlines. 
Only over land and water common carriers ‘‘had jurisdiction been ex- 
pressly committed to the Public Service Commission by the legislature, 
the sole source of its powers,’’ the court said. ‘‘No implied powers have 
been conferred on it to supervise aeronautical common carriers, even if 
such powers could be conferred by implication. This we think the 
legislature may not do.”’ 


Connecting Lines Embargo 
Strikebound T. P. & W. 


Plans of the Toledo, Peoria & Western Railroad, strike- 
bound since last October 1, to resume running freight trains 
were checked June 22 by embargoes placed by connecting lines 
at Chenoa and other points against accepting cars billed for in- 
terchange. “Inability of T. P. & W. to handle” was given as 
the cause. 

The latest embargoes were posted by the Alton Railroad, 
at Chenoa and Washington,’ Ill., and by the Illinois Central, 
to or from all T. P. & W. stations. Previously, the Peoria & 
Pekin Union Railroad had refused to accept cars from T. P. 
& W. at the Peoria terminal. 

Connecting roads cited the continuing strike as an obstacle 
to effecting the interchange in a normal manner with the T. P. 
& W. The Alton announced its embargo after Armstrong Chinn, 
chief executive officer of the Alton, had held a conference with 


local leaders of four of the operating brotherhoods, the En- 


gineers, the Firemen, the Conductors, and the Trainmen. Broth- 
erhood officials told Mr. Chinn that while their members felt 
there might be little or no danger at Chenoa, they were ap- 
prehensive of danger elsewhere. 

Picketing has been peaceful since two strikers were killed 
at Gridley last February 6, when the road started an armored 
train over the line manned with armed guards. The 13 strik- 
ing brotherhoods still maintain small picket crews in the East 
Peoria yards and at all transfer places along the line. 

Receivership Hearing Set 


The United States circuit court of appeals, at Chicago, 
which, on June 15, granted a temporary supersedeas staying 


TRAFFIC WORLD 


the receivership of the strikebound Toledo, Peoria & Western 


_ Railroad (see Traffic World, June 22, p. 1872), will hold a 


hearing on the merits in that case, July 15. 


A few days after the June 15 ruling, ordering the railroad 
to remain under its own management pending a decision on a 
lower court ruling placing the road in receivership, shippers 
filed a motion with the circuit court to vacate the order of 
supersedeas. The T. P. & W. was given until June 26 to file 
pad na eal and the court may decide on the motion before 
July 1. 
Shippers have been striving to restore service on the rail- 
road, closed by a strike since October 1, 1945. Federal Judge 
J. L. Adair, on June 6 at Peoria, at the request of shippers, had 
appointed a receiver for the road. The receivership was blocked 
by the temporary supersedeas granted by the circuit court on 
June 15, after the railroad posted a $50,000 bond. 


MILWAUKEE ROAD FEES APPROVED 


Federal Judge Michael L. Igoe, of Chicago, on June 25 is- 
sued an order approving as allowable the maximum limits for 
fees and expenses incurred from September 1, 1943, to the 
termination of the proceedings in the reorganization of the 
Chicago, Milwaukee, St. Paul & Pacific Railroad Co., as rec- 
ommended by the Commission, division 4 (see Traffic World, 
June 22, p. 1872). Of $467,692.33 claimed in fees and expenses, 
the Commission allowed $334,044.05. 


The only group to appear at the hearing before Judge Igoe 
to protest was the Terre Haute bondholders’ committee, the 
individual members of which had sought unsuccessfully to win 
the Commission’s approval for fees for services. Counsel for 
members of that committee told the court that, at the request 
of the reorganization committee, they had helped bring in a 
favorable vote for the reorganization plan from Terre Haute 
bondholders. Judge Igoe asked the group to submit a brief 
within ten days. With approval of the reorganization fees, the 
ll-year reorganization of the Milwaukee Road is complete. 


Bill Extending I. C. C. Emergency 
Powers Passed by Senate 


The Senate has passed, with an amendment, H. R. 5716, 
further extending certain provisions of the second war powers 
act, 1942, including those of title I of that act designating the 
war emergency powers of the Commission, so as to continue 
those powers in effect for nine months beyond July 1, on which 
date they otherwise would expire. 


The nine-month extension of the war powers act would 
apply also to title V of that act, permitting waiver of compliance 
with the navigation and vessel laws on request of the Secretary 
of War or the Secretary of the ‘Navy (see Traffic World, March 
23, p. 833, and June 8, p. 1717). 


In the course of Senate consideration of the bill, Senator 
O’Mahoney, of Wyoming, said that there were 14 titles in the 
1942 war powers act; that only 7 of these titles now remained 
in effect, and that, of these, title ITI, enabling the Civilian Pro- 
duction Administration to continue the allocation of materials, 
was “the most important.” He said that the C. P. A. had 660 
or 670 allocation orders in effect on VE-Day but now had only 


66 orders in operation, and that one of them was its order L-352, ° 


affecting export of automobiles and trucks. 


The amendment adopted by the Senate was to the effect 
that nothing in the bill was to be construed as authorizing price 
control or rent control, and that such authority would be con- 
fined to that contained in existing price control legislation. In- 
clusion of the amendment made necessary further congressional 
action on the bill before it could be sent to the President. 


FUNDS FOR ANTI-TRUST DIVISION 


Before passing H. R. 6056, the appropriation bill for the 
State, Justice and Commerce Departments for the fiscal year 
ending June 30, 1947, the Senate adopted an amendment in- 


. creasing by $200,000 the appropriation provided for the Justice 


Department’s anti-trust division in the bill as passed by the 
House and as reported by the Senate committee on appropria- 
tions, thus restoring the amount of a reduction that the House 
had made in the anti-trust item. Attorney General Clark had 
testified that the $200,000 cut would have made necessary the 
“separation” of 35 lawyers from the anti-trust unit (see Traffic 
World, June 22, p. 1886). The>*restorative amendment was 
offered by Senator La Follette, of Wisconsin, on behalf of Sen- 
ator O’Mahoney, of Wyoming. In view of Senate amendments 
to the House-approved version of the bill, further action on it 
by. Congress was necessary. 
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Sen. Reed Files Report Urging 
Passage of Bulwinkle Bill 


Enactment of H. R. 2536, removing I. C. C.-approved 
carrier agreements from application of anti-trust laws, 
advocated so as to permit collective action deemed 
necessary to effectuation of national transport policy 
and to harmonize and reconcile that policy with “the 
policy of the anti-trust laws” in such a manner as to 
protect public interest. Kinds of agreements that must 
be made in order to meet requirements of law dis- 
cussed. Senate committee amendments explained 


Resort to the anti-trust laws to protect the public from 
unreasonable and excessive prices was not necessary in the 
case of common carriers because the objective of reasonable 
prices was achieved ‘“‘by clothing governmental authorities with 
power to fix reasonable rates and charges,” said Senator Reed, 
of Kansas, in a report he prepared on behalf of the Senate 
interstate commerce committee, recommending passage by the 
Senate, with amendments proposed by that committee, of H. R. 
2536, the so-called Bulwinkle bill to exempt from application 
of the anti-trust laws carrier agreements approved by the 
Commission (see Traffic World, June 21) 

Much of the Senate committee’s report, submitted to the 
Senate in the absence of the committee chairman, Senator 
Wheeler, of Montana, comprised discussion similar to that in 
the report of the House interstate commerce committee on the 
bill, which the House passed on December 10 (see Traffic 
World, Nov. 24, 1945, p. 1271, and Dec, 15, 1945, p. 1488). 


Quoted in the report, in connection with discussion of a 
need for a large measure of cooperation and collective action 
among common carriers in order to effectuate the national 
transportation policy, was the following statement by the late 
Joseph B. Eastman, ~made when he was a member of the 
Commission: 

“No railroad can live unto itself. It must work closely 
with its neighbors, interchange cars and participate in a multi- 
tude of through routes and joint rates. What we actually have 
is a single transportation system made up of a large number 
of parts separately owned by individual companies.” 


Provisions of Bill Summarized 


Senator Reed said that the bill as amended proposed to 
amend the interstate commerce act by inserting after section 5 
thereof a new section 5a, the provisions of which could be 
briefly outlined as follows: 


(1) Common carriers (and freight forwarders) are authorized to 
apply to the Interstate Commerce Commission for approval of certain 
agreements concerning transportation services and tharges and prac- 
tices related thereto. 

(2) The Commission is authorized to approve any such agreement 
(except. certain types of agreements, approval of which is prohibited) 
when it finds that it complies with the standards laid down in the 
bill, namely: That the object of the agreement is appropriate for the 
proper performance by the carriers of service to the public, that the 
agreement will not unduly restrain competition, and that the agreement 
is consistent with the public interest as declared by Congress and the 
national transportation policy set forth in the interstate commerce act. 
The approval of the Commission is subject to such terms and conditions 
as the Commission may prescribe in order to insure compliance with 
these standards. Such approval may be modified or withdrawn at any 
time and such terms and conditions may be changed or added to. 


(3) No agreement so approved by the Commission shall be deemed 
to be a contract in restraint of trade within the meaning of the anti- 
trust laws, provided that -this provision shall not apply to agreements 
dealing with matters over which the Commission has no jurisdiction. 


Agreements Between Carrier ‘‘Classes’’ 


(4) No agreements between or among carriers of different classes 
shall be approved by the Commission unless such agreement _is limited 
to matters relating to transportation under joint rates or over joint 
through routes. (Railroads, express companies, sleeping car companies 
are carriers of one class; pipe line companies are another class; 
carriers by motor vehicle are another class; carriers by water are 
another class; and freight forwarders are still another class.) 


(5) No agreement establishing a procedure for joint consideration 
Shall be approved by the Commission which does not assure to each 
carrier party: to the agreement the free and unrestrained right to inde- 
pendent action. 

(6) Any person, including the Attorney General of the United States, 
is given the right to complain to the Commission of any action taken 
pursuant to an approved agreement and the Commission is authorized, 
with respect to the particular action complained of, to withdraw or 
modify its approval or to impose additional conditions on its approval. 

The broad purpose and objective of the bill, as reported, is to 
provide means for removing and avoiding conflict between the national 
transportation policy and the policy of the anti-trust laws, and in that 
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way to bring an end to the confusion, uncertainties, and inconsistencies 
which now threaten serious harm to all interests, and particularly to 
shippers, who are concerned in an adequate transportation system 
capable of rendering economical and efficient service to the public under 
reasonable and nondiscriminatory rates. 


“Plain Duty of Congress” 


It was asserted in the committee report that it was “the- 
plain duty of Congress to take the necessary remedial steps 
for the purpose of harmonizing and reconciling the policy of 
the anti-trust laws, as applicable to common carriers, with 
the national ‘transportation policy in such a manner as to 
protect the public interest.” 

The report pointed to anti-trust law exemptions now in 
effect with respect to air carriers and water carriers as prece- 
dents for H. R. 2536. It then discussed the historical back- 
ground of the bill, referring to Justice Department attacks since 
1941 on organizations through which the carriers dealt collec- 
tively with their problems, and stating that the Commission for 
many years had recognized that a substantial amount of co- 
operative action by carriers was essential. 


Agreements Relating to Joint Rates, Etc. 


“Experience conclusively shows,” the report continued, 
“that the carriers cannot effectively meet the requirements of 
the law, or provide the type of transportation that the public 
has come to expect and demand of-them, if each is to-be com- 
pelled to act alone without a considerable degree of consultation 
and agreement with other carriers. Consider, for example, the — 
great multitude of matters that must be agreed upon between 
carriers in order to meet the single requirement of the act with 
respect to through routes and joint rates. Before that require- 
ment can be met in any instance, there must be agreements 
establishing the through route, the joint rates to be applied 
in connection therewith, and the division of those rates between 
the participating carriers. There must be agreements upon 
train schedules for the operation of the through route. There 
must be agreement among the railroad generally on standards 
of equipment so as to minimize the hazards of accident and to 
facilitate interchange and simplify inspection at interchange 
points. There must be agreement among the railroads generally 
upon the rental to be paid by one road for the use of the cars 
of another; upon rules to-govern the basis of compensation to 
the owning road for one of its cars destroyed on the lines of 
another; upon rules to govern the repair by one road of the cars 
of another, including a fixing of the responsibility as between 
the owning road and the using road for the costs of different 
types of repairs and fixing the scale of charges to be made 
against the owning road for repairs for which it is responsible; 
and upon rules to govern the return of cars to their owners, 
as well as numerous other related matters. There must also be 
agreement between the road fixing responsibility for collecting 
and accounting for the freight charges on joint shipments and 
for the settlement and participating in the ._payment of claims 
for loss or damage in transit.” 

Senator Reed said in the report that motor carrier wit- 
nesses had pointed out that the relatively small size of motor 
carriers, and their large number, made it imperative for them 
to resort to collective action in connection with their rate- 
publishing function, and that it way only in this way that they 
could obtain competent assistance and at the same time operate 
economically. Railroads, motor carriers, water carriers and 
freight forwarders had all found it necessary to establish or- 
ganizations to deal jointly with matters involved in the discharge 
* pry Pe ig and responsibilities imposed on them by the law, 

e added. 


Reduction of Suspension Requests 


He referred to what he termed “practically unanimous” 
support of shippers and regulatory bodies for the continuance 
of the conference method of dealing with rates which was 
provided by the existing rate bureaus. In further discussion, 
he said, in part: 


Even without the unqualified testimony to that effect by both 
regulatory bodies and shippers, it would seem clear that the confer- 
ence method of rate making provided by the rate bureaus operaies 
greafly to reduce the number of requests for suspension of rates before 
they become effective and the number of formal complaints lodged 
against rates after they have gone into effect. It provides a method 
by which rates, in advance of their publication, are subjected to tests 
as to their reasonableness and lawfulness in other respects similar to 
those which are commonly applied by. the regulatory bodies in reaching 
their conclusions as to the reasonableness and propriety of rates that 
are under attack before them. 

It is shown that as a result of numerous rate proceedings, both 
general and special, in which the Interstate Commerce Commission 
and the various state regulatory bodies during the many years of their 
existence have prescribed maximum rates and relationships between 
rates, the great bulk of all rates now in effect are covered in one way 
or another by outstanding maximum rate orders. The result naturally 
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is that a great majority of all rate proposals handled by the rate asso- 
ciations involve reductions rather than increases in rates.... 


Senate Committee Amendments 


Final paragraphs of the report were devoted to explana- 
tion of the Senate committee amendments to the bill. It was 
stated that paragraph (2) of the bill was amended by inser- 
tion of language prescribing the kinds of agreements that might 
be submitted to and approved by the Commission, and that it 
might be said, generally, that such agreements dealt with trans- 
portation and services, practices and charges relating thereto. 
It was pointed out, further, that paragraph (2) was also 
amended with respect to the standards prescribed to guide the 
Commission in approving or refusing to approve agreements; 
that the House bill provided for approval of an agreement by 
the Commission “if it finds that by reason of the furtherance 
of the national transportation policy declared in this act, the 
relief . . . should apply,” and that the bill as now reported pro- 
vided for such approval by the Commission “‘if it finds that the 
object of the agreement is appropriate for the further per- 
formance by the carriers of service to the public, that the agree- 
ment will not unduly restrain competition, and that it is con- 
sistent with the public interest as declared by Congress in the 
national transportation policy set forth in this act.” 

“This amendment reflects recommendations of the Inter- 
state Commerce Commission, which is charged with the duty 
of administering the interstate commerce act, and which will 
be charged with new and important duties by the proposed sec- 
tion 5a of that act,” the report observed, adding: 


Under the standards set forth in the bill reported to the committee, 
Congress entrusts to the Commission the task of applying to particular 
cases a formula which Congress has determined should be controlling. 
It is for the Commission to weigh and balance in each case the several 
factors involved. Whether or not an agreement will ‘‘unduly restrain 
competition’ is a question to be decided by the Commission in the 
light of, among other considerations, the purpose to be served by the 
agreement with relationship to the objectives of the national trans- 
portation policy and the public interest as declared in that. policy. 

A new paragraph (3) has been added. This amendment also reflects 
the recommendation of the Commission. It provides that -all confer- 
ences, bureaus, committees, or other organizations established by any 
agreement approved by the Commission, shall keep such records and 
submit such reports as the Commission shall prescribe; and it provides 
further that the records and files of such organizations shall be subject 
to inspection by the Commission or its authorized agents. This appears 
to be a desirable requirement in view of, the continuing supervision 


which the Commission will exercise with respect to agreements approved 
by it. 


Right of Independent Action 


Paragraph (5) of the House bill is amended and appears as para- 
graph (6) in the bill as reported. The purpose of the amendment is to 
make it unmistakably clear that no agreement between carriers estab- 
lishing a procedure for the determination of any matter through joint 
consideration shall be approved unless assurance is provided that each 
carrier party to the agreement shall have the free and unrestrained 
right to take independent action. 

Paragraph (6) of the House bill is amended and appears as para- 
graph (7) of the bill as reported. The amended paragraph gives to any 
person, including the Attorney General of the United States, the right 
to complain of any action under or pursuant to an agreement approved 
by the Commission and authorizes the Commission to modify or ter- 
minate such approval, and.to prescribe additional terms and conditions 
upon its approval with respect to the particular action complained of. 
The amendment also gives the Commission the power and duty of 
determining whether such action is in conformity with the approved 
agreement and with the terms and conditions of approval. The fact 
that questions of this character will be confided to the Commission for 
decision will result in a uniformity in the administration of the law 
which can only come by vesting control in a single body. Diversity of 
decision must be avoided because of the chaos it would create in view 
of the national scope of the transportation system. 

Paragraph (8) of the House bill was amended and appears as para- 
graph (9) of the bill as reported. The amended paragraph provides 
that no agreement approved by the Commission and no action in accord- 
ance therewith shall be deemed to be in restraint of trade within- the 
meaning of the anti-trust laws. This paragraph contains a new pro- 
viso to the effect that the paragraph shall not apply to agreements, or 
parts thereof, over which the Commission has no jurisdiction. This is 
in line with the amendment of paragraph (2) which limits contracts to 
be submitted to and approved by the Commission to those dealing with 
transportation services and practices and charges relating thereto. 


MONEY FOR C. A. A. 


The Senate has passed H. R. 6056, the appropriation bill for 
the State, Justice and Commerce Departments for the fiscal 
year ending June’ 30, 1947, with the amendments proposed by 
its appropriations committee whereby a total of $130,251,720 is 
provided for the Civil Aeronautics Administration, including 
$52,000,000 for use by the C. A. A. in carrying out provisions 
of the federal airport act of May 13, 1946 (see Traffic World, 
June 22, p. 1887). Differences between the bill as passed by 
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the House and as passed by the Senate made necessary further 
congressional action on the bill. 


Further Cutbacks in M. C., W. S. A. 
Appropriations Considered 


House committee, in hearings on rescission of $80.- 
000,000 of W. S. A. money and $378,460,000 of Mari- 
time Commission funds, told of delay, because of 
O. P. A. “ceiling.” of return of vessels to private oper- 


ation in Hawaiian trade and in coastwise coal move- 
ment. Ship chartering activities discussed. Com- 
mission chairman outlines construction program 


Statements by William U. Kirsch, budget officer of the 
War Shipping Administration, showing that the W. S. A. now 
had available for rescission about $80,000,000 of money hereto- 
fore appropriated for it, which would be in addition to $570,- 
452,000 of its appropriation for the current fiscal year previ- 
ously rescinded, and dealing with steps taken by the W. S. A. 


. tq return ships to private operation, were included in printed 


hearings on the third deficiency appropriation bill, issued by 
the House appropriations committee as it reported the bill. 

_The printed hearings also included testimony by Admiral 
Smith, chairman of the Maritime Commission, and other offi- 
cials of that commission relating to a proposed rescission of 
$378,460,000 in appropriations heretofore made for ship con- 
struction by that agency. 

Mr. Kirsch testified that the W. S. A. at one time had 
about 1,400 vessels under charter, but that that number had 
now been reduced to 187. Of those 187 ships, he said, about 
75 were in shipyards, being restored or being resurveyed, and 
60 were in service in domestic trades. 


“Relief” for Colliers on July 1 


_ “We have some 32 vessels in the coastwise coal trade 
which we have not been able to redeliver because of the 
O. P. A. ceiling,” he said, adding that the W. S. A. was “work- 
ing out a plan with the O. P. A. and the colliery owners so that, 
effective July 1, the O. P. A. will take care of the difference.” 

Explaining that statement, he said that “we are losing 
about 80 cents a ton on every ton of coal to New England on 
account of the O. P. A. ceiling.” 


_ Mr. Kirsch said the W. S. A. expected to be able to re- 
deliver to their owners on July 1 nine ships that it had been 
operating in the Hawaiian trade “because the O. P. A. has 
now consented to grant an increase in the rate to Hawaii.” 
He said the W. S. A. expected to be able, within three months, 
to redeliver, also, inter-island vessels in Hawaii. 


_He told the committee that the W. S. A. had, in the war 
period, paid out $1,000,000 a day for charter hire, but that now 
it was taking in money, since in the last two months it had 
chartered out 245 ships under an “interim charter arrange- 


ment.” He added that “about 20 per cent of our cargo fleet is 
chartered out.” 


Berth Services 


“We have covered every one of our berth services with 
chartered vessels, so the W. S. A. won’t be operating any more 
vessels in the berth services,” he said. 


Early this year the W. S. A. had 450 vessels in the off- 
shore coal trade and 125 to 150 ships in the movement of grain 
to foreign government, but in the period from April 15 to 
May 15 “we actually berthed in this country only 14 ships in 
the grain trade,” said Mr. Kirsch, adding that there had been 
reports that farmers were withholding their grain from the 
market. 

_ Testimony by Admiral Smith, with respect to the rescis- 
sion of Maritime Commission funds, showed that the commis- 
sion had scheduled for construction in 1946 and 1947 a total 
of 33 merchant ships, involving a total estimated cost of $313,- 
700,000 arid comprising eight passenger ships, four combination 
passenger and cargo ships, 12 cargo ships, and nine small 


‘refrigerator ships. 


Committee Approves Cuts 


The appropriations committee approved, without change, 
the proposed rescissions affecting the Maritime Commission and 
the W. S. A.—$173,678,000 in the case of the commission and 
$80,070,000 in the case of the W. S. A.—as it reported the bill to 
the House. The committee report contained no discussion of 
these items, other than mention of them among other rescissions 
proposed in the bill. Of the amount of the W. S. A. cutback, 
$70,000. was taken out of money for state marine schools op- 
erated under W. S. A. direction. 
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June 29, 1946 


Appeal Questions Raised by 
New Procedural Act 


Administrative procedural act of 1946 carrier, for first 


time, definition of those who may appeal from “ac- 
tion” of administrative bodies such as the Commis- 
sion. Language of new act raises questions whether 
right of judicial review has been broadened both as 
to those who may appeal and as to whether or not 
word “action” in new law covers more ground than 
the word “order” in the older provisions of law gov- 
erning review 
By LEWIS W. BRITTON 


Approval by President Truman of S. 7, the administrative 

procedure bill, designated as the administrative procedure 
act of 1946 and identified as public law No. 404, designed to 
establish a uniform system of handling cases acted on by vari- 
ous federal administrative agencies, has raised questions as to 
whether or not the new act broadens the scope of judicial 
review by the federal courts. 

The questions are raised as to whether or not the new act 
broadens the group entitled to judicial review of orders of 
bodies, such as the Commission, and as to whether or not that 
review goes beyond the “orders” of such agencies, as compared 
with what was covered by judicial review of Commission orders 
under the old commerce court act and later under the urgent 
deficiencies act. The latter act repealed some of the provisions 
of the commerce court act, and since 1913 judic’al review of 
orders of the Commission have been governed by those _provi- 
sions of the commerce court act that were not repealed, and 
by the applicable provisions of the urgent deficiencies act. 

These questions arise by reason of the wording of the new 
act under the subheading, “Judicial Review.” Those who are 
entitled to judicial review of the action of administrative bodies, 
such-as the Commission, are defined as follows: 


Sec. 10. Except so far (1) statutes preclude judicial review or (2) 
agency action is by law committed to agency discretion— 

(a) Right of Review.—Any person suffering legal wrong because of 
any agency action, or adversely affected or aggrieved by such action, 
within the meaning of any relevant statute, shall be entitled to judicial 
review thereof. 


Those Heretofore Entitled to Review 


Attention has been called to the fact that there is no 
definite designation of those entitled to judicial review in the 
applicable provisions of law as contained in the U. S. Code 
and under which judicial review of Commission orders was had 
prior to passage and approval of the new procedural act. Refer- 
ences to parties seeking review of Commission orders in the 
older provisions are indirect in their nature. 

For example, 28 U.S.C. 43, dealing with venue of suits, 
provides that the venue of any suit to enforce, suspend, or set 
aside, in whole or in part, any order of the Commission shall 
be in the judicial district wherein is the residence of the party, 
or any of the parties on whose petition the order was made. 
An exception, dealing with orders not relating to transportation, 
assigns venue to the district where one of the “petitioners” in 
pe has either its principal office or its principal operating 
office. 

Similarly, section 45, dealing with practice and procedure 
in certain cases, merely says jurisdiction of the district courts 
shall be invoked by filing in the office of the clerk of the court 
a written petition. No such words as “party,” or “person,” or 
“petitioner” appears: in that section. 

Section 45a, which gives the Attorney General the duty of 
protecting the interests of the government when orders of the 
Commission are taken into court, has a proviso that “the Inter- 
state Commerce Commission and any party or parties in inter- 
est to the proceeding before the commission” may appear in the 
courts as of right. A further proviso grants the right of inter- 
vening in the district court to “communities, associations, 
corporations, firms, and individuals who are interested in the 
controversy or question before the Interstate Commerce Com- 
mission, or in any suit which may be brought by anyone under 
the provisions of the aforesaid sections relating to action of the 
Interstate Commerce Commission.” 

This is the broadest language used in the older section 
of the law, but it is to be noted that the groups permitted to 
intervene are those “interested” in a case before the Commis- 
sion; while the latter portion of the proviso definitely sets 
those groups outside the category of those who may bring ac- 
tions under the other sections of the code which do not desig- 
nate, directly, who it is that may appeal from decisions of 
the Commission. 

A further paragraph of the section says that “complain- 
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ants” before the Commission “interested in a case” shall have 
a right to appear and be made parties to the case in court 
under such regulations as are permitted in equity courts. 


The next mention of “party” in the older provisions of the 
law is in section 47a, dealing with appeals to the Supreme 
Court from final decrees of district courts. That section says 
the appeal is to be taken by “an aggrieved party” within 60 
days after entry of the final judgment or decree. 


As compared with these references to those who may ask 
for judicial review of Commission orders, it is pointed out that 
the new law has, for the first time, a paragraph, “Right of 
Review,” specifically giving that right to “any person suffering 
legal wrong because of any agency action, or adversely affected 
or aggrieved by such action within the meaning of any relevant 
statute.” : 


Does “Action” Mean More Than “Order’? 


The second question, as to whether or not the right to 
judicial review goes beyond an order of any administrative 
body, is raised by the fact that the new procedural law, under 
the heading “Judicial Review,” gives those designated the right 
to ask for review of “any agency action.” The words “agency 
action” appear in sections 10(a), 10(b), 10(c), 10(d), and 
10(e) of the new law. 

The word “action” in this sense, i.e., action of the Com- 
mission, did not appear in the applicable provisions of the law 
prior to approval o. the new act. 


Section 43 of Title 28, U. S. Code, is headed, ‘Venue of 
suits relating to orders of Interstate Commerce Commission,” 
and the word “order” is used in the body of the section. 


Again, in section 44, reference is made to suits for the 
enforcement of any “order” of the Commission. In section 45a, 
dealing with the status of the Attorney General in suits brought 
in connection with Commission orders, it is provided that the 
Commission and any party or parties in interest to the proceed- 
ing before the Commission, “in which an order or requirement 
is made,” may appear as parties in court in any suit involving 
the validity of such “order or requirement .. .” The word 
“requirement” here is the only variation from the use of the 
word “order” in the law as it stood before approval of the 
new act. 


In section 46, the heading again refers to “orders” of the 
Commission, and only the word “order” is used in the body of 
the section. The same is true of section 47, dealing with in- 
junctions and appeal to the Supreme Court, where only the 
words “orders” and “order” are used in the heading and in 
the body of the section. 


Cases in Point 


As the urgent deficiencies act amended the commerce 
court act, it is pointed out that the latter must be read in the 
light of the former, which gave the courts jurisdiction over 
four classes of cases, the first of which was suits to enjoin 
orders of the Commission. 


In a number of cases the word “order” under the older 
provisions of the law was held to mean an action of the Com- 
mission that required someone to do something. In U. S. vs. 
Illinois Central, 244 U. S. 82, as an example, the court held 
that an order setting a case for hearing on a particular date 
was not an “order” within the meaning of the statutes then in 
effect. A similar decision was made in Great Northern Ry. 
vs. U. S.: 200 U:-S. 172. 


Under the older provisions of the law the courts do not 
seem to have taken as broad a view of those who might bring 
suit to enjoin the Commission orders as in the new act. In 
Edward Hines Trustees vs. U. S. 263 U. S. 143, the Hines 
trustees sued to set aside-an order of the Commission rescind- 
ing a World War I order that had levied a $10 a day penalty 
against those holding lumber in cars and, in effect, using the 
cars as storage space.. The Hines trustees argued that the 
order should be continued in effect. The Supreme Court held 
that Hines had not been injured by cancellation of the order, 
noting that, at most, that company had been placed in a 
“worsened” competitive condition, since competitors might con- 
tinue to hold lumber in cars without paying the penalty charge. 

In Sprunt & Son vs. U. S. 281 U. S. 249, the complainant 
objected to an order of the Commission that required cancella- 
tion of a difference of 3 cents in the rates on cotton as between 
warehouses located on the water front and those not so located 
—a_so-called “uptown” differential charge. Sprunt, having 


facilities on the waterfront, and the railroads, brought suit in 
a district court, which sustained the order. Sprunt then ap- 
pealed, but the railroads did not. The Supreme Court held that 
Sprunt had no standing to maintain an appeal, merely because 
it had lost an economic advantage, independently of the rail- 
roads, whose failure to appeal, said the court, showed them 
to be satisfied with the order. 
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Land-Grant Rate Repeal Effect 
on Army Freight Bill Viewed 


Brig. Gen. Wylie, assistant chief of army transporta- 
tion service, estimates that higher rates to go into effect 
October 1 on government traffic will add $12,017,328 


to cost of transportation of supplies for War Depart- 
ment in nine months of next fiscal year 


Testifying before the War Department subcommittee of the 
House appropriations committee in hearings on H. R. 6837, the 
appropriation bill for the military establishment for the fiscal 
year ending June 30, 1947, Brigadier General Robert W. Wylie, 
assistant chief of the army transportation service, placed in the 
hearing record a statement in which it was estimated that re- 
peal of the land-grant rates on government traffic, effective on 
October 1, would mean an increase of $12,017,328 in the cost to 
the War Department of the transportation of its supplies in the 
fiscal year 1947. 

General Wylie submitted this information to the subcom- 
mittee in response to a request by Representative Engel, of 
ee The general’s statement on this subject was as fol- 
ows: : 
“The transportation of supplies charged to the Transporta- 
tion Corps is expected to be somewhat heavier during the first 
quarter of fiscal year 1947 than during the latter three-quarters, 
so that about 28 percent of the fiscal year 1947 army traffic 
volume will move under rates ‘before repeal.’ An increase of 
15 per cent on the remaining 72 per cent of traffic amounts to 
10.8 per cent increase in the total transportation cost for the 
fiscal year, or $12,017,328.” : 


Refunding of Overcharges 


Asked by Mr. Engel what was being done to see that any 
overcharge on War Department freight was refunded, General 
Wylie said that “we have in our commercial traffic service a 
section which reviews the bill of lading for the particular pur- 
pose of picking up overcharges.” 

“When overcharges are evident,” he continued, “they im- 
mediately institute action looking for readjustment or for cor- 
rection. Some of those readjustments run in to considerable 
money. We recently sampled a section of them and found we 
had recovered some $5,000,000 as a result of that check.” 

Statistical information presented by General Wylie in the 
course of his testimony included data showing that the average 
length of haul, by the month, of War Department freight in 
1945 was 725 miles, and ranged from a high of 855 miles in 
June to a low of 610 miles in November. He said the estimated 
cost a ton-mile for the next fiscal year was $0.018, based on 
current sampling of costs a ton-mile, modified by necessary 
projections to cover increased costs that would be caused by 
abolition of the land-grant rates heretofore available to the War 
Department and by loss of rate advantages formerly available 
under section 22 of the interstate commerce act. Analysis of 
War Department freight costs, he stated, indicated that about 
80 per cent was the proportionate share paid from Transporta- 
tion Corps appropriations. 


The appropriation asked for the Transportation Corps for 
the fiscal year.1947, he said, was $509,911,000, of which. $505,- 
891,000 was for “the transportation of War Department equip- 
ment and supplies by commercial carriers ashore and afloat, and 
for the operation of army transports all over the world and for 
the operation of army ports of embarkation at New York, New 
Orleans, San Francisco, and Seattle.” He compared that figure 
with an estimated obligation for the current fiscal year of 
$1,048,061,406, and an actual obligation for the fiscal year 1945 
of $1,747,004,687. The Budget Bureau estimate for the Trans- 
portation Corps for the fiscal year 1947 was $524,664,256. 


Representative Mahon, of Texas, noted that the Transporta- 
tion Corps estimated that its expenditure for commercial ocean 
transportation in the current fiscal year would be $2,557,614, 
and that it was asking for $133,287,100 for that purpose in the 
fiscal year 1947. He asked for an explanation of that “dis- 
crepancy.” 


Use of Commercial Ocean Ships 


“All of the movement overseas during the current year,” 
said General Wylie, “moves in War Shipping Administration 
vessels and is moved without reinbursement from the War 
Department. . . . The small amount shown for our own opera- 
tions was paid when we had to charter foreign flag space, or 
make arrangements for space on commercial vessels not under 
the control of the War Shipping Administration. At the be- 
ginning-of the next fiscal year we are on our own and must 
pay our bills. That is the reason for that large increase.” 

He added that the $133,287,100 would be paid to “com- 
mercial companies” for freight transportation. The estimate 
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wee a on present ocean tariffs, obtained from the W.S.A.., 
e said. 


Cut Proposed by Committee 


In its report on the bill, the Senate appropriations commit- 
tee recommended a reduction of $49,664,256 in the army trans- 


‘portation service item, as against the Budget estimate, “leaving 


$475,000,000 for that purpose for the next fiscal year.” The com- 
mittee said it was “familiar with the contention that the army 
was receiving many free transportation services from other 
agencies of the government during the emergency that must be 
paid for now out of this appropriation,” but it took the position 
that “substantial economies can be practiced now. that were not 
in order under the stress of war.” 


House Passes Bill 


The House passed. the bill after rejecting an amendment, 
offered by Representative Rich, of Pennsylvania, whereby the 


_ amount provided for the army transportation service for the 


next fiscal year would have been cut by an additional $100,000,- 

to a total of $375,000,000. He said this represented 
$17,000,000 more than the average allowed for this purpose in 
pre-war years. ; 

His argument in support of his amendment was that it 
would serve to curtail unnecessary transfers. of soldiers be- 
tween widely separated points in the United States and would 
“make every traveled mile count.” Representative Mahon, of 
Texas, opposing the amendment, said that a large part of the 
money proposed to be appropriated for the War Department 
was to pay for commercial ocean transportation which hereto- 
fore had been handled for the War Department by the navy 
and the War Shipping Administration. 


Anti-Racketeering Bill Passed; 
Labor Voices Disapproval 


Without debate, the Senate passed H. R. 32, the so-called 
truck anti-racketeering bill introduced by Representative 
Hobbs, of Alabama, thus completing Congressional action on 
the measure and sending it to the President (see Traffic World, 
June 22, p. 1885). 

Senator Hatch, of New Mexico, on calling up H. R. 32 for 
Senate consideration, noted that its provisions had been ap- 
proved by the Senate recently when they were adopted as an 
amendment to the Case labor bill, which the President vetoed. 
Senator Hatch said he did not think any further discussion of 
H. R. 32 was necessary (see Traffic World, June 15, p. 1794). 


Labor Leaders Ask Veto 


President Green, of the American Federation of Labor, 
in an “appeal” to President Truman to veto H. R. -32, con- 
tended that there was “grave danger” that the bill, if it be- 
came law, would interfere with “the exercise of the legitimate 
activities of those employed in the transportation industry and 
in the production of goods shipped in interstate commerce.” 
Mr. Green complained that the bill was susceptible of “broad 
dangerous interpretations by the courts” and averred that, 
if it became law, widespread discontent and unrest would pre- 
vail within the ranks of labor. 


President Murray, of the Congress of Industrial Organiza- 
tions, made public a letter he had addressed to President Tru- 
man, urging the President to veto H. R. 32, and asserting that 
that bill, ‘the Hobbs bill,” was the same measure that the 
President had condemned in: his veto message-on the Case labor 
bill. Mr. Murray said the Hobbs bill substantially reenacted 
the provisions of the present anti-racketeering act and that it 
added “absolutely nothing to the protection which would be 
afforded against true racketeering activity.” 


President Truman said at his press conference June 27 
that the Hobbs bill had not yet reached him—that it was going 
the rounds of the government departments to which it had been 
referred for comment. He made no comment on reports that 
he would sign the bill. 


ATLANTIC COAST LINE CAR ORDER 


The Atlantic Coast Line Railroad, in conjunction with the 
Florida East Coast Railway, Pennsylvania Railroad and the 
Richmond, Fredericksburg & Potomac Railroad, today placed 
orders for a group of 117 passenger train cars, according to 
C. McD. Davis, A. C. L. president. Each of the railroads will 
acquire and pay for its proportionate quota of -the group of 
cars which will be used to completely modernize the consists of 
three trains now in service between New York and Florida 
points. Of stainless steel construction, the lightweight cars 
orders consist of 71 sleepers, 30 coaches, 13 diners and three 
baggage cars. 
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June 29, 1946 


Toll-Financed Superhighway 
Plan Opposed by P.R.A. 


Ohio manufacturer advocates enactment of bill to en- 
able corporation to issue government-guaranteed 
bonds in amount of $12 billion for construction of 
“streamlined” roads, for use of which tolls fixed by 
1.C.C. would be charged. Spokesman for federal 
roads body says cost of system would not be recover- 
able from user charges, upholds present plans for 
interstate superhighways 


A subcommittee of the House committee on roads on June 
26 heard testimony for and against a proposal, embodied in 
H. R. 50, to authorize the Transcontinental Streamlined High- 
way Corporation of the United States of America to prepare 
plans and specifications for a $12,000,000,000 transcontinenal 
superhighway system and to permit that corporation to con- 
struct and operate such a system and collect tolls for its use. 

Under terms of the bill, introduced by Representative Ran- 
dolph, of West Virginia, the proposed transcontinental highway 
system would comprise “one superhighway extending in ap- 
proximately a straight line from near Boston, Mass., to near 
San Francisco, Calif.,; two extending from the Great Lakes 
region and New York to Florida; one from the Canadian border 
in Minnesota to Laredo, Tex., connecting with the Pan Ameri- 
can highway to Central and South America; one from Jackson- 
ville, Fla., in a direct line to San Diego, Calif., and one between 
San Diego, Calif., and Vancouver Island.” 

The subcommittee, headed by Representative Elliott, of 
California, heard one proponent of the bill—T. E. Steiner, of 
Wooster, O., manufacturer of ladders and toys and president 
of the Transcontinental Streamlined Highway Corporation. He 
outlined a proposal of that corporation, by which he said no 
stock had been or would be issued, to issue bonds in an aggre- 
gate amount not exceeding $12 billion, in four equal issues of 
$4 billion each, over a period of four years, which would mature 
within 30 years and bear interest at the rate of not over 3 per 
cent, the bonds to be “fully and unconditionally guaranteed as 
to principal and interest by the United States,” and to be ex- 
empt from federal, state and local taxes, except surtaxes, estate, 
inheritance and gift taxes. Under a provision of H. R. 50, he 
noted, the corporation would be authorized to levy and collect 
“reasonable” toll charges for the use of the superhighways in 
the proposed system, and the amount of the toll would be fixed 
and determined by the Interstate Commerce Commission. The 
bill provides, further, that “all proceeds derived from such 
charges and all other revenue derived from service centers and 
other sources shall be used by the corporation for the mainte- 
nance, administration, and policing of such superhighways and 
approaches thereto and for establishing a reserve fund to be 
used for the payment of the interest and principal of the bonds 
issued by the corporation.” ~* 


Pennsylvania Turnpike as Example 


In his testimony, Mr. Steiner pointed to successful opera- 
tion of the Pennslyvania turnpike as evidence that the nation- 
wide superhighway system proposed in the bill could be sup- 
ported by collection of tolls. He contended that his plan would 
make it possible to “put to work” idle money now on deposit in 
the nation’s banks. He said that M. S. Amstutz, of Valparaiso, 
Ind., a patent attorney, was associated with him in promotion of 
the national superhighway plan. Representative Thom, of Ohio, 
made a short statement in which he said that Mr. Steiner was 
one of his constituents and that he knew that Mr. Steiner had 
worked out his superhighway plant in 1930—and since then had 
been engaged in an “educational campaign” to arouse public 
interest in the plan. 

C. D. Curtiss, deputy commissioner of the Public Roads Ad- 
ministration, the ‘only other witness heard by the subcommittee 
on June 26 said that H. R. 50 was similar in many respects to 
bills and proposals that had been advanced 15 years ago. As 
a result of various superhighway proposals, he said, there had 
been included in the federal highway act of 1938 a provision 
authorizing the chief of the bueau of public roads to investigate 
and make a report to Congress with respect to the feasibility 
and desirability of construction of three east-west and three 
north-south superhighways. Such an inquiry, he said, had been 
recommended also by the late President Roosevelt. 

Mr. Curtiss stated that the report that had subsequently 
been transmitted to Congress by the President had set forth the 
conclusions that, from a physical standpoint, construction of the 
superhighways proposed would be feasible, but that, with re- 
spect to financing, the construction could not rest on an expecta- 
tion that the cost would be recoverable in its entirety, or even 
to a considerable degree, from toll charges. He added that the 
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report recommended that a basis of financing by toll charges 
might be applied to a superhighway extending from “an appro- 
priate point near Washington, D. C., to an appropriate point 
near Boston, Mass.” 

Recalling that the House roads committee had asked the 
P.R.A. for a report on inter-regional highways in 1941, and that 
such a report had been transmitted to Congress thereafter, Mr. 
Curtiss stated that substance had been given to recommenda- 
tions for such highways in the federal-aid highway act of 1944, 
in which provision was made for a system of interstate high- 
ways not exceeding 40,000 miles in extent. This system, he said, 
was in the process of selection now, and plans therefor had been 
practically completed embodying “very high construction stand- 
ards.” 

“We feel that these two reports constitute a complete an- 
swer to the proposal in this bill,” said Mr. Curtiss. 


Refunds of Railroad Employes’ 
Job-Insurance Contributions 


The House committee on interstate and foreign commerce 
has reported H. R. 3420, providing for “refunds to railroad 
employes in certain cases, so as to place the various states on 
an equal basis, under the railroad unemployment insurance act, 
with respect to employe contributions. 

In its report, the committee said the purpose of the bill 
was to correct an injustice to railroad employes of ten states 
in which they, prior to enactment of the railroad unemployment 
insurance act, made contributions to state unemployment insur- 
ance funds of their respective states. 

“No such contributions were made by the railroad employes 
of the remaining 38 states,” said the committee. “It is mani- 
festly wrong for this disparity among railroad employes to 
continue to exist. In the interest of justice the contributions 
made by railroad employes in those states ought to be refunded 
to them. ... 

Embodied in the committee report was a letter to Chairman 
Lea, of the committee, from Acting Chairman Squire, of the 
Railroad Retirement Board, expressing opposition of the board 
to the bill and stating among other things, that the employe 
contributions considered in the bill were made to states at 
varying rates for varying parts of the period 1936-39; that the 
contributions were “trifling” in three of those states, but that 
in the seven other states involved it was estimated that the 
employe contributions affected by the bill totaled $5,500,000. 


Rail Retirement Bill Subject of 
Pressure-Group Threats—Lea 


Assailing the original Crosser bill, H. R. 1362, relating to 
social security of railroad employes under the railroad retire- 
ment, unemployment insurance and carrier taxing acts, as 
“improvident” legislation, and upholding the provisions of the 
committee-revised version of that bill, Chairman Lea, of the 
House interstate commerce committee, told the House that 
his committee had had to carry on‘its work on the bill ‘“‘under 
misrepresentations and thinly veiled threats of pressure groups.” 


Referring to the petition to discharge the committee from 
consideration of the Crosser bill, Chairman Lea said that the 
petition was not filed until after the subcommittee of his 
committee in charge of the bill had voted to report a bill. 


“The justification for the discharge petition, if it had any, 
was not that the committee refused to act on the legislation 
but rather that it was not acting in accordance with the desire 
of certain proponents,” he said. 


Chairman Lea said the Crosser bill would create an ulti- 
mate tax burden of about $760,000,000 a year on the basis of 
a $4,300,000,000 pay roll, as against a “total tax paid for these 
purposes last year” of $410,000,000; that provision of com- 
parable benefits for other prospective beneficiaries of a broadly 
expanded social security plan would cost the nation over 
$20,000,000,000 a year, and that the committee bill would pro- 
vide about $70,000,000 a year for new benefits to employes and 
their beneficiaries. 


After debate on H. R. 1362 had been resumed, the afternoon 
of June 20, the House rejected the committee-amended version 
of the bill and thus opened the way for consideration of the 
Crosser bill in the form in which it had been introduced origi- 
nally. On a teller vote, 129 supported the committee bill, while 
136 voted against it. This vote, however, was taken while the 
House was sitting as “committee of the whole,” and the action 
on the committee-amended bill was not final. 
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House Appropriations Unit Acts 
to Restore Hawaiian Harbor 


Other proposed navigation projects, advocated by vari- 
ous members of House in hearings on deficiency bill, 
turned down by committee because of absence of sup- 
port of Budget Bureau estimates 


_ The House committee on appropriations has reported the 
third deficiency appropriation bill for 1946, carrying, among 
other items, $2,500,000 for repair of the breakwater at Hilo 
yore Territory of Hawaii, damaged by a tidal wave on 

pril 1. 

The committee said in its report that it had been urged to 
make provision for a number of other harbor improvement 
projects “which do not have the support of Budget estimates.” 

__“As to their merit, the committee raises no question,” it 
said, ‘‘but there are literally hundreds of authorized river-and- 
harbor and flood-control projects awaiting appropriations for 
their initiation or prosecution that may be equally or more 
meritorious. That determination, it is submitted, should not be 
a committee responsibility.” 

Printed hearings on the bill included testimony by Repre- 
sentative Outland, of California, in support of a harbor-dredging 
project at Monterey Harbor, Calif.; by Representative Jarman, 
of Alabama, in support of construction of a lock and dam in 
the Warrior River at Demopolis, Ala., at an estimated cost of 
$1,664,000; by Representative Pittenger, of Minnesota, for deep- 
ening of channels at Two Harbors, Minn., at an estimated cost 
of $2,115,000 (one of two projects authorized in an act of Con- 
gress approved November 7, 1945); by Representative Sikes, 
of Florida, for improvement of the harbor at Port St. Joe, Fla., 
at an estimated cost of $225,000, and by Representative Hen- 
dricks, of Florida, also in support of the Port St. Joe project. 

Colonel P. A. Feringa, director of civil. works of the War 
Department’s corps of engineers, in testimony relating to Hilo 
Harbor, said that it was “the harbor for the island of Hawaii,” 
that its commerce had increased from 290,000 tons in 1923 to 
1,290,000 in 1944, and that reconstruction of the breakwater 
that had been destroyed by the tidal wave was completely 
pag oneal to the harbor, as “without the breakwater there is 
no harbor.” 


Senate Extends W. S. A. Expiration 
Date from July 1 to Sept. 30 


While it had under consideration H. R. 6496, the appropria- 
tion bill for the Navy Department, the Maritime Commission 
and the War Shipping Administration for the fiscal year ending 
June 30, 1947, the Senate agreed to an amendment offered by 
Senator Hart, of Connecticut, postponing from July 1 to Sep- 
tember 30 the time designated in the bill as passed by the 
House for transfer to the Maritime Commission of the functions 
of the W. S. A. (see Traffic World, May 25, p. 1579, and 
June 15, p. 1809). 


Supporting the Hart amendment, Senator Overton, of 
Louisiana, chairman of the Navy Department subcommittee of 
the Senate appropriations committee, inserted in the Congres- 
sional Record the text of a letter he had received from Director 
Snyder, of the Office of War Mobilization and Reconversion, 
advocating postponement of the W. S. A. transfer for three 
months beyond July 1. Director Snyder said in his letter 
that action by the Senate in line with that proposal was re- 
quested “in order to provide reasonable opportunity to prop- 
erly meet many problems which face the War Shipping Ad- 
ministration and the Maritime Commission, to afford the time 
necessary for perfecting an organization which would permit 
the Maritime Commission to absorb and liquidate the functions 
of the War Shipping Administration, and in the interest of 
good administration and orderly liquidation of merged activ- 
ities.” 

Director Snyder said his recommendation was made after 
consultation with the chairman of the commission, the W. S. A. 
and representatives of the Bureau of the Budget and that all of 
them concurred in the recommendation. 

Senator Magnuson, of Washington, obtained from Senator 
Overton confirmation of his impression that an amendment 
recommended by the Senate appropriations committee, which 
the Senate had agreed to, would allow the Maritime Commis- 
sion to continue operation of merchant ships in the Alaskan 
trade (and in other trades) until March 1, 1947. 

He referred to a proceeding now pending before the Mari- 
time Commission in which ship operators in the Alaskan trade 
were seeking substantial rate increases, and said that until 
— was decided the operators did not want their ships 

ack. 
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“Until the matter is settled, and without completely tying 
up the whole Alaskan trade, on which all Alaskans rely for 
food, medicine, and all other supplies,’’ he said, “it is deemed 
desirable for the War Shipping Administration in this case to 
continue operating that particular shipping until March 1, 1947. 
. . . I am sure that if on March 1 we are not through with 
this matter, and the War Shipping Administration makes a 
recommendation, we may come back to the committee and ask 
for a further extension.” ; 

Senator Overton said that the main purpose of specifying 
the March date, in place of the date contained in the House- 
approved bill (December 31, 1946) for completion of liquidation 
of W. S. A. functions by the Maritime Commission, was to 
permit government operation of the ships in the Alaskan trade. 

“If during January and February it is found that there is 
some difficulty,” he added, “I think Congress will take cog- 
nizance of that fact, and will undertake to relieve the situation. 
I hope so.” 


Cost of Ocean Transport of Relief 


Shipments Hit by House Member 


Ocean transportation costs of shipments of relief supplies 
from the United States to foreign countries by the United 
Nations Relief and Rehabilitation Administration were de- 
scribed as “outrageous” by Representative O’Neal, of Ken- 
tucky, a member of the House committee on appropriations, in 
hearings by that committee on the third deficiency appropriation 
bill for 1946, carrying $465,000,000 for the U. N. R. R..A. 

In the printed hearings on the bill, made public as the 
committee reported the bill to the House on June 26, appeared 
testimony by C. T. Wood, deputy to Assistant Secretary Clayton, 
of the State Department, including a statement that out of 
a total of $2,232,000,000 made available to the U. N. R. R. A., 
$418,000,000, or about 18 per cent, represented ocean transpor- 
tation charges. 

“I cannot understand a high cost like that when we are 
trying to do a humanitarian job,” said Mr. O’Neal. 

‘What we were faced with,” said Mr. Wood, “was this. 
We had the United Maritime Authority, which operated the pool 
of shipping during the war, and the War Shipping Administra- 
tion, which was the American agency concerned. It continued 
afterward. U. N. R. R. A. was faced in the early days with 
the question, Shall we build up a big shipping organization of 
our own, or shall we use the government shipping machinery 
which exists? I think it was very wisely decided to do the 
latter... . It has been a shipping operation under government 
coordination and control; that is, the shipping lines acted as 
agents for the W. S. A.” 

“Do you mean that the contractors took over government 
ships and charged you the cost of operation plus a profit; is 
that it?” asked Mr. O’Neal. 


Rate Reduction Negotiations 

“Except that W. S. A., rather than the private operators, 
were involved,” said Mr. Wood. “All revenue over and above 
fees paid to the agents—the shipping companies—were retained 
by W. S. A. I am not completely familiar with all the details 
of how the shipping operated, but it was under the direction 
of the War Shipping Administration which made arrangements 
with the shipping lines, allotted the cargoes to the ships, and 
in general controlled it as a pool, just as we did during the 
war. 

“Shortly after I got into this situation . . . it seemed to 
me that the costs which were then running at about 20 per 
cent or over were too high . . . We put two of our shipping 
experts in the State Department on a committee which we had 
set up in U. N. R. R. A. to go into this question, and we also 
sent those men over to the W. S. A. with a strong statement 
that we wished reductions in rate for U. N. R. R. A. We have 
obtained quite substantial reductions as a result of that effort. 
But I do not think we have yet obtained enough. . . . We are 
down to $418,000,000 now and we hope it may be pushed 
somewhat lower... . I agree that an 18-per cent figure seems 
very high.” 

“That seems an outrageous figure, and it seems to me 
something ought to be done about it,” said Mr. O’Neal. 

Mr. Wood said that the U. N. R. R. A., in its effort to 
reduce ocean shipping rate reductions, had run up against “a 
really difficult situation with all the shipping interests,” because 
the latter contended that their costs were high and that, if they 
reduced their rates for U. N. R. R. A., they would have to 
lower all their rates. 


Tabulation of Ocean Freight Charges 
In response to a request by Chairman Cannon, of the ap- 
propriations committee, Mr. Wood submitted a tabulation show- 
ing the total cost of various commodities shipped overseas by 
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the U. N. R. R. A. and the freight charges and their ratio to 
total cost of each commodity. According to this tabulation, 
freight charges ranged from $18.01 a ton and $11.49 of each 
$100 total cost in the case of a shipment of 31.7 tons of rice 
on a ship that sailed April 27 from Galveston-Houston, Tex., 
to Albania, to $29.11 a ton and $33.47 of cach $100 of cost in 
the case of a shipment of 2,462 tons wheat flour on a ship that 
sailed April 16 from New Orleans to China. 


Mr. O’Neal said he thought there should be a renegotiation 
clause in the ocean shipping contracts, “because they are ap- 
parently very unfair,” but Mr. Wood said he did not think 
there was any provision for renegotiation. Dallas Dort, U. N. 
R. R. A. adviser on relief and rehabilitation, said he thought 


the problem was to “get the shipping authorities to agree on a 
new schedule of rates.” 


House Committee Reports Amended 
“Seamen's Bill of Rights” 


The House committee on merchant marine and fisheries 
has reported H. R. 2346, characterized in hearings on the meas- 
ure as the “seamen’s bill of rights,” and designated by its 
title as “an act to provide aid for the readjustment in civilian 
life of those persons who rendered wartime service in the 
United States merchant marine, and to provide aid for their 
families.” 


“At the time of the signing of the GI bill of rights,” said 
the committee-in its report, “President Franklin Roosevelt 
expressed the hope that a somewhat similar provision would 
be made for the men in the merchant marine.” 


The committee indicated that the bill now reported was 
designed to bring about fruition of that hope. It said the 
bill consisted of six titles, under the following headings: Defini- 
tions and certificate of maritime wartime service; education 
and training; employment rights for wartime service seamen; 
hospitalization, medical treatment, and vocational rehabilita- 
tion; disability and death benefits, and administrative provi- 
sions. Covered by provisions of the bill, it said, were men 
who were in the merchant marine prior to the war and pre- 
sumably would continue in such work; men who had had 
previous experience in the merchant marine and who had re- 
turned to it for war service only; men who had been trained 
in the war period in maritime schools under W. S. A. super- 
vision; men enrolled in the U. S. Maritime Service employed 
as instructors and administrative personnel in the training 
schools, and men who were in training on March 2, 1946, and 
did not have active sea service. 

The committee estimated that the cost to the federal govern- 
ment of the provisions of the bill would not exceed $12,000,000 
a year in the first ten years after its enactment. 


In view of the “relatively small” number of men that 
would be entitled to benefits under the bill, said the committee, 
it had been concluded that the benefits should be administered 
by the “established program agencies,” but there was reserved 
to the Maritime Commission chairman the responsibility of 
issuing certificates of maritime wartime service and of making 
death, disability and release endorsements thereon. To assist 
the commission chairman in this work, it said, provision was 
made for him to delegate his authority and a system of appeals 
and a Board of Wartime Service Seamen’s Appeals was estab- 
lished. It observed that the bill guarded against collection of 
similar benefits for the same period of time by seamen who 
had served also in the armed forces under both the “GI bill 
of rights” and the instant bill. 


“The service which merchant seamen have rendered in the 
war,” said the committee, “was of a quasi-military nature 
and their existing rights are inadequate to meet postwar ad- 
justments and the disabilities and dependency caused by war- 
time service. It is the belief of the committee that this bill 
provides wartime merchant seamen with a system of benefits 
which is appropriate to their calling and which they have 
earned. . . . No attempt has been made to give under this 
bill the same treatment as men in the armed forces. The 
feature with reference to hospitalization and compensation are 
based on the treatment as civilian employes. The educational 
provisions are similar in large part to the provisions as to 
education for the men who served in the armed forces but re- 
quires a longer length of service. . . .” 

The committee said benefits of the bill would not be avail- 
able to seamen who served prior to September 7, 1941, unless 
such service was in a war or danger zone and determined to 
have been subject to risks of war. 
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Maritime Strike Settlement 
Leaves Troubles in Wake 


Compromise settlement of a threatened general strike of 
maritime workers on the Atlantic, Gulf and Pacific coasts, 
signed minutes before the strike was to take effect (see Trafiic 
World June 22, p. 1895), did little to clear the troubled atmos- 
phere in the industry, according to observers. Sporadic strikes, 
involving some 4000 men took place in the New York port area 
because the settlement was arrived at too late to broadcast 
necessary instructions. These strikes, however, were of short 
duration, usually ending with the men going back to work as 
soon as they were able to meet and ratify the settlement terms. 

Even as the threat of economic paralysis which such a 
strike would inevitably have brought was lifted, howeVer, indi- 
cations were that battle lines were being drawn for a new 
and even more bitter wage-hour struggle. Statements by the 
leading representative of the ship operators and by the prin- 
ciple union leader involved in the negotiations left no doubt 
that the settlement was not satisfactory to either side. 


Principle terms of the new agreement include a $17.50 
monthly basic wage increase, retroactive to April 1, 1946 (the 
union had asked for 30 per cent, or $43.50 a month for able sea- 
men; the operators had offered 9 per cent, or $13.05 a month); 
an increase in overtime pay from 85 cents to $1 an hour (the 
union had asked for $1.25); a 48-hour week at sea and a 40-hour 
week in port (the union had asked for a 40-hour week both at 
sea and in port; the company had maintained that it was im- 
practical to cut the present 56 hour week at sea, but had offered 
a 40-hour week in port and paid vacations in port). Under the 
settlement, seamen will continue to work 56 hours at sea, but 
will be paid overtime for all hours over 48. 


After the announcement of the settlement, Harry Bridges, 
chairman of the Committee for Maritime Unity, an organization 
of six C.I.O., and one independent labor unions, said that mat- 
ters would be reopened in October of this year. It was pointed 
out that the west coast longshoremen’s union which Bridges 
heads had a contract which expires at that time. Under the 
overall agreement, this union was awarded only the 22 cents 
which a fact-finding board had previously recommended, and 
which Bridges had turned down. It was also pointed out that 
C.M.U. negotiators had held out against the settlement until 


Philip Murray, national head of C.1.O. personnally intervened 
and urged settlement. 


In the light of Harry Bridges’ statement, Joe Curran, head 
of the largest union within the C.M.U., the National Maritime 
Union, was asked whether the C.M.U. would again call a gen- 
eral strike of all affiliated unions to back Bridges’ demands. 
Curran refused to answer directly; he pointed out that the 
C.M.U. was formed so that the seven individual unions could 
act together to enforce the demands of any one of them. 


The C.M.U. announced the day following the settlement 
that it was gathering a $2,000,000 strike fund to be used in 
pressing for demands not satisfied under the June 15 agreement. 

Another development of significance in the overall labor 
picture in the maritime industry was the unification last week 
of six American Federation of Labor maritime unions in the 
port of New York into a permanent maritime council to mobil- 
ize mutual assistance for member unions on strike and to decide 
general group policy. The unions involved have announced plans 
for a national superunion composed of A.F.L. waterfront unions 


to meet the “threat of raiding membership” raised by the C.I.O. 
superunion. 


The larger meaning of this move is that a jurisdictional war 
between unions is threatening once again. A spokesman for the 
Association of American Shipowners pointed out that, before 
President Truman announced he would use the U. S. Navy to 
man the merchant ships in the event of a C.I.O. strike, at least 
two A.F.L. union leaders had announced they would not respect 
“Communist C.I.0.” picket lines. These leaders were Ryan, east 
coast longshoreman’s leader, and Lundegan, west coast seamen’s 
leader. Following President Truman’s threat to use the Navy, 
however, the A.F.L. unions reversed their stand and threatened 
actually to join the C.1.O. strike if the armed forces were used 
as “strikebreakers.” 


The latest unification of unions, accompanied by the bel- 
ligerent statement, revives the threat of a judisdictional war 
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which ship operators fear as a threat to continued peaceful 
and successful operation of U. S. merchant shipping. 


A. F. L. Seamen to Take Strike Vote 


The A. F. of L. Seafarers International Union this week 
voted to conduct a strike vote, following failure of negotiations 
between the union and the Atlantic and Gulf Ship Operators 
Association. The strike vote, which would affect a reputed total 
of 62,000 S. I. U. men and members of its close affiliate, the 
ng Union of the Pacific, will be taken between July 1 and 
July 31. 

Determined to maintain its $10 monthly average differential 
in pay over the National Maritime Union, the A. F. L. union 
broke off negotiations with the shipowners after rejecting an 
offered increase of $12.50 to $24.50 a month above the present 
scale. Meetings were held in the offices of L. S. Parks, chair- 
man of the shipowners’ negotiating committee, at 29 Broadway. 
Mr. Parks stated that no further talks were scheduled. 

Reported union demands include a 42-hour work week for 
deck and engine men, which was countered by an offer of a 
48 hour week. So-called day men work 44 hours a week. For 
them the union is demanding a six-hour day, or a 36-hour week. 
The union also demanded a 36-hour week for stewards who now 
are on call for from 56 to 63 hours, to which the shipowners 
replied with an offer of 48 hours. 

All three seamen categories work a 44-hour week in port. 
The unions are demanding that this be reduced to 36 hours, 
and the owners have offered 40 hours, as granted in the C. I. O. 
agreement. 

Overtime demands range from 54 cents to $1.83 above the 
present 90 cents an hour. The shipowners’ offer in this instance 
is $1, and also offer to parallel the overtime rate agreed to in 
the C. I. O. pact. The A. F. L. union has called for replace- 
ment of the 3-watch system with a four-watch system, under 
which seamen would work 3 hours and be off 9 hours in each 
twelve. This was flatly rejected as “impractical.” 

At the S. I. U. meeting the union heads were authorized to 
give the Labor Department immediately a 30-day notice of 
intention to strike. The projected A. F. L. strike is being 
actively supported by the recently created A. F. L. Maritime 
Council of Greater New York, purportedly representing some 
200,000 members of unions concerned with waterfront activities, 
including the International Longshoremen’s Association. An 
A. F. L. strike would tie up a large proportion of American 
shipping on the east and gulf coasts. Crews of foreign ships in 
American ports and those on C. I. O. ships would be expected 
to respect picket lines. 

Meanwhile, on June 24, the general agents of the War 
Shipping Administration on the Atlantic and Gulf coasts and 
the National Maritime Union began negotiations to consider 
collateral issues that were not settled in the maritime labor 
agreements reached June 14. Unless settled within 30 days, 
these issues will be submitted to arbitration with the under- 
standing that full shipping operations will continue pending 
settlement. A similar meeting with the American Communi- 
cations Association was held June 25. 


Examiner's Port Equalization 
Proposal Attacked at Hearing 


In an oral argument on exceptions before the Maritime 
Commission in No. 645, Pacific Westbound Conference Agree- 
ment (Agreement No. 7790), Joseph J. Geary, counsel for the 
conference, opposed adoption by the commission of the recom- 
mendation of its examiner, Robert Furness, that the port equal- 
ization provision of the proposed agreement should be dis- 
approved because it was unduly prejudicial to ports and ship- 
pers (see Traffic World, April 6, p. 1067). 

Such action, if taken by the commission, said Mr. Geary, 
would disrupt a practice that had been in effect for more than 
20 years and against which no port or shipper had protested. 

Recommendation of the examiner that the agreement’s 
membership and voting provisions should be approved by the 
commission, were opposed by Thomas F. Lynch, counsel for 
the Isthmian Steamship Co., who said these provisions would 
react to the disadvantage of Isthmian, now an associate member 
of the conference, by prohibiting its participation in the fixing 
of rates and practices with which it was required to comply. 

The proceeding had been initiated by the commission on 
its own motion to determine whether the agreement should 
be approved or modified. It took the case under consideration. 


Mr. Geary said the purpose of the port equalization prac- 
tice was to permit shippers to have a choice of the ports to be 
utilized at an overall rate for transportation to the Orient from 
points of origin in the United States regardless of the port 
through which the traffic moved. The same arrangement would 
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apply, he said, on coastwise transportation of cargoes destined 
to the Orient where such cargo was transshipped to the ocean 
carrier at the port of export. 

Mr. Geary said approval of the examiner’s recommendation 
on the ground that discrimination resulted from the practice 
would have the effect of offsetting 20 years’ experience in the 
trade. The examiner’s proposal, he added, would also have 
the effect of requiring California shippers to use the ports of 
Los Angeles and San Francisco, Washington shippers the ports 
of Seattle and Tacoma, Oregon shippers the ports of Portland, 
and British Columbia shippers the port of Vancouver. 


Agwilines New York-Miami-Houston 
Service for W. S. A. 


By its special permission application No. 7582, Agwilines, 
Ine. (Clyde-Mallory Lines) has asked the Commission to amend 
special permission No. 7582, of February 28, 1942, under which 
Agwilines suspended its service, to permit it to act as agent for 
the War Shipping Administration in operating a coastwise serv- 
ice from New York to Miami, Fla., and Houston, Tex., and 
return direct from Houston to New York, beginning July 12. 

The requested amendment, after reciting the interruption 
to the Agwilines service, is as follows: 


Therefore, shipments will not be accepted until further notice, 
either direct or from connecting carriers for transportation over the 
routes of Agwilines, Inc. (Clyde-Mallory Lines), except that if and when 
ships and space are available, cargo will be accepted for transportation 
provided carload shipments are covered by permit issued by Agwilines, 
Ine. (Clyde-Mallory Lines) or by them for account of the War Ship- 
ping Administration. 


Applications for permits must specify the kind and quantity of 


cargo, point of origin and destination, and ports of loading and dis- 
charge. 


Agwilines asked that it be permitted to put the aforemen- 
tioned tariff provision in force one day after filing, and said 
the present items carrying notice of suspension of service re- 
quired amendment in order to permit it to atcept shipments 
for movement from, to or via the three ports mentioned. 


NOMINEE FOR MARITIME COMMISSION 

President Truman has sent to the Senate the nomination 
of Granville Mellen, of Gulfport, Miss., president of the port 
association of that city, to be a member of the Maritime Com- 
mission for the unexpired term of Captain Edward Macauley. 
Captain Macauley resigned from the Commission late in May 
because of ill health (see Traffic World, May 25, p. 1526). His 
six-year term as a reappointed member of the commission be- 
gan September 26, 1944. 


SHIP CONFERENCE AGREEMENTS 


The Maritime Commission has approved agreement No. 
7578 between J. Lauritzen, of Copenhagen, Denmark, and 
West Coast Line, Inc., for operation of a joint freight service 
between U. S. Atlantic and Gulf ports and ports in Chile, Peru, 
Ecuador and on the west coast of Colombia with or without 
transshipment at the Panama Canal, under the trade name 
“West Coast Line.” 

The commission has approved cancellation of agreement 
No. 141, North Atlantic Passenger Conference Agreement. The 
conference, with headquarters in Liverpool, England, had ad- 
vised the commission that the agreement was no longer effec- 
tive. The agreement covered the transportation of third and 
tourist class passengers between North American Atlantic ports 
and all British and Irish ports. 


Agreement No. 6479-4, has been filed for approval by N. V. 
Stoomvaart Maatschappij “Nederland,” N. V. Rotterdamsche 
Lloyd, and Silver Line, Ltd. It asks for extension until Sep- 
tember 30 of all provisions of the principal agreement between 
them and the Kerr Steamship Co., Inc. (agreement No. 6479, 
as modified and extended), for the purpose of enabling the 
parties to “consider and determine in the light of current and 
prospective conditions” the terms’ of the agreement as may 
exist between them after that date. Provision is made that Kerr, 
now acting as agents for Silver Line, Ltd., and not a principal, 
should not participate in the agreement as extended. It also 
provides that in the period of extension, whenever the term 
“Kerr Line” is used in the principal agreement, such term 
would “mean and describe Silver Line, Ltd., only.” 


CHARTER COAL AND GRAIN RATES 


New charter rates for grain and coal cargoes from Atlantic, 
Gulf and Pacific Coast ports to Continental Europe north of 
Gibraltar, Mediterranean ports, West African and certain At- 
lantic Islands off the West Coast of Africa, have been announced 
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by the War Shipping Administration. New rate orders were be- 
ing prepared for issuance some time prior to June 30, it said. 

“The new rates represent both reduction and increases, de- 
pending upon the commodity, the route, and the applicable load- 
ing, discharging and other similar conditions, and also include 
the latest wage increase granted to American seamen,” the W. 
S. A. said. 

“The greatest changes are represented in the rates on both 
grain and coal to Continental Europe north of Gibraltar from 
Atlantic and Gulf ports. These rates are generally substantially 
advanced over those heretofore prevailing but rates from the 
Pacific coast reflect much smaller increases. 

“Rates on both grain and coal from all ports of loading to 
the Mediterranean, Africa and Atlantic Islands show both re- 
duction and increases, reflecting particularly loading and dis- 
charging conditions.” 

The new rates would be effective on loadings completed on 
and after June 21, the W. S. A. said. 


HEARINGS ON AFRICA S. S. SERVICE 

Public hearings on steamship service to South and East 
Africa from U. S. South Atlantic and Gulf ports will be held 
July 10, at 10 a. m. E.S.T., the Maritime Commission has an- 
nounced. 

As one of the Commission’s approved essential trade routes 
the service carries an operating-differential payment to support 
the service in competition with low-cost foreign operations, says 
the commission, adding that applications must be filed with the- 
commission’s secretary at least five days before the hearing 
date. 

The hearings will be held in Room 4721, Department of 
Commerce Building, Washington, D. C., before C. H. McDaniel, 
— division of government aids, or other designated offi- 
cials. 


WORLD COUNCIL ON SHIPPING 


The Maritime Commission announced on June 26 that it 
had been advised by cablegram of appointment of a committee 
to study creation of a new international body for consultation 
on shipping by the United Maritime Consultative Council at 
the conclusion of a meeting of that council in Amsterdam, The 
Netherlands, June 24. The commission said that the U. M. C. C. 
was the successor to the United Maritime Authority by which 
the allies’ wartime shipping pool was governed, and that the 
War Shipping Administration was represented at the Amster- 
dam meeting by Huntington T. Morse, assistant to Adminis- 
trator Granville Conway, of the W. S. A., and Julius J. Rosen- 
berg, executive assistant to the W. S. A. administrator. 


Chicago Export Managers Hear 
Paul on O.I.T. Program 


In the present period of international tension, the impor- 
tance of the contacts made by American businessmen aboard 
increases enormously, Arthur Paul, of Washington, D. C., direc- 
tor of the new Office of International Trade of the Department 
of Commerce, told the annual meeting of the Export Managers 
Club of Chicago, June 25, at the Sherman Hotel. 

Mr. Paul, in explaining the program of the O.IL.T., said that 
the present foreign trade situation differs from that existing in 
pre-war years, in that the foreign trade of many nations, par- 
ticularly in eastern Europe, is now subject to strict govern- 
mental control. The gathering of information regarding these 
controls is now more important than information as to the trend 
of demand for various goods, he said. 

As the result of his recent meeting with the Board of Trade 
in England, the British have agreed to expand their list of 
permissible import goods, he said. 

Mr. Paul listed the following points on the O.I1.T. program 
to further the expansion of export and import trade: 


1. Setting up trade advisory committees so that the United States 
government will have the views of American exporters and importers. 
The export advisory committee will meet in Washington, on June 27, 
and the import advisory committee is scheduled to meet July 10. Other 
committees on foreign services and on operating properties abroad will 
also be established. 

2. Revising and modernizing the reporting and informational 
services. 

3. Fostering the free exchange of economic and statistical informa- 
tion with foreign governments. 

4. Preparing for participation in the various United Nations or- 
ganizations which will deal with foreign trade. 

5. Furthering negotiations ‘with the ministers of foreign trade of 
the various governments abroad. 

6. Seeking solutions to the problems of trading with countries, 
such as Germany, now controlled by military occupational forces. 

7. Seeking formulae by which American businessmen can do 
business with the governments of countries where industry is na- 
tionalized. 
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“In our analysis of the economic situation, we see that 
already some American industries—such as railroad supply and 
communications equipment—are developing surplus capacity,” 
said Mr. Paul. “Yet these very items are among those in great- 
est demand abroad. We believe we can be of some help in 
putting this surplus capacity to work for orders abroad, and 
prevent any cutbacks in production schedules.” 

Mr. Paul’s address was preceded by a brief business meet- 
ing of the club, presided over by the retiring president, E. E. 
Baird. Charles I. Horowitz, of the Gibson Refrigerator Co., was 
elected new president of the Export Managers Club of Chicago. 
Other officers elected are: 


First vice-president, J. L. Cunningham, Borg-Warner International 
Corporation; second vice-president, E. W. Plagge, International Auto- 
matic Electric Corporation; secretary-treasurer, C. C. Coldren, foreign 
trade counselor; directors: C. A. Hofstetter, Ace Fastener Corporation; 
and H. D. Arneson, Abbott Laboratories International Co. 

Mr. Baird announced that the club had recruited 100 new 
members during the past year. 


M. C. Temporary Reserve Fleet 
Now Totals 1,263 Ships 


The temporary reserve fleet of the American merchant 
marine has grown to a total of 1,263 vessels, 363 ships going 
into the anchorages in the month ending June 15, the Maritime 
Commission has announced. In the same period 23 vessels were 
withdrawn for sale, returned to former owners or placed in 
active service. 

The largest number of accessions was in the James River, 
Va., fleet, to which 170 vessels went, 109 of them being Liberty 
ships. Sixteen were withdrawn, leaving a total of 576. 

Twenty-nine vessels were added to the Mobile River, Ala., 
fleet, while one was withdrawn, making a total there of 148. 

Suisan Bay, Calif., fleet gained 29 vessels. Six were with- 
drawn leaving a total of 256 moored there. 

The fleet anchored in the Hudson River near Tarrytown, 
N. Y., largely because of lack of cargoes, reached a total of 
185, there having been 98 added in the month. 

Twenty-six more ships were placed in the Puget Sound, 
Wash., anchorage, raising the total there to 45. 

The Neches River fleet, Beaumont, Tex., gained 11 ships, 
making a total of 30 there, while three were sent to the Co- 
lumbia River, Portland, Ore., raising the total there to 23. 

Only eight of the 363 ships placed in reserve in the month 
because damaged, overage or unneeded in current ocean opera- 
tions were built before the war. 


S. S. STELLA LYKES RECONDITIONING 


American shipyards and repair yards have been invited to 
submit sealed bids for reconditioning for peacetime use the 
435-foot single screw cargo vessel Stella Lykes, the Maritime 
Commission has announced. It said bids could be publicly 
opened and read in room 4821, Department of Commerce build- 
ing, Washington, D. C., at 12:15 p.m., e.s.t., July 17. The com- 
mission added that the Stella Lykes was a Maritime Commis- 
sion C2-S-AJ1 freighter delivered from the Wilmington yard 
of the North Carolina Shipbuilding Co. in March 1945, and 
would be available for inspection by prospective bidders of 
New Orleans from June 26 to June 28. 


BIDS FOR FREIGHTER RECONDITIONING 


Sealed bids have been invited from American shipyards 
and repair yards for reconditioning for peacetime use of the 
435-foot freighter Elizabeth Lykes, the Maritime Commission 
has announced. It said bids would be publicly opened and read 
in Room 4821, Department of Commerce building, Washington, 
rs be at 12:15 p.m. e. s. t., Wednesday, July 17. The commission 
added: 


The Elizabeth Lykes is a Maritime Commission C2-S-AJ1 cargo 
vessel, delivered from the Wilmington yard of the North Carolina Ship- 
building Co., in May, 1945. She is expected to be available for inspec- 
tion about June 28 and bidders may learn through contact with David 
Hunter, Lykes Bros. Steamship Co., Inc., Whitney-Central Bank Build- 
ing, New Orleans, La., the exact time and place. 


M. C. SALE OF COASTAL CARGO SHIPS 

The Maritime Commission, according to its own announce- 
ment, is making arrangements to move, from Chicago to New 
Orleans, for sale, six Diesel-propelled coastal cargo ships of 
the Cl-M-AV-1 type which have been held in temporary lay-up 
for possible sale to Great Lakes operators. 

Earlier in the year the commission’s division of large ves- 
sel sales and charters surveyed Great Lakes ship operators on 
their interest in acquiring these vessels and no satisfactory 
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response was received from the 85 shipping companies queried, 
the commission said. Announced intention of the Navy Depart- 
ment to lower the bridges at Chicago through which the vessels 
would have to pass to be moved to salt water had made it 
necessary either to leave the vessels in the Great Lakes area 
permanently or move them immediately, it added. 

“The vessels involved are the Ben Froemming, Jacob’s 
Ladder, Magnus Hitch, Mainsheet Eye, Ocean Plat, and Yard 
Hitch, which were constructed in Great Lakes shipyards and 
have never been placed in service,” it stated. ~ 


SALE OF SMALL WATERCRAFT BY M. C. 


The Maritime Commission has announced that an invita- 
tion to bid (No. 183) is now available on twenty-five patrol and 
rescue craft recently declared surplus by the armed services. 
Bids will be opened and read at 2:30 p. m., E. S. T., July 15, 
at the Maritime Commission offices, Washington, D. C., accord- 
ing to the announcement. 

“The towing, lighterage and transportation companies have 
suffered the shortage of such equipment, occasioned by the 
war, and have the opportunity through this offering to acquire 
this war surplus to carry on an increasing postwar business,” 
said the commission. “The vessels, ranging in length from 33 
feet to 110 feet, are all located on the west coast. Many of 


these vessels are readily adaptable for commercial or pleasure 
use.” 


SURPLUS TOWBOATS FOR SALE 
The Maritime Commission has announced that a number 
of towboats declared surplus by the Defense Plant Corporation 
will be sold at a fixed price of $260,000 each, adding: 


These vessels, of recent construction, are approximately 180 feet 
x 52 feet x 11 feet, have a draft of 8.5 feet, a speed of 10.8 knots, and 


a gross tonnage of 1,132. The twin screw towboats are of welded steel - 


construction and are powered by two triple expansion steam engines 
of 1,200 HP each. Their fuel capacity is approximately 125,570 gallons 
of oil, and cruising range is approximately 4,200 miles. The potable 
water capacity of these vessels is 72 tons. 

All of the towboats are located at Madisonville, La., and all persons 
interested in acquiring any of these vessels should apply to the Director 


of the Small Vessels Division, U. S. Maritime Commission, Washing- 
ton 25, D. C. 


Application for permission to inspect the vessels should be made 
to W. E. McCardell, War Shipping Administration, Canal Bldg., New 
Orleans 12, La. 


M. C. EUROPEAN SHIP SALES LIAISON 


Harvey Klemmer, executive secretary of the Maritime 
Commission’s postwar planning committee, will fly to London 
July’4, to establish liaison headquarters between the commission 
and foreign applicants for purchase of vessels under the ship 
sales act of 1946, according to a commission announcement. 

Francis H. Van Riper, who worked on the wartime ship 
construction program and Rudolph Rice, of the commission’s 
staff, will leave July 5 for Europe to join Mr. Klemmer in his 
survey of European ship costs, particularly those pertaining 
to construction, said the commission. 

More than 500 applications for purchase of U. S. ships had 
been received from overseas, said the commission. 


S. S. URUGUAY RECONVERSION 


The Federal Shipbuilding and Dry Dock Co., Kearny, N. J., 
has been awarded a fixed-price lump-sum contract for recon- 
version to peacetime utility of the 575-foot steam turbine former 
liner Uruguay, which served as a troopship throughout the war, 
the Maritime Commission has announced. Federal’s bid, lowest 
amoung four, was $4,437,000. The Commission added: 


As the S. S. California, the Uruguay was built by the Newport News 
Shipbuilding and Drydock Co., Newport News, in 1928. Before World 
War II she was a member of the Good Neighbor Fleet operating be- 
tween the United States and the east coast of South America. She was 
under operation of the Moore-McCormack Lines., for the War Shipping 
Administration and during hostilities transported thousands of men to 
the fighting fronts. Recently, following participating in bringing troops 
home, the Uruguay has been in emergency trans-Atlantic service, han- 
dling essential civilian travel. 


U. S. REPAIRS SMALL SHIPS 


John W. Snyder, director of War Mobilization and Recon- 
version, has announced that steps are being taken to expedite 
the repair and disposal of small vessels under 1,500 tons in the 
Pacific for relief, rehabilitation, and trade. Included in the 
program were small freighters, landing craft, mine sweepers, 
tugs, lighters, and river boats, a considerable number of which 
have already been repaired by the army and navy and turned 
over to the Philippine Commonwealth, China, and UNRRA, 
said he, adding: 


It is the intention of the United States government to assist relief 
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and rehabilitation of Pacific areas by restoring inter-island, coastal, and 
river small-vessel traffic as promptly as possible. Due to the ravages of 
war, most of the small craft in that area are not in operable condition, 
and private repair facilities are lacking. Accordingly, the small vessels 
are being repaired by the War and Navy Departments in existing repair 
yards and disposed of by the Office of Foreign Liquidation Commis- 
sioner to the Philippine Commonwealth, UNRRA, the Chinese govern-. 
ment, other Pacific areas, and private commercial companies. 

The War Shipping Administration will operate the Philippine inter- 
island service until transfer to commercial operation becomes feasible. 
Vessels owned by the Philippine Commonwealth, the War Shipping Ad- 
ministration, and private shipping firms will be repaired and maintained 
where necessary by the War Department in the Manila area and by 
the Navy Department in the South Philippines. Costs of repair, mainte- 
nance, subsistence, and supplies will be reimbursed to the War and 


Navy Departments by the owners through the War Shipping Admin- 
istration. 


NORFOLK PIER AND WAREHOUSE OPERATIONS 


The War Shipping Administration has announced that an 
interim agreement has been made with Hampton Roads Ter- 
minal, Inc., for the operation of pier and warehouse facilities 
at the Norfolk Army Base Terminal. The agreement covered 
the part of the property recently released to the W. S. A. by 
the Army and was for a maximum period of six months, subject 
to cancellation on 30-day notice. 


Van Cleef Handbook on 
“Getting into Foreign Trade” 


Small businessmen who wish to expand their businesses to 
include foreign sales, and individuals wishing to pursue careers 
as foreign traders, will find “Getting into Foreign Trade,” by 
Eugene Van Cleef, professor of geography at Ohio State Univer- 
sity, a helpful, simply-written handbook. The author briefly 
explains how any manufacturer, with a minimum of expense, 
can make a survey of foreign markets to determine if it will 
be profitable for him to engage in such trade. -The various pos- 
sible sales media abroad—direct by mail, export commission 
house, manufacturer’s agent, distributors resident abroad, and 
traveling salsemen—are discussed and evaluated. The neces- 
sary steps in building a simple foreign trade department are 
described. 

The numerous services and publications of the United States 
government departments designed to aid American exporters 
and importers are listed, as well as the facilities offered by 
chambers of commerce, banks and credit bureaus. 

The last two chapters of this 133-page book discuss op- 
portunities of young men and women for export careers, with 
private concerns and with the federal government. It has been 
estimated that by 1950 approximately 77,000 trained persons 
will be required to handle the foreign trade of the United States, 
in addition to a few thousand persons required by the national 
government. Salaries of those in the government’s foreign 
service vary from as low as $2,500 annually to as high as $10,- 
000, plus allowances for “rent, heat, and light of living quar- 
ters” and transportation. 

For-the businessman, Mr. Van Cleef contends that several 
advantages may be derived from foreign trade: Orders from 
abroad are substantial, credit losses are less, depressions may 
be “cushioned,” changes over to new domestic styles may be 
aided, and new uses for goods may be suggested. 

“Getting into Foreign Trade” is an elementary, timely 
handbook which will probably prove useful to many business- 
men and students. A brief bibliography is provided for those 
who wish to dig a bit deever into the subject. The book has 
just been published by the Ronald Press Co., of New York City, 
and is priced at $2.50. 


NEW GRACE LINER COMPLETED 

Evidence of a return of peacetime ocean travel under the 
United States flag appeared in New York harbor recently with 
the arrival of the new 14.945-ton Grace Liner “Santa Barbara” 
direct from the shipbuilding yards at Wilmington, N. C. The 
ship sailed on its maiden voyage from New York on June 25. 
The “Santa Barbara” is the first of nine 16-knot sister ships, 
accommodateing 52 passengers each, to enter Grace Line 
services. 


DIVERSION OF SURPLUS GOODS CARGOES 

Twenty ships from the Pacific war theater, originally sched- 
uled to dock at San Francisco with surplus military supplies and 
equipment suitable for civilian use, have been diverted to other 
United States ports so that their cargoes can be handled and 
disposed of more expeditiously, according to the War Assets 
Administration. The other ports are New York, Seattle, New 
Orleans and Mobile. 

The plan for diverting these and other ships due to arrive 
later was adopted to prevent the amassing of excessive stocks 
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of surplus property in one area. Many ships returning for de- 
commissioning are also docking at San Francisco, bringing with 
them large quantities of surplus goods. 

W. A. A. established a committee on the return of surplus 
property from overseas to deal with this situation. The com- 
mittee, after examining the manifests of the various ships, routed 
them to ports where the types of surpluses they were carrying 
could be disposed of to the best advantage. The cargoes will 
be declared surplus and disposed of as rapidly as possible. An 
undetermined number of additional ships for which W. A. A. 
has not yet received cargo manifests have been loaded overseas 
and will be diverted from San Francisco to new destinations 
when their cargoes have been determined. 


JAPANESE SHIPPING UNDER ALLIED CONTROL 


Partial return of the remnants of Japan’s merchant fleet to 
private Japanese control and operation was in effect denied this 
week when the Allied Council for Japan refused to take up any 
proposal changing the present status of merchant shipping in 
that defeated nation. The council, however, did recommend 
that the Japanese fishing fleets be permitted to operate farther 
east, south, and west in order to provide more seafood for hun- 
gry Japan. An extension to the north was not permitted. Rus- 
sia has refused to permit resumption of fishing by the Japanese 
off Kamchatka. 


The matter of Japanese merchant shipping and its partial 
return to private operation had been brought to the council’s 
attention by General MacArthur, who asked for council com- 
ment on the proposal. The British delegate, W. MacMahon Ball, 
opposed the plan, suggesting that it appeared to give priviliges 
to some shipowners classified as Zaibatsu—the restricted family 
monopolies. Lieut. Gen. Kuzma Derevyanko, Russian council 
member, stated that “it is not expedient to release part of the 
merchant marine to private owners now.” He recommended 
that the question be excluded from the council’s agenda until 
an Allied commission completes its inventory of what remains 
of the Japanese merchant fleet. 


ROYAL NETHERLANDS WAR LOSSES 


War losses of the Royal Netherlands Packet Co. (K.P.M.), 
which maintains the inter-island service from Batavia to Aus- 
tralian and South African ports, were disclosed by the company 
recently in Holland. The company owned at the war’s outset 
134 vessels aggregating 324,302 gross tons. Of this, 39 ships 
were lost by enemy action, 34 were scuttled, and 4 were seized 
by the enemy. Twenty-three of the scuttled ships were salvaged 
by the Japanese, but only 17 of these could be repaired. Nine 
have been recaptured, three of which are still undergoing re- 
pairs : 

The line’s present fleet is composed of 51 ships, aggregating 
165,075 tons, and including 18 steamers with an average age of 
21 years, and 33 motorships with an average age of 12 years. 
The firm’s 20,000 ton flagship, Oranje, served throughout the 
was as a hospital ship. She is at present being reconditioned. 
Twelve small passenger liners and twenty 500 gross ton motor 
cargo ships are under construction. 28 other small cargo ships 
are projected. 






COMPENSATION TO FRANCE FOR NORMANDY 


Compensation for the giant French Line flagship Normandy, 
destroyed by fire while under United States requisition, was 
listed as being in the neighborhood of $40,000,000, according to 
London reports. French negotiators have been seeking a num- 
ber of American war-built ships in payment for the 83,000 gross 
ton liner. Meanwhile title to the 50.000 ton German liner 
Europa was transferred to the French. This ship was for a time 
under American operation as a transport, but returned to the 
reparations commission. She will be renamed La Lorraine by 
the French. The French Line had a 12,000 ton liner of that 
name between 1900 and 1922. 


CANADIAN STEAMSHIP LINES MERGE 


Four Canadian shipping firms have merged into the Western 
Canada Steamship, Ltd. The new firm will operate 16 freighters. 
purchased at the cost of $8.000,000, on world-wide routes out of 
Vancouver. The company has also chartered five more vessels 
for operation. The combine includes Anglo-Canadian Shipping, 
Canada Shipping, North Pacific and Empire Shipping. 


Canadian National Steamships, Ltd., is building three new 
cargo motor liners. for the passenger and freight services be- 
tween Canadian provinces and the West Indies. These vessels, 
which will have considerable refrigerated space and some pas- 
senger accommodations, are building at Montreal, Quebec, and 
Vancouver. 


Rail Freight Loading Declined 
Week Ended June 22 


Loading of revenue freight the week ended June 22, totaled 
858,437 cars, according to the Association of American Rail- 
roads. This was a decrease below the corresponding week of 
1945 of 18,266 cars, or 2.1 per cent, and a decrease below the 
same week in 1944 of 21,874 cars or 2.5 per cent. 

Loading of revenue freight the week ended June 22, de- 
creased 9,481 cars or 1.1 per cent below the preceding week. 

Miscellaneous freight loading totaled 369,678 cars, a de- 
crease of 173 cars below the preceding week, and a decrease 
of 25,061 cars below the corresponding week in 1945. 

Loading of merchandise less than carload lot freight totaled 
128,331 cars an increase of 2,253 cars above the preceding week, 
Penge = increase of 21,403 cars above the corresponding week 
in : 

Coal loading amounted to 179,629 cars, a decrease of 7,658 
below the preceding week but an increase of 8,017 cars above 
the corresponding week in 1945. 

Grain and grain products loading totaled 45,328 cars, a 
decrease of 210 cars below the preceding week and a decrease 
of 11,545 cars below the corresponding week in 1945. In the 
western districts alone, grain and grain products loading for 
the week of June 22 totaled 32,136 cars, a decrease of 9 cars 
below the preceding week and a decrease of 8,508 cars below 
the corresponding week in 1945. 

Livestock loading amounted to 12,277 cars, a decrease of 
1,383 cars below the preceding week and a decrease of 1,245 
cars below the corresponding week in 1945. In the western 
districts alone loading of livestock for the week of June 22 
totaled 9,046 cars, a decrease of 1,018 cars below the preceding 
— ee a decrease of 730 cars below the corresponding week 
in ’ 

Forest products loading totaled 48,680 cars, an increase of 
858 cars above the preceding week and an increase of 3,556 
cars above the corresponding week in 1945. 

Ore loading amounted to 62,373 cars, a decrease of 4,002 
cars below the preceding week and a decrease of 12,250 cars 
below the corresponding week in 1945. 

Coke loading amounted to 12,141 cars, an increase of 834 
cars above the preceding week, but a -decrease of 1,141 cars 
below the corresponding week in 1945. 

All districts reported decreases compared with the cor- 
responding week in 1945 except Eastern, Pocahontas and South- 
ern and all reported decreases compared with 1944 except 
Eastern, Pocahontas and Southern. 


1946 1945 1944 

4 weeks of January ............ 2,883,620 3,003,655 3,158,700 
4 weeks of February .......... 2,866,710 3,052,487 3,154,116 
5 WOGKE Gf MOTE... . 5. 6..0008 3,982,229 4,022,088 3,916,037 
4 weeks of April... ...6...38% 2,604,552 3,377,335 3,275,846 
4 weeks OF MSY 2 6..5i hain 2,616,067 3,456,465 3,441,616 
Ls ee errs 626,885 837,886 810,698 
Vi ae Ae 830,126 884,658 873,174 
Week of June 25... .....5i3... 867,918 873,322 877,493 
Week Of Same oo. ce Ga. 858,437 876,703 880,311 

UROR: Sassi shit. cris luVeee 18,136,544 20,384,599 20,387,991 


Mid-West Carloading Forecast 


General business, using carloadings as a guide, will be up 
4.4 per cent in the mid-west during the third quarter of 1946 
as compared with the same quarter of 1945, according to an- 
nouncement made June 28 by A. H. Schwietert, general chair- 
man of the Mid-West Shippers Advisory Board. 

During the third quarter of 1945, Mr. Schwietert said, the 
railroads reported that 934,669 cars of all types were loaded 
with various commodities, while carloadings during July, Au- 
gust and September of 1946 were expected to reach 975,866.. 

Three supplemental items, not included in the above— 
cereal beverages, glass containers, and furniture—were expected 
to be 6.7 per cent under the 26,384 cars loaded in the third 
quarter of 1945, Mr. Schwietert said. 

The division of the 27 principal commodities covered by 
the forecast, Mr. Schwietert said, was not quite equal, with 12 
items showing expected increases over 1945, and 15 showing 
expected decreases. The sharp increases predicted in many 
commodities, he said, more than offset the small decreases ex- 
pected on other items and resulted in the 4.4 per cent increase 
in carloadings expected for the territory as a whole. 

The greatest increase forecast for an individual commodity, 
according to Mr. Schwietert, was 124.8 per cent on automobiles 
and trucks; followed by increases of 51 per cent on cement; 
25 per cent on fertilizers of all kinds; 23 per cent on agricul- 
tural implements; and 15 per cent increases on gravel, sand 
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and stone, machinery and boilers, brick and clay products, and 
lime and plaster. 

Coal, which comprises over one-third of total loading cov- 
ered by the forecast, is expected to show a 5 per cent increase 
over the same quarter of 1945. 

The heaviest decrease, one of 15 per cent, is expected in 
flour, meal and other mill products, followed by a 12 per cent 
decrease in all types of grain, 10 per cent in live stock, 10 per 
cent on chemicals and explosives, and 6 per cent on lumber 
and forest products. 

Smaller decreases are expected on the following commodi- 
ties: 5 per cent on hay, straw and alfalfa, potatoes and other 
fresh vegetables, canned goods, and salt; 3 per cent on poultry 
and dairy products; and 2 per cent on petroleum and petroleum 
products. 


Revenue Traffic Statistics 


Ton-miles of revenue freight handled by Class I steam rail- 
roads, exclusive of switching and terminal companies, totaled 
52,392,340,000 in March, 1946, as compared with 64,384,070,000 
in March, 1945, and 145,696,827,000 in the three months ended 
with March, 1946, as against 176,617,402,000 in the like 1945 
period, according to a compilation by the Commission’s Bureau 
of Transport Economics and Statistics of revenue traffic statis- 
tics of those roads, statement M-220. 

Revenue tons carried in March, 1946, totaled 224,441,501, as 
against 257,618,384 in March last year, and 621,560,539 in the 
three months ended with March, 1946, as against 702,006,883 for 
the same period in 1945. Freight revenue totaled $484,000,690 in 
March, 1946, and $623,065,110 in March, 1945, while for the 
three months ended with March, 1946, it was $1,359,099,912, as 
against $1,718,473,418 for the same 1945 period. 

Revenue passengers carried totaled 68,692,089 in March, 
1946, and 73,504,824 in March, 1945, while passenger revenues 
in March, 1946, totaled $114,570,576 as against $133,626,611 in 
March, 1945. In the three months ended with March, 1946, 
passengers carried totaled 206,043,317 as against 216,554,117 for 
the same period in 1945, with total passenger revenue for those 
periods, respectively, totaling $366,812,320 and $398,720,588. 

Freight traffic averages for March, 1946, compared with 
March, 1945, respectively, were reported as follows: 

Miles a revenue ton a road, 233.4 and 249.9; revenue a ton- 
— 0.924 cent and 0.968 cent; revenue a ton road, $2.16 and 
$2.42. 

For the three months ended with March, 1946, compared 
= the like 1945 period, freight traffic averages were, respec- 
tively: 

Miles a revenue ton road, 234.4 and 251.6; revenue a ton- 
ye 0.933 cent and 0.973 cent; revenue a ton a road, $2.19 and 
$2.45. 


1945 Railroad Freight Claims 
Averaged $1.87 Per Car 


Loss and damage to railroad freight in the year 1945 
amounted to $75,971,817, the Freight Claim Division, Associa- 
tion of American Railroads, has reported in its circular No. 
FCD-1225. Loss and damage to carload freight totaled $53,582.,- 
254, and to less carload freight, $22,389,563. The above totals 
are slightly lower than those reported by the division early in 
May. (see Traffic World, May 4, p. 1338). Total loss and dam- 
age to rail freight in 1944 was $59,756,336. 


During the year 1945, 40,722,251 carloads of freight orig- 
inated, upon which the revenue was $6,949,258,147. The loss 
and damage per car averaged $1.87, and the loss and damage 
per $100 of revenue was $1.09 

By commodities in carloads, fresh vegetables topped the list 
in the amount of loss and damage, the total being $5,488,491. 
Ale, wine, beer, etc., came next, with a total of $4,819,304. Other 
commodities in carloads, upon which loss and damage figures 
were high in 1945, were: Fresh fruits (excepting citrus), $3,- 
574,597: grain, $3,374,547; live stock, $2,990.033: canned food 
products, $2,753,110; fresh fruits (citrus), $2.717.703; melons, 
$2.140.983: flour and other mill products, $1,914,239; coal and 
coke, $1,333,261; and eggs (in shell), $1,255,316. 

Loss and damage per carload was highest for melons, 
$37.32. Other commodities in carloads for which high loss and 
damage per car figures were registered are: Eggs (in shell), 
$28.80: ale, wine, beer, etc., $17.76; sewer pipe, etc., $17.50; 
fresh fruits (citrus), $15.79; fresh fruits (except citrus), $15.46; 
and furniture (new), $12.69. 

The commodity in carloads that showed the highest loss 
and damage per $100 revenue was sewer pipe ($16.71), the 
figures for other leading commodities being: Melons, $12.98; 
eggs (in shell), $10.09; ale, wine, beer, etc., $6.19; furniture 
(new), $6.07; and fresh fruits (except citrus) $4.52. : 
During the year 1945, 5,525,749 cars of less carload freight 
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originated. Loss and damage per car averaged $4.05, and loss 
and damage per $100 of revenue averaged $5.80. The total 
freight revenue on less carload freight was $385,958,188. 


Losses to Various Fruits 


The freight claim division has also issued a separate cir- 
cular showing loss and damage costs per car for selected items 
in the fresh fruit, melon, and vegetable commodity groups, 
based on Department of Agriculture data of cars originated. 
Express and boat shipments are excluded. 

On 1,025,065 carloads of fresh fruits, melons and vegetables 
originated in 1945, there were loss and damages of $13,921,774, 
the loss and damage per car being $13.58 (in 1944, only $9.31). 

Loss and damage per carload was highest for strawberries 
($176.48). Other commodities on which losses per car were 
high are: Honey dew melons, $67.41; cucumbers, $64.96; plums 
and prunes, $55.37; peppers, $48.53; cantaloupes, $45.75; toma- 
toes, $32.41; grapes, $29.80; asparagus, $25.62; and peaches, 
$25.62. Losses per car on bananas were lowest, only 92 cents. 


Bureau Report Shows Increase 
in Grade-Crossing Accidents 


Ratios showing the relative importance of grade-crossing 
casualties declined each year after 1940 until 1944, when they 
began to assume greater relative importance, according to the 
Commission’s Bureau of Transport Economics and Statistics in 
a 31-page mimeographed report on Rail-Highway Grade-Cross- 
ing Accidents for the Year Ended December 31, 1945, state- 
ment No. 4615. 

This trend continued in 1945, said the report, adding that 
from 1944 to 1945 there was an increase of 7.58 per cent in the 
number of accidents, 3.42 per cent in fatalities, and 5.46 per 
cent in injuries. 

For the calendar year 1945, said the report, the railways 
reported to the Commission 4,100 accidents at rail-highway 
crossings that resulted in death to 1,903 persons and injuries to 
4,446. It said the deaths constituted 42.62 per cent of total 
fatalities and the injuries 12.43 per cent of the total nonfatal 
injuries sustained in all accidents resulting from train opera- 
tion. In 1944, continued the report, there were 3,811 rail- 
highway crossing accidents that caused 1,840 deaths and 4,216 
injuries. 

The chances for accidents at grade crossings might, in a 
broad general way, be said to be proportionate to the volume 
of rail and highway traffic at the crossings, observed the re- 
port. It said ordinarily it would be expected that, in general, 
the greater the number of motor vehicles registered, the greater 
would be the number of motor vehicles using rail-highway 
grade crossings. However, continued the report, the restrictions 
imposed on nonessential driving in 1940-45 undoubtedly reduced 
to a certain extent the combined use of all highway vehicles. 
The suspension of the 35-mile speed limit and the end of gaso- 
line rationing after V-J Day in 1945 spurred highway motor 
travel, it said, adding that vehicle-miles of travel on all rural 
roads in 1945 were about 18 per cent above 1944. Train-miles 
in 1945, were 3.5 per cent less than in 1944, said the report. 

In 1945, it said, there were 3,514 accidents resulting in 
1,577 deaths and 4,126 injuries, these figures representing in- 
creases over the year 1944 of approximately 7 per cent, 4.3 per 
cent, and 3.6 per cent, respectively. Although train-miles de- 
creased from 1,175 million in 1944 to 1,134 million in 1945, the 
number of accidents a million train-miles rose from 2.79 in 
1944 to 3.10 in 1945 which, said the report, was an increase of 
about 11.1 per cent. It added that accidents a million motor- 
vehicle registrations increased from 109.2 in 1944 to 114.8 in 
1945, or approximately 5.1 per cent. 


“Accidents in which passenger automobiles were involved 
constituted 63.17 per cent of the total number of grade-crossing 
accidents in 1945,” said the report. “This group increased 0.11 
points in relative importance over 1944, but was 3.05 points 
under 1942.” 

Sixty-six per cent of the accidents in which motor vehicles 
were struck by trains occurred in daylight and caused 70.20 
per cent of the fatalities and 59.42 per cent of the injuries, 
averred the report. It added: 


In the accidents in which the motor vehicles ran into the side of 
the train, the effect of limited visibility is suggested. About 72.30 per 
cent of these accidents occurred after dark, resulting in 65.58 per cent 
of the fatal injuries and 75.46 per cent of the non-fatal injuries. In 
about 53.66 per cent of the accidents classed as ‘‘ran into side of train,’’ 
the highway vehicle struck the head end of the train, indicating a pos- 


sible combination of poor visibility, bad judgment of speed, and care- 
lessness. 


Road freight trains, said the report, were involved in 41.65 
per cent of the total number of grade-crossing accidents in 
1945, compared with 45.77 per cent in 1944. It said ‘‘standing” 
freight trains were involved in 104, or 7.06 per cent of the 
total freight train-motor vehicle accidents. 
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June 29, 1946 


Study of Out-of-Pocket, Constant and 
Joint Motor Costs Issued 


Study prepared by Commission's Bureau of Transport 
Economics and Statistics describes characteristics of 
those costs for motor carriers and methods of treating 
constant costs in rate case exhibits. Court rule for dis- 
position of constant expenses in cost study reviewed 


The Commission has made public, as information and not 
as considered or adopted by it, a study prepared by Ford K. 
Edwards, head cost analyst of the Commission’s Bureau of 
Transport Economics and Statistics, in statement No. 4614, 
“The Meaning and Significance of the Out-of-Pocket, Constant, 
and Joint Costs in Motor Carrier Operation.” 

W. H. S. Stevens, director of the bureau, said, in a pref- 
ace, it was the second study of a series dealing with the 
analysis of transportation costs. The first study, “Rail Freight 
Service Costs in Various Rate Territories of the United States,” 
prepared by the bureau’s cost section from exhibits introduced 
by Dr. Edwards in the southern freight rate case, was pub- 
lished in 1943 as Senate document 63, 78th Congress, 1st ses- 
sion, said the director. He added that members of the bureau’s 
staff had also contributed to the motor cost study. 

An introductory statement to the study said: 

“The purpose of this statement is to provide such minimum 
description of the nature and characteristics of motor carrier 
costs as will give the reader an understanding not only of the 
principles underlying the segregation and treatment of the out- 
of-pocket (long-run variable) costs, the joint costs and the 
constant costs, but also of the economic significance, which is 
attached to each of these elements of cost from the standpoint 
of rate making. There is no thought herein of making any 
new contribution to cost or rate theory; rather the endeavor 
is to portray the basic principles which have been evolved by 
those working in the field of transportation costs and the rela- 
tion of these costs to rate making.” 


After defining out-of-pocket, constant, and joint costs in a 
general way, the study proceeded to the separation of motor 
costs between out-of-pocket (variable) and constant expenses. 
The one-truck operator, it said, would find some of his costs 
constant, such as interest on investment, taxes, and- insurance. 
When his business grew to a point where he operated two 
trucks, it continued, these same expenses would become vari- 
able in large part, and when five, ten, or more trucks were 
operated over a route, “it is obvious that, with some lag, the 
amount of equipment owned and maintained becomes adjusted 
to the volume of traffic handled.” Interest, taxes, and insurance 
now varied almost directly with the traffic moved and became 
long-run out-of-pocket costs, it said, adding that “the operator 
has now exhausted the unutilized capacity he may have had 
when he started operation with his single truck and the ca- 
pacity he now maintains will, over a period of time, be adjusted 
to the amount of service rendered.” 


It went .on to say the same result appeared if the adjust- 
ment of the capacity to the demand was achieved by an inflow 
of new operators, each owning but one or two trucks. While 
the costs for any one operator might be partly of a fixed char- 
acter, it said, in the aggregate the costs of rendering the serv- 
ice were as variable as if one operator owned and operated 
all the equipment. The study then continued: 


The principles stated above lead to the conclusion that the costs for 
the trucking industry over an extended period are very largely pro- 


portional to the volume of business done. This is characteristic of 
industries where there are either a very large number of small pro- 
ducers in the field of where a few big operators perform the service 
with a-plant consisting of a large number of small units (i.e., trucks) 
the number of which, over a period of time, becomes adjusted to the 
volumé¢ of transportation service performed. 


The study then deals in detail with joint costs in the 
trucking industry; distribution of constant and joint costs in 
fixing prices; nature of value-of-the-service (demand factors) ; 
adjustment of rates to value-of-service or demand factors; the 
rule of Northen Pacific Railway Co. vs. North Dakota as to 
the disposition of constant expenses in a cost study; and the 
treatment of constant costs in rate case exhibits. 


Summary of Study 
The following summary concluded the study: 


Motor carrier expenses are principally made up of expenses which, 
over an extended period of time, vary directly with the volume of 
traffic handled and hence are directly assignable to particular kinds of 
traffic (i. e., the out-of-pocket or long-run variable expenses). There 
also exist, however, some expenses which remain relatively constant or 
fixed in the face of fairly substantial changes in traffic volume. These 
expenses remain unchanged irrespective of whether or not particular 
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shipments or classes of traffic are handled. In effect, they are incurred 
on behalf of the operation as a whole; they can be avoided only by the 
abandonment of the entire operation or, at least, very substantial por- 
tions of it. While such costs are obviously directly assignable to the 
carrier’s operations taken in their entirety, they are not assignable on a 
cost-of-service basis to any particular shipment or class of traffic. 

It follows that any apportionment of these constant costs which may 
be made for comparative purposes must be on some statistical basis, 
the basis selected being that which will best serve the use to which 
the study is being put. Although the cost section has usually shown 
the results of distributing the constant costs on two alternative bases, 
principal reliance has been placed on the prorata ton and ton-mile 
distributions as these serve to limit the differences in the fully dis- 
tributed costs for different weight shipments to cost-of-service consid- 
erations only. 


Joint Costs 


Certain phases of motor carrier operations, such as the round-trip 
movement of equipment, are of a joint-cost character. The expenses 
incurred in the joint-cost operations are not assignable on a cost-of- 
service basis to the separate traffic units produced in the operation. 
However the total costs for the joint operation are directly assignable 
to the total output. As there exists no justification from a cost-of- 
service standpoint for assigning more of the joint costs to one unit of 
output than to any other unit, they are apportioned equally, as in the 
case of constant costs. In short, the joint expenses are given a prorata 
apportionment over the revenue units of service (i. e., tons in the case 
of terminal operations and ton-miles on line-haul operation). 

As the value of the service (demand factor) constitutes an element 
for consideration in the ultimate apportionment of the constant and 
joint costs, the distributions of these expenses made in the cost study 
necessarily constitute a point of departure for the rate-maker. The 
figures shown in the cost study are intended to portray the influence 


of the cost-of-service element separate and apart from other factors in 
rate making. 


Three Levels of Cost 


There are three levels of motor carrier costs which, under various 
circumstances, are helpful in analyzing and testing the compensatory 
character of a rate. All three are necessary to provide the complete 
cost picture, and all three are necessary on occasion to explain motor 
carrier rates. (1) The first and lowest cost level consists of those one- 
way out-of-pocket (variable) expenses which are separable from the 
joint expenses incurred in the round-trip movement of the equipment. 
(2) The second level of cost includes the out-of-pocket (variable) ex- 
penses applicable to the operation as a whole. It embraces those joint 
expenses such as the round-trip movement of the equipment, which, 
while of a joint character for. an individaul segment of the motor car- 
riers’ operations, are nevertheless variable with traffic volume when the 
motor carriers’ operations are viewed as a whole. (3) The third level 
of cost consists of the so-called fully distributed costs which are made 
up of the out-of-pocket (variable) costs plus an apportionment of the 
constant expenses. 


Out-of-Pocket Costs 


The economic significance of each of the above three levels of cost 
is briefly as follows: 

(1) The out-of-pocket costs which are separable from the joint ex- 
penses incurred itn the round-trip movement of the equipment serve as 
a minimum below which the so-called ‘‘back-haul’’ rates cannot fall 
without incurring an out-of-pocket loss. Justification for rates approach- 
ing this low level of cost may exist where the value of the service (con- 
ditions of demand) vary widely by directions of movement, low rates 
being necessary to obtain a more efficient utilization of the equipment 
in the direction of the empty return. In such instances rates may be 
economically justified at a level but little above the separable expenses 
assignable to the one direction of movement, i. e., the added cost for 
pickup and delivery, platform handling, billing and collecting and some 
small amount for additional fuel and vehicle wear and tear occasioned 
by the added weight of the load. Such rates, however, are conditioned 
upon the ability of the remaining traffic handled on the round-trip to 
cover all the joint costs for the trip not recovered from the low-rated 
traffic; otherwise the carrier would incur an out-of-pocket loss for the 
round-trip movement taken as a whole. The principle at issue is that 
the revenues derived from the performance of any segment of the 
operations, such as the round-trip movement of a truck, should nor- 
mally equal the out-of-pocket expense incurred in performing such seg- 
ment of the service. This lowest level of cost is usually of temporary or 
local significance and is not used as a general yardstick in rate case 
exhibits. 

(2) The second and broader concept of the out-of-pocket (variable) 
costs, applicable to the operation as a whole, is that which is more 
commonly used. Such out-of-pocket costs provide a minimum below 
which rates having widespread or general application cannot fall with- 
out occasioning an out-of-pocket loss. Since such costs reflect the rel- 
ative amount of transportation service received by the shipment, they 
provide a measure in cents per 100 pounds of the differences in the 
rates for shipments of varying sizes, lengths of haul, density, etc., 
which can be justified by differences in the cost of performing the 
service. Any remaining differences in the rates for the several kinds of 
traffic must be based on considerations other than cost. 


Fully Distributed Costs 


(3) The fully distributed costs, based on the out-of-pocket (vari- 
able) costs plus an apportionment of the constant expenses, provide for 
comparisons of the relative cost of transportation for different regions 
or territories, separate agencies of transportation, or single carriers, 
based on total expenses. They also indicate the extent of the constant 
costs which are present in the operation and which must be recovered 
out of the revenues received over and above the out-of-pocket expenses. 
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The comparative showing of the fully distributed costs in addition to 
the out-of-pocket costs assists in determining the limits within which 
recognition can be given to the value-of-service factor. The fully dis- 
tributed costs also provide a standard or yardstick which is helpful in 
testing the compensatory character of rates and in appraising the ex- 
tent to which non-cost considerations (value of service or declarations 
of public policy) have entered into the making of the rates. 


The significance of ‘‘cost of service’’ as opposed to ‘‘value oft 
service’ in rate making may be briefly summed up as follows: Cost- 
of-service considerations go principally to the apportionment of the 
out-of-pocket (long-run variable) costs. Value-of-service (demand) con- 
siderations go to the apportionment of the constant and joint costs. 


The apportionment of the out-of-pocket costs is fundamentally based 
on the relative use which the traffic in question makes of the carrier’s 
plant and facilities. The apportionment of the constant and joint costs 
is fundamentally based on a weighing of the effect which the rates 
themselves would have upon the movement of the traffic and the car- 
rier’s revenues. Of far-reaching significance in this latter connection 
has been the recognition and application of the principle that by re- 
ducing the rates on traffic having expansible (elastic) traffic volume, the 
contribution to the constant costs or revenue needs can be increased, 
within limits, beyond that attainable by limiting rate differentiation 
strictly to cost-of-service considerations. . 


Motor Carrier Revenues for First | 
1946 Quarter Down in All Regions 


American Trucking Associations says everything but 
the cost of doing business—revenues, mileage, and 
tonnage—decreased in first quarter of 1946 as com- 
pared with same quarter of 1945. Net operating reve- 
nues of carriers of general freight down 82 per cent for 
reporting carriers, according to the association 


Everything went down but expenses, said the American 
Trucking Association, Inc., in a review of motor carrier revenues 
for the first quarter of 1946. 


Statistics compiled by the Department of Research, from 
quarterly reports of Class I motor carriers of property show that 
revenues, mileage and tonnage decreased in the first quarter of 
1946 as compared with the same quarter of 1945, but the cost 
of doing business increased substantially, it said, and continued: 


Aggregate gross revenues of 1,672 Class I carriers of all types were 
$206,783,690 in the first quarter of 1946, as against $210,724,031 in the 
same quarter of 1945, or a decrease of 1.9 per cent. Expenses, however, 
increased from $202,771,659 to $203,630,232, or 10.1 per cent. Net oper- 
ating revenues dropped 60.4 per cent, from $7,952,372 to $3,153,458. 

Intercity miles operated were down from 497,282,147 to 471,090,137— 
a 5.3 per cent drop, while intercity tons carried declined 7.0 per cent, 
from 27,365,891 to 25,449,158. 

The ratio of expenses to gross revenue in the first quarter of 1946 
was 98.5, as against 96.2 in the same period of 1945. 


Four geographical regions reported increased gross revenues in the 
first quarter 1946 as compared with the first three months of 1945. They 
were the New England Region, 5.5 per cent; Middle Atlantic Region, 
0.8 per cent; Southwestern Region, 2.4 per cent, and Rocky Mountain 


Region, 6.3 per cent. The remaining five regions suffered decreased 
gross revenues. 


Expenses increased in all regions except the Central Region, the 
Northwestern Region, and the Mid-Western Region. The greatest drop 
in expenses—9.7 per cent—was experienced in the Mid-Western Region. 
The largest increase in operating cost was in the Rocky Mountain Re- 
gion, where expenses climbed 6.7 per cent. 


Net revenues went down in every region, and two of the regions— 


Mid-Western and Pacific—suffered net operating deficits in the first 
quarter of 1946. 


Intercity mileage declined in all regions except the Rocky Mountain 
Region, which showed a substantial increase of 12.3 per cent, and the 
New England Region, which recorded a slight rise of 0.1 per cent. 
The greatest decrease in mileage—20.1 per cent—was experienced in 
the Mid-Western Region. 


The Rocky Mountain Region was the only region where the volume 
of intercity tonnage increased, and the increase was a_ substantial 
27 per cent. The sharpest drop in tonnage—18 per cent—was in the 
Mid-Western Region. 


The most favorable operating ratio in the first quarter of 1946 was 
the 94.2 ratio recorded in the Southwestern Region. All of the other 


regions had ratios of 97 or higher, with the Mid-Western and Pacific 
Regions exceeding 100. 


Common Carriers of General Freight 


A separate study for Class I common carriers of general freight 
shows that 816 such carriers had aggregate gross revenues of $129,163,984 
in the first quarter of 1946, as against $132,269,157 in the same quarter 
of 1945, a decline of 2.4 per cent. Their expenses increased slightly 
from $128,159,961 to $128,422,451, or 0.2 per cent. Net operating revenues 
took an 82 per cent nosedive from $4,109,196 to $741,533. Intercity miles 
operated fell from 337,171,777 to 318,492,343, or 5.6 per cent, and inter- 
city tons hauled decreased from 15,001,884 to 14,003,340—6.7 per cent. 
The operating ratios were 99.4 in the first quarter of 1946 and 96.9 in 
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the first quarter of 1945. (For comparable data by regions, see Table 
II attached.) 


Other Types of Carriers 


Following is a brief summary of the operating results for othe: 
major classes of carriers. 

Contract Carriers—Gross revenues decreased 2.1 per cent; expenses 
decreased 1.5 per cent; net revenues decreased 17.1 per cent; intercity 
mileage decreased 7.5 per cent; intercity tonnage decreased 1.1 per cent; 
the operating ratio increased to 97.0 from 96.5. 

Local Cartage Carriers—Gross revenues decreased 1.1 per cent; 
expenses increased 1.1 per cent; net revenues decreased 31.6 per cent; 
intercity miles decreased 5.4 per cent; intercity tons decreased 7.5 per 
cent; the operating ratio increased to 95.2 from 93.1. 

Household Goods Carriers—Gross revenues increased 30.4 per cent; 
expenses increased 21.1 per cent; net revenues increased to $409,576 
from a 1945 deficit of $151,932; intercity miles increased 12.4 per cent; 
intercity tons increased 20.5 per cent; the operating ratio improved to 
95.1 from 102.4. 

Heavy Machinery Carriers—Gross revenues increased 9.2 per cent; 
expenses increased 6.5 per cent; net revenues decreased 81.4 per cent; 
intercity miles decreased 18 per cent; intercity tons decreased 37.3 per 
cent; the operating ratio increased to 99.3 from 96.4. 

Petroleum Carriers—Gross revenues decreased 13.3 per cent; ex- 
penses decreased 10.3 per cent; net revenues dropped from $186,727 in 
the first quarter of 1945 to a deficit of $127,531 in the first quarter of 
1946; intercity miles decreased 13.7 per cent; intercity tons decreased 
8.5 per cent; the operating ratio increased to 101.5 from 98.1. 

Refrigerated Products Carriers—Gross revenues increased 23.2 per 
cent; expenses increased 13.1 per cent; net revenues increased 1072.9 
per cent; intercity miles increased 14.9 per cent; intercity tons increased 
9.4 per cent; the operating ratio improved to 91.0 from 99.1 

Agricultural Carriers—Gross revenues increased 10.3 per cent; ex- 
penses increased 10.7 per cent; the net operating deficit was $3,152 in 
1946 as against a deficit of $1,082 in 1945; intercity miles increased 
1.1 per cent; intercity tons decreased 4.9 per cent; the operating ratio 
increased slightly to 100.6 from 100.2. 

Motor Vehicle Carriers—Gross revenues decreased 14.3 per cent; 
expenses decreased 1.2 per cent; net revenues decreased from $237,812 
in the first quarter of 1945 toa deficit of $173,483 in the first quarter 
of 1946; intercity miles increased 36.5 per cent; intercity tons increased 
21.7 per cent; the operating ratio increased to 106.5 from 92.4. 

Building Materials Carriers—Gross revenues increased 23.2 per cent; 
expenses increased 24.5 per cent; net revenues decreased 18.4 per cent; 
intercity miles increased 14.1 per cent; intercity tons increased 7 per 
cent; the operating ratio increased to 97.9 from 96.8. . 

Film Carriers—Gross revenues increased 1.7 per cent; expenses 
increased 3.3 per cent; net revenues decreased 24 per cent; intercity 
miles decreased 6.5 per cent; intercity tons decreased 3.6 per cent; the 
operating ratio increased to 95.7 from 94.3. 


Motor Carrier Freight Loading 
Showed Increase in May 


The volume of freight transported by reporting motor car- 
riers in May increased 4.5 per cent over April and 5.8 per cent 
over May of last year, according to statistics compiled by the 
department of research of American Trucking Associations, Inc. 

Comparable reports received by A. T. A. from 196 carriers 
in 36 states showed these carriers transported an aggregate of 
1,818,532 tons in May, as against 1,740,000 tons in April and 
1,728,894 tons in May, 1945, it said, and continued: 


“The A. T. A. index figure, computed on the basis of the 
average monthly tonnage of the reporting carriers for the three- 
year period of 1938-1940 as representing 100, was 187.6. 


“Approximately 87 per cent of all tonnage transported in 
the month was hauled by carriers of general freight. The vol- 
ume in this category increased 4.8 per cent over April and 6.3 
per cent over May, 1945. 


“Transportation of petroleum products, accounting for about 
6 per cent of the total tonnage reported, showed an increase of 


bre per cent over April and a drop of 8.1 per cent below May, 
1945. ; 


“Carriers of iron and steel hauled about 4 per cent of the 
total tonnage. Their traffic volume decreased 2.9 per cent below 
April but increased 2.9 per cent over May, 1945. 


“About 3 per cent of the total tonnage reported consisted 
of miscellaneous commodities, including household goods, tex- 
tiles, groceries, automotive equipment, packing house products, 
building materials, school supplies, wood, rubber products, mo- 
tor vehicle parts and motor vehicles. Tonnage in this class 


increased 7.5 per cent over April and 5.2 per cent over May, 
1945. 


“The May tonnage of carriers reporting from the eastern 
district represented an increase of 3.5 per cent over April and 
4.5 per cent over May of 1945. 


“Carriers in the southern region reported an increase of 
14.7 per cent over April and 11.8 per cent over May, 1945. 
“Tonnage reported from the western district revealed an 


increase of 3.9 per cent over April and 4.8 per cent over May 
of last year.” 
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Missouri Intrastate Truck Rates 
Raised 9.7 Per Cent, August l 


Average increase of 13.1 per cent on less-truckload 
and 5.2 per cent on truckload prescribed by state com- 
mission. Minimum weights and minimum charge in- 
creased and specified delivery hours shortened 


The Public Service Commission of the State of. Missouri, 
by supplemental report and order in No. 8397, General Investi- 
gation of Freight Rates of Certificated Motor Carriers in Mis- 
souri, embracing also No. 8351, General Investigation of Railroad 
and Motor Truck Rates from Kansas City to points in Missouri, 
has prescribed new scales for application to intrastate truck 
traffic, effective August 1, amounting to an average increase of 
13.1 per cent on less-truckload and 5.2 per cent on truckload 
traffic. The average increase in both truckload and less-truck- 
load rates prescribed is 9.7 per cent, the commission said. It 
expressed the belief “that the rates prescribed will produce for 
carriers sufficient revenue to cover total operating expenses, 
including the payment of taxes, and at the same time provide 
a reasonable average rate of return upon the value of their 
property actually used in the public service and permit making 
reservation out of income for surplus and contingencies.” 

The commission said it lacked the necessary information to 
determine the exact amount of traffic moving in intrastate com- 
merce, compared to interstate traffic carried by lines operating 
in Missouri, “but the record is clear that Missouri’s rates are 
considerably depressed when compared with interstate rates, 
and intrastate rates in states surrounding it.” The case has 
demonstrated the necessity of this commission prescribing more 
exacting and informative accounting methods, which action will 
be taken in the very near future, stated the commission. 

On the request to prescribe the proposed rates as minimum 
rates for the entire state, the commission ruled that the Missouri 
a and truck law does not authorize it to prescribe minimum 
rates. 

‘The commission eliminated in its entirety the minimum rate 
territory of southeastern Missouri, but prescribed a scale of 
rates between St. Louis and points on, south and east of U. S. 
highway 60 from Birds Point to Dexter, thence over Missouri 
state highway 25 to the Missouri-Arkansas state line, designed 
to preserve “to a great extent the present basis of rates” and 
“to remove apparent discriminations that exist today with 
respect to rates between some of these points and St. Louis.” 

Publication of the new prescribed rates, rules, regulations 


and classification exceptions is authorized upon 15 days’ notice 
to the commission and the public. 


Rules Changes Granted 


The cases were heard before the commission en banc, on 
— 11-15, 1946, on petition of 78 motor carriers, October 6, 
_ The carriers had proposed a scale of less-truckload rates 
which would amount to an average increase of 16.8 per cent, 
and a proposed truckload scale which, said the commission, 
would amount to an average increase of approximately 10.5 
per cent. They had also proposed to increase the present 
53-cent minimum charge per shipment to 75 cents and to in- 
crease minimum weight requirements on truckload traffic. Pe- 
titioning carriers had further proposed to increase the charge 
for “extra labor” furnished to assist driver in loading or un- 
loading articles which, because of their weight or size, cannot 
be loaded or unloaded by the driver alone, from the present 
prescribed rate of 80 cents an hour, to $1.25 an hour. The 
“extra labor” proposal was rejected by the commission. but it 
agreed that “in no case shall the charge on a single shipment 
be less than 75 cents.” 


Fhe petitioners’ proposal to change the “inability to ac- 
complish delivery” rule by revising specified delivery hours 
from “7 a. m. to 6 p. m.,” to read “8 a. m. to 5 p. m.,” and by 
increasing the minimum charge of 53 cents to 75 cents for 
each tender after the initial unsuccessful attempt of delivery, 
was granted by the commission. 


Minimum Weights Raised 


Increased minimum weight requirements were prescribed 
in the case, the commission stating it felt such increases “are 
absolutely necessary in the cause of economical transportation, 
coupled with the wide capacity range of vehicles performing 
common carrier service within the state.” Henceforth the fol- 
lowing minimum weights shall be observed in computing the 
charges on truckload shipments: First class, 12,000 pounds; 
second class, 14,000; third class, 16,000; fourth class, 18,000; 
one and one-fourth times first class, 10,000; one and one-half 
times first class, 8,500; and double first class, 6,500. 

The carriers had proposed to change the definition of truck- 
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load traffic by eliminating therefrom the condition that such 
freight when received by the carrier at one time from one 
shipper and on one bill of lading shall be “transported on one 
vehicle.” A new definition of truckload traffic, incorporating the 
proposal, was prescribed by the commission. 

The commission’s report and order is dated June 22, Fred 
H. Carr, of Jefferson City, is secretary of the commission. 


CONFERENCE ON SOUTHERN MOTOR RATES 


The Commission has postponed indefinitely a hearing 
scheduled for July 10, at Atlanta, Ga., in MC C-538, increased 
rates—to, from and within the south, and has set July 12 as 
the date for a prehearing conference in the case in Washington, 
D. C., with Examiner Lawton presiding. 

The proceeding involves an investigation, instituted with- 
out suspension of the involved schedules, into the reasonable- 
ness of increases in motor rates on shipments weighing less 
than 5,000 pounds within Southern Territory and between 
Southern and Official Territories (see Traffic World, June 1, 
p. 1638). 

The notice of the prehearing conference said it was con- 
templated discussing the issues with a view to their simplifica- 


tion; the evidence to be offered; and the time and place of 
hearing. 


Emergency Order Extension 
Asked by A. T. A. and Carriers 


American Trucking Associations, Inc., and the Household 
Goods Carriers’ Conference of the A. T. A., have asked the 
Commission to extend the effectiveness of its emergency order 
No. M-6, scheduled to expire June 30, for another year, or until 
June. 30, 1947. 

The A. T. A. and the carriers’ conference recited that by 
petition of October 23, 1945, they requested issuance of an 
order permitting emergency diversion of household goods ship- 
ments and that on October 31, the Commission issued its emer- 
gency order No. M-6, authorizing such emergency diversion, 
subject to publication of the rule specified in the order. 

At the time they asked for an extension of the order, 
namely December 20, 1945, said the petitioners, it was hoped 
that motor carriers of household goods might obtain some re- 
lief from the equipment and manpower shortages then existing 
and that it was for that reason that the extension request was 
limited to only six months. 

Subsequent events, however, said the petitioners, had dem- 
onstrated conclusively that such optimism was unjustified. The 
carriers, they said, had received no appreciable relief from the 
aforementioned shortages, and, to make matters worse, de- 
mands for their services were now greater than at any time 
in the industry’s history. 


Authority contained in the emergency order, said the peti- 
tioners, had contributed, in large measure, to the success of 
the carriers’ efforts to render a maximum of efficient service. 
Failure to continue the authority, they said, would seriously 
hinder the carriers in their efforts to continue to render max- 
imum service. 


Rails Will Need Further Rate 
Boosts, A. T. A. Spokesman Says 


John V. Lawrence, managing director of the American 
Trucking Associations, Inc., said in an address at Newark, 
N. J., June 25, that the emergency freight rate increases 
granted railroads last Friday were less than half the amount 
requested by the roads and predicted that further increases 
would be found necessary to offset declining volume of busi- 
ness and rising costs of operation. 

Speaking before the first general meeting of the New Jer- 
sey Motor Carriers and Shippers’ Advisory Board at the Hotel 
Robert Treat, Mr. Lawrence stated that the emergency in- 
creases of 6 to 11 per cent compared with a 25 per cent hike 
asked by the railroads. The Commission, in announcing the 
emergency increases, made it clear that it would act on addi- 
tional increases as soon as it was possible to hold hearings and 
develop the facts in the case, he observed. 

“I feel reasonably certain,” Mr. Lawrence said, “that when 
all the facts are presented to the Commission, the need for 
additional rate increases will become obvious.” 

Increases in wages and other operating expenses have 
brought the railroads face to face with the same pressing prob- 
lem that has confronted the nation’s truck operators, according 
to Mr. Lawrence. 


“The only difference is that motor carriers were hit much 
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earlier in the game and have had difficulty making ends meet 
for the last two or three years,” said he. 

Motor carriers in many parts of the country had had in- 
creased rates in effect for some time, Mr. Lawrence said, and 
the increases asked by the railroads would bring the rail rate 
structure closer to truck rates. 

While general increases of the type granted the railroads 
were helpful and necessary as an emergency measure, Mr. 
Lawrence said, there was need for careful study of the entire 
transportation rate structure. He said the I. C. C. was under- 
taking such a study with a view toward correction of any 
inequities which might exist. 

As a result of the Commission studies, Mr. Lawrence said, 
he expected a definite trend toward “common sense” rates 
based more nearly on the cost and value of the service per- 
formed. He said the trucking industry was heartily in accord 
with such an investigation of the entire rate structure and had 
taken the lead in urging that it be conducted. 

“An outstanding example of the need for corrective action 
is the deplorable condition that has developed with respect to 
the rate levels on less-than-carload or merchandise traffic,” 
Mr. Lawrence asserted. 

“Trucks excel in the handling of this type of small- 
shipment traffic, both from the standpoint of economy and 
service, and it is the backbone of the trucking industry. On the 
other hand, less-than-carload freight is but a small fraction of 
total railroad business, but the railroads have lowered their 
less-than-carload rates to the point where they lose millions 
of dollars a year on this particular type of freight. These losses, 
of course, are made up on other types of freight. 


“This is just one of the unwise and harmful aspects of our 
present transportation rate structure, and I mean the truck 
rate structure as well as the rail. I believe shippers have a 
real stake in helping to straighten it out. If the problem is 
approached by all interested parties in a spirit of cooperation 
and mutual interest we might see an end to the day when some 
freight is given a free ride at the expense of other freight, and 
all traffic pays its fair and reasonable share of transportation 
costs. I believe the end result would be more economical and 
more efficient transportation service for the entire nation.” 


C. S. M. F. B. Revised Rules 
Provide Only One Transit Stop 


The Central States Motor Freight Bureau is preparing to 
proceed with publication of new stopping-in-transit rules, re- 
vising all bureau tariffs to provide for only one stop in transit. 
“Except as otherwise specifically provided,” states the proposal, 
“truckload shipments received from one shipper at one point 
at one time for one consignee at one destination and covered 
by one bill of lading, when moving locally (single line) via 
participating carriers over their regular certificated routes 
described in section 2, of C. S. M. F. B. tariff No. 201-C, MF- 
I. C. C. No. 109, may be stopped once in transit between the 
primary point of origin and the point of final destination thereof, 
for the purpose of either partial loading or partial unloading 
(not both), provided the stop-off point is an authorized point 
on the carrier’s regular route and is directly intermediate be- 
tween the primary point of origin and the point of final destina- 
tion, and provided further that the distance from the primary 
point of origin through the stop-off point to point of final 
destination does not exceed 112% per cent of the carrier’s 
shortest authorized regular route from primary point of origin 
to point of final destination thereof.” 


Bureau officials said that in the above rule they attempted 
to meet the admonitions of the Interstate Commerce Commis- 
sion urging publication of a definite percentage restriction of 
permitted circuity, to consider shipper’s objections to circuity 
limitations on local traffic, and to give the carriers what they 
need. The present stopping-in-transit rule carries no required 
limitation on circuity. 

In voting to adopt the rule as stated above, the C. F. A. 
central committee has pointed out “that there may be in- 
stances where the restrictions to single line traffic, and then 
only regular routes, may not meet the requirements of certain 
carriers at all points on their respective lines. In those cases 
it was believed that new companion items should be published 
which would contain such specific routing as might be neces- 
sary to meet the requirements of the Commission’s tariff cir- 
cular No. 3.” 


No change in the stop-off charge of $6.06 is contemplated. 
If the amendment of the stopping-in-transit ruling is not 
made effective, say the carriers, they will have no alternative 
but to press for the complete cancellation of the stop-off service. 
The proposed amendments are contained in supplement 
No. 4 to docket No. 8790, fourth supplemental recommended 
disposition, issued June 20 by the bureau, in which the history 
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of the various proposals to amend the present stop-off rules is 
presented. 


U. S. Sells 159,893 Surplus Trucks— 
Has 37,901 on Hand 


The War Assets Administration has announced that 159,893 
trucks have been sold out of a total of 197,794 declared surplus 
- Ag armed forces in a 28 months’ period that ended June 1, 

Since adoption of the present continuous sales program for 
motor vehicles, inaugurated December 1, 1945, W. A. A. has 
disposed of 66,881 trucks representing a total cost to the govern- 
ment of $150,657,225. Cash return to the government on these 
sales was $71,820,583, continued the W. A. A., adding: 


A large percentage of the sales during the six months’ period 
has been made to veterans who bought 31,029 trucks for $29,740,068. 
These trucks originally cost the government $60,697,834. 

In the stepped-up sales program, which has averaged 10,000 truck 
disposals a month since December 1, 1945, federal agencies purchased 
7,107 for $6,331,436; state and local governments bought 3,642 for 
$4,075,218; and certified dealers bought 25,103 for $31,673,861. 

More than 31,759 trucks were sold to all types of buyers during April 
and May, 1946, the last two months of the six months’ period. 

The closing inventory on June 1, 1946, showed that W. A. A. has 
a stockpile of 37,901 trucks of all types. 


MOTOR TRUCK PRODUCTION 


Motor truck production dropped from 81,882 units in April 
to 74,650 in May, according to the Civilian Production Admin- 
istration. Production of medium truck types dropped from 
44,047, in April to 37,427 while the light-heavy type went from 
4,456 units in April to 3,459. Heavy-heavy trucks increased 
from 1,348 to 1,364. Total truck production for the first five 
months this year was reported as 278,847 units. Manufactur- 
ers had forecast ‘a production of 105,362 trucks in June, said 
C.P. A. 


PINKNEY LEAVES MOTOR COMPLAINT BUREAU 

James F. Pinkney, chief of the complaints section of the 
Commission’s Bureau of Motor Carriers, has resigned effective 
July 1, to become professor of political science and head of 
that department at Davidson College, Davidson, N. C. Mr. 
Pinkney said he expected to begin his new duties July 20. No 
successor has been announced. 

A graduate of Davidson in 1927, and the University of Colo- 
rado law school in 1930, Mr. Pinkney practiced law with Grant, 
Ellis, Shafrot and Toll. of Denver, Colo., and was a trial attor- 
ney on the staff of the former National Recovery Administration 
before joining the Commission’s bureau in 1935. He was made 
assistant chief of the complaints section in 1936 and chief in 
1939. When the Commission discontinued the bureau’s finance 
section last March, Mr. Pinkney was given additional duties 
through the merger of the functions of the finance section with 
those of the complaints section. 

Enlisting in the Army, Mr. Pinkney was commissioned a 
captain in the air corps in 1942, served in Washington, D. C., 
India, China and North Burma, and discharged as a colonel. 
In his absence Paul Coyle, assistant chief of complaints, acted 
as chief of the section. 





MOTOR SOUTHERN CLAIM CONFERENCE 


Motor carrier general claim agents, representing seven 
southeastern states, attended the regular meeting of the Motor 
— Southern Claim Conference held in Atlanta, Ga., last 
week. 

A committee of 18 carriers, representing all southern key 
cities, was appointed to investigate local claim prevention activi- 
ties and report to the conference effective methods of claim 
prevention for distribution to the conference members in a 
weekly bulletin. The committee also will attempt to increase 
the number of carriers reporting ‘‘over” unidentified freight to 
the conference for matching with reported shortages. 

In the meetings, discussion on accurate checking, counting, 
handling, loading and unloading were held and means of edu- 
cating carrier personnel in claim prevention matters were 
studied. 

The next regular meeting of the southern claim agents is 
tentatively scheduled for September. 


BEKINS NEW DEPOSITORY 


The Bekins Van & Storage Co. has constructed its first 
new depository since the war, a five-story building constructed 
at a cost of $125,000, in San Fernando Valley. The building, 
designed with an eye to architectural beauty as well as utility, 
will serve Van Nuys, North Hollywood, Encino, Tarzana, Girard 
and the rest of the Valley. Nearly 500,000 cubic feet of space 
is availlabe. 
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C. A. B. Invites Court Review 
of “Surface” Carrier Issue 


The Civil Aeronautics Board thinks it has properly con- 
strued the provisions of the civil aeronautics act relating to 
operation of airlines by “surface” carriers and any aggrieved 
party has the right to appeal from the board’s interpretation 
to any one of the United States Circuit Courts of Appeals, ac- 
cording to Oswald Ryan, vice-chairman of the board. 

In an address before the Association of Commerce, New 
Orleans, La., June 20, Vice-Chairman Ryan said that American 
Air transportation had achieved its remarkable progress very 
largely as a result of four basic policies that “underlie the civil 
aeronautics act of 1938” which he described as follows: 


(1) Air transportation has been developed as a privately owned 
and managed enterprise under constructive public regulation rather 
than as a government owned and operated undertaking; (2) it has 
developed under a policy of controlled economic competition; (3) it has 
enjoyed freedom from military control; (4) and except in special cir- 
cumstances it has been kept free from the control of all conflicting busi- 
ness interests, including manufacturing interests and other transporta- 
tion interests, that might retard its maximum development. 


Continuing, Vice-Chairman Ryan said: 


The main controversy which presently exists with respect to these 
four basic policies relates to that which would prevent, except in 
special circumstances, the control of air transportation by other trans- 
portation interests, such as shipping companies and rail carriers. The 
Civil Aeronautics Board has acted in accordance with a provision of 
the civil aeronautics act which prohibits a surface carrier from acquir- 
ing control of an airline unless the board shall first have found that 
the acquisition will not be adverse to the public interest, that it will 
not restrain competition and that it will promote the public interest 
by enabling the surface carrier to use aircraft to public advantage 
in the surface carrier’s operation. The board has construed the statu- 
tory provision to mean that the air carrier operation must be auxiliary 
and supplementary to the surface carrier operation before the acquisi- 
tion may be approved by the board. 

This stautory construction by the board has been criticized by some 
as being a misconstruction of the intent of Congress in the civil aero- 
nautics act. Congress, intending to safeguard against any misconstruc- 
tion of the act to the injury of interested parties, has provided a 
remedy which gives any aggrieved parties the right to appeal from the 
board’s interpretation to any one of the United States Circuit Courts 
of Appeals. This provision gives to any shipping company or other 
aggrieved party a clear opportunity to have the court set this Board 
right whenever it may have gone wrong in misinterpreting the intent 
of the Congress in the civil aeronautics act. 

But no surface carrier aggrieved by the past decisions of the Civil 
Aeronautics Board in this respect has ever asked a United States court 
to order the Board to correct its alleged misinterpretation of the intent 
of Congress. A court review of this question would forever lay at rest 
this charge that this board has misconstruced the intent of Congress. 
If the board has erred in this matter it can and should be promptly 
corrected by a direct court review at the request of the injured party. 

In a recent decision of importance, the Board denied the applica- 
tion of certain steamship companies for authority to engage in air 
transportation directly and without the intervention of a subsidiary 
corporation. In that case, the board used as the basis of its decision 
the same principles which it applied to the independent airline appli- 
cants who were also seeking the same authority. It granted the certifi- 
cates of convenience and necessity on the basis of the comparative 
qualifications of the various applicants. If the principles which the 
board there applied as the basis of its decision constitute a misconstruc- 
tion of the intent of Congress, the United States Circuit Court of 
Appeals is available to any aggrieved party who may desire to have 
that error of law set aside. 


Waterman Seeks C. A. B. 
Reconsideration 


The Waterman Steamship Corporation has petitioned the 
Civil Aeronautics Board to reconsider its recent decision de- 
nying the steamship line a certificate to operate air service 
between Gulf ports and the Caribbean, thus bringing up again 
the issue as to whether a steamship line may operate an airline. 

The application was filed by Bon Geaslin, vice-president 
and general counsel of the Waterman corporation. The com- 
pany first applied for air privileges in December, 1940. Mr. 
Geaslin charged that the Civil Aeronautics Board acted capri- 
ciously at that time in postponing any action on the Waterman 
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application for a year, and then the United States had entered 
the war. The decision on the application was delayed for more 
than five years, said he. ; 

There were only two questions involved in the civil aero- 
nautics act of 1938, Mr. Geaslin insisted. Those were whether 
the applicant was “fit, willing, and able” and whether “public 
convenience and necessity” called for issuance of the certificate, 
said he. He said that his company as a result of operation of 
a commercial airline within the confines of Alabama, under a 
state charter, and in operating non-scheduled services, had 
demonstrated the former, and a tremendous demand for air 
service between the United States and Puerto Rico, as well as 
other Caribbean countries, left no doubt as to the necessity. 

Not long ago, said he, the board granted a permit to Chi- 
cago and Southern Airlines to operate airline service between 
mid-western cities, New Orleans and Puerto Rico. He said 
that this was obviously discriminatory. He said in his petition 
that his company was ready to put DC4 passenger air service 
into operation between Gulf ports and the Caribbean not later 
than July 1, while Chicago and Southern does not expect to 
do so until the end of this year. ‘ ; 

Reopening and reconsideration in the Latin American case 
has also been requested by Pan American, Eastern, and Co- 
lonial air lines. 


Delta’s Connecting Service 
Troubles Cited as Handicap 


C. E. Woolman, president and general manager of Delta 
Air Lines, testifying at Civil Aeronautics Board hearings in 
No. 730, the “Boston-New York-Atlanta-New Orleans case,” 
said that difficulties with connecting services had been a definite 
handicap in Delta’s development. . 

For many years, he said, Delta had served the deep south 
and its cities from Fort Worth, Tex., and Dallas to Atlanta, Ga., 
and had been carrying people of that section to Atlanta where 
“they and we” were dependent on Eastern Air Lines and its 
connecting services to Washington, D. C., New York, and the 
east. 

“In earlier years,” said Mr. Woolman, “this connecting 
service was quite satisfactory, travel was slower, passengers 
less abundant, and Eastern apparently more appreciative of this 
business. 

“Of recent years, this connecting service has progressively 
been less satisfactory and more difficult to sell. Connecting 
schedules were changed usually without reference to Delta’s 
schedules and sometimes on one day’s notice to us.” 

E. M. Johnson, Delta’s director of planning and research, 
also testified. 

Both Mr. Woolman and Mr. Johnson stressed the impor- 
tance of Delta’s need to reach what they described as “Main 
Street,” a reference to the manufacturing and distribution area 
of the eastern seaboard. 

Testimony was also heard from Laigh C. Parker, Delta’s 
vice president in charge of traffic and a director of that airline. 

Prior to restoration of airline service to Birmingham, Ala., 
by Eastern Air Lines, said Mr. Parker, Delta was obtaining 
100 per cent of all New York-Washington business by air that 
originated in Birmingham. After Eastern inaugurated its Bir- 
mingham-New York service, he continued, Delta dropped to five 
per cent of the business although, he said, the fare, mileage, and 
routing were identical. 

“We can’t feel that five per cent is competition there, par- 
ticularly when the fare was the same and the mileage the 
same,” continued Mr. Parker. 

He said a definition of competition by Eastern Air Lines 
introduced in the record did not take into consideration the fact 
that fare differentials were the most important factor in air 
transportation so far as the public was concerned. He said the 
next most important factor was whether the service was one- 
carrier or two-carrier service. 


Air Certificate Applications 


Eastern Air Lines, in No. 2350, has asked the Civil Aero- 
nautics Board for authority to extend its present system to 
provide routes from Washington, D. C., to Detroit, Mich., via 
Pittsburgh, Pa., Youngstown, Akron-Canton, and Cleveland, O.; 
Washington to Chicago, Ill., via Pittsburgh, Youngstown, Akron- 
Canton, Cleveland, Toledo, O., and South Bend, Ind.; and from 
Charlestown, W. Va., to Chicago via Cincinnati, O.-Covington, 
Ky., Indianapolis, Ind., Columbus and Dayton, O., and Ft. 
Wayne and South Bend, Ind. 

Wells Fargo Carloading Co., New York, N. Y., in No. 2343, 
asked the board for a certificate authorizing air transportation 
as an air freight forwarder of property over fixed or irregular 
routes of air carriers. In No. 2344 it requested an exemption 
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INTERNATIONAL RATES ALSO REDUCED 


When You Want a shipment to go the fastest 
way, the word “rush” is not enough. Specify 


“‘Air Express” and be sure. 


Phone For Pick-Up as soon as package is ready. 
Special delivery at other end often means same- 
day delivery between many airport towns and 


cities as far as 1,000 miles apart. 


Air Express goes everywhere. In addition to 
375 airport towns and cities, it goes by rapid 
air-rail schedules to 23,000 other communities 
in this country. Service direct by air to and 
from scores of foreign countries in the world’s 


best planes, giving the world’s best service. 


Write Today for the Time and Rate Schedule on Air 


Express. It contains illuminating facts to help you 


solve many a shipping problem. Air Express Divi- 
sion, Railway Express Agency, 230 Park Avenue, 
New York 17, N. Y. Or ask for it at any Airline or 
Railway Express office. 


Phone AIR EXPRESS DIVISION, RAILWAY EXPRESS AGENCY 
Representing the AIRLINES of the United States 


GETS THERE FI1RST— 
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order authorizing the authority asked in No. 2343 pending 
a decision in that docket. 


Other applications for air-transport authority were filed 
with the board as follows: 


No. 2342, American Airlines, Inc., New York, N. Y., amendment of 
certificate for route No. 4 to remove restriction that ‘‘service shall be 


rendered to San Diego, Calif., only on flights originating or terminating 
at points east of El Paso, Tex.”’ 


No. 2345, Transcontinental & Western Air, Inc., Kansas City, Mo., 
amendment to certificate for route No. 37 to extend the route beyond 
the intermediate point Fresno, Calif., to a new terminal point Reno, 
Nev., and add Bishop ahd Truckee, Calif., as intermediate points. 

No. 2347, Eastern Air Lines, Inc., New York, N. Y., exemption 
order authorizing inauguration of nonstop service over route No. 40 
between Atlanta, Ga., and Tampa, Fla. 


No. 2348, KLM Royal Dutch Air Lines, New York, N. Y:, amend- 
ment to foreign air-carrier permit to include Ciudad Trujillo, Domini- 
ean Republic, as an intermediate point on its route between Willem- 
stad, Curacao, N. W. I., and Miami, Fla. 

No. 2249, Delta Air Lines, Inc., Atlanta, Ga., amendment to cer- 
tificate for route No. 54 to authorize extensions from Cincinnati, O., 
to Washington, D. C., and Norfolk, Va., via specified intermediate 
points in Ohio, West Virginia and Virginia, and Cincinnati to Wash- 
ington via Pittsburgh, Pa. 


Transcontinental & Western Air, Inc., and Delta Air Lines, 
Inc., in a joint application, No. 2346, asked for approval under 
section 412 of the civil aeronautics act, and, if such approval 
were deemed necessary, under section 408, of an agreement 
relating to interchange of equipment between these carriers. 


Added New England Service 
Granted Three Airlines 


The Civil Aeronautics Board has announced its decision in 
the so-called New England air service case. It authorized the 
transportation of persons, property, and mail by one new local 
feeder airline, and amended the certificates of three existing 
airlines in order to serve additional cities in the New England 
area. 

The board granted a temporary certificate of public con- 
venience and necessity to E. W. Wiggins Airways, Inc., for a 
period of three years subject to the condition that Wiggins 
would serve each intermediate point on each schedule: 


(a} Between Albany, N. Y., and Boston, Mass., via Bennington, 
Vt., Keene, N. H., Manchester, N. H., and Lawrence, Mass.; (b) be- 
tween Albany, N. Y., and Boston, Mass., via Adams-North Adams, Mass., 
Greenfield, Mass., Orange, Mass., Fitchburg, Mass., and Lowell, Mass.; 
(c) between Albany, N. Y., and Boston, Mass., via Pittsfield, Mass., 
Northampton, Mass., Springfield, Mass., Southbridge, Mass., Wor- 
cester, Mass., and Framingham, Mass.; and (d) between Springfield, 
Mass., and Boston, Mass., via Hartford, Conn., Willimantic, Conn., 
Providence, R. I., Taunton, Mass., and Brockton, Mass. 


The board amended the certificates of Colonial Airlines, 
Inc., Eastern Airlines, Inc., and Northeast Airlines, Inc., so 
that these carriers could serve additional cities in the New 
England area. 

Colonial Airlines’ certificate was amended to include air 
transportation over route No. 72 between New York, Montreal 
and Ottawa so as to designate Poughkeepsie, N. Y:, Rutland, 
Vt., Saranac Lake-Lake Placid, N. Y., Plattsburg, N. Y., and 
Malone, N. Y., as intermediate points on said route, and to 
authorize air transportation to and from Glens Falls, N. Y., 
without restriction to any season. 

Eastern Airlines’ certificates for routes 5 and 6 were 
amended to designate Providence, R. I., as an intermediate 
point on each of the routes between New York and Boston, 
subject to the condition that Providence would be served only 
on flights originating south of Richmond, Va., or west of Charles- 
ton, W. Va., and terminating at Boston, Mass., or originating at 
Boston, Mass., and terminating south of Richmond, Va., or west 
of Charleston, W. Va. 

The certificate of Northeast Airlines authorizing air trans- 
portation on its route 27 was amended (a) so as to designate 
Stamford-Norwalk, Conn., as an intermediate point between 
New York, N. Y.-Newark, N. J., and Waterbury, Conn.; (b) so 
as to designate Portsmouth, N. H., and Saco-Biddeford, Me., 
as intermediate points between Lawrence, Mass., and Portland, 
Maine; (c) so as to designate Brunswick, Rockland, and Belfast, 
Me., as intermediate points on the route segment between 
Portland and Bangor, Me., subject to the condition that such 
points would not be served on flights serving Lewiston-Auburn, 
Augusta, or Waterville, Maine; (d) so as to designate Islip and 
Riverhead, N. Y., New London, Conn., and Newport, R. I., as 
intermediate points between New York, N. Y.-Newark, N. J., 
and New Bedford-Fall River, Mass.; (e) so as to designate 
Providence, R. I., as an intermediate point beyond New London, 
Conn., between New London, Conn., and Boston, Mass.; (f) so 





June 2! 


June 29, 1946 


The Pope & Talbot Intercoastal Fleet 
SILHOUETTE or SERVICE 


Gusw ae one 


> 22S aeae © 


m\ 


There is real substance in these 
outlines against the horizon of the 
sea lanes that connect Atlantic and 
Pacific Coast ports. They are the 
ships of Pope & Talbot Lines... new 
ships, faster ships, operating on 
more: frequent sailings. Like a 
“trademark of transportation” the 
Pope & Talbot Lines’ funnel mark 
... blue star, white circle and red 
PT ...is today’s emblem of experi- 
ence and ability to meet shippers’ 
needs for fast, safe service. 


Portland Docks 
and Terminal of 
Pope & Talbot Lines 


~ 10-DAY FREQUENCY SERVICE 


Fast, Dependable, Safe Shipping 


With our new 10-day frequency 
intercoastal schedule, coordinated 
with Quaker Line, you can plan 
with assurance. New, faster ships 
cut transit time. Experienced per- 
sonnel, intelligent handling, im- 
proved dockside facilities make 
cargo handling fast and safe. More 
and more shippers are depending 
on Pope & Talbot Lines to serve old 
markets and open new ones.. . they 
make it a practice to consult our 
schedule of departures and arrivals. 


Write today to have your name placed on our “Mailing List.” 
You will find it a valuable service. 
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... PROTECTED BY 


BLUE STAR 


SEALING TAPE 


COA . 
When you need a more serviceable tape, 
one that can “take it’’ under the severe 
handling imposed by today’s shipping con- 
ditions, one of these Blue Star Tapes is 
your logical choice. You will find their 
quick stick . . . sure, strong grip, just what 
your shipments require to get them safely 


to their destinations. Ask your McLaurin- 
Jones merchant for working samples. 
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as to authorize air transportation between New York, N. Y.- 
Newark, N. J., and White River Junction, Vt., via Bridgeport, 
Conn., New Haven, Conn., Hartford, Conn., Springfield, North- 
ampton, and Greenfield, Mass., Keene and Claremont, N. H., 
subject to the condition that at least two intermediate points 
shall be served on each flight over the route segment; and 
(g) so as to authorize air transportation between Portland, Me., 
and Burlington, Vt., via Lewiston-Auburn, Me., North Conway, 
N. H. (in the season June 1 through September 30 of each 
year), Berlin, N. H., St. Johnsbury and Montpelier-Barre, Vt. 

The board deferred for consideration in Docket No. 674, 
et al., the Middle Atlantic area case, the applications of All- 
American Aviation, Inc., except as it requested authorization 
for pick-up service only, Hylan Flying Service, Inc., Norseman 
Air Transport, and Page Airways, Inc., in so far as they related 
to proposed air service in the state of New York, and dismissed 
or denied all other applications. 


Three-Cent Air Mail Offered by 
Fixed-Base Air Carriers 


A three-cent air mail and low-cost parcels post service by 
air have been offered by independent “fixed base” air carriers 
in resolutions filed with the Civil Aeronautics Board by the 
Institute of Air Transportation, New York, N. Y., representing 
those carriers. 


The fixed base operators said they could “profitably and 
efficiently transport the bulk of the mails at a rate which will 
permit a three-cent air mail letter to become a reality immedi- 
ately” and could operate a low-cost parcels post service im- 
mediately. 

The resolutions, prepared by the institute’s legislative com- 
mittee and filed in connection with the C. A. B.’s investigation 
of nonscheduled services, said the fixed-base carriers were pre- 
pared to cooperate with the existing railroads and steamship 
companies in carrying mail, passengers, or cargo to and from 
various terminals of those lines on a contract basis. 


Current air-mail rates were “exorbitant and unfair to the 
taxpayers,” said the fixed-base carriers. They asked for im- 
mediate hearings to determine recommendations of fair and 
equitable legislation relative to the business and operations of 
the fixed-base air carriers. 

These carriers said they operated approximately 529 trans- 
port planes and 5,000 smaller type aircraft and that their em- 
ployes were 100 per cent war veterans. 

The 17 scheduled air lines, said the petitioners, were now 
attempting to monopolize the entire aviation field servicing the 
requirements not only of the 140 million U. S. population but 
of millions outside the country. They said the scheduled lines’ 
certificates as originally issued did not contemplate transpor- 
tation of air freight as such and that the scheduled lines were 
attempting to encroach on the field of air freight pioneered by 
the fixed-base carriers. 


BRANIFF AND C. & S. ROUTE CONSOLIDATIONS 


_ Examiner Herbert K. Bryan of the Civil Aeronautics Board, 
in a proposed report in No. 1154, Braniff Airways, Inc., and 
No. 2177, Chicago & Southern Air Lines, Inc., has recommended 
that the board amend the certificates held by Braniff to con- 
solidate routes 9, 15, and 50, subject to the restriction that 
non-stop or one-stop flights between Tulsa, Okla., and Denver, 
Colo., be prohibited. 

He also recommended that the board amend the certificates 
held by C. & S. to consolidate routes 8 and 53. 


ESSAIR RENAMED PIONEER AIR LINES 


The Civil Aeronautics Board, announcing that Essair, Inc. 
has changed its name to Pioneer Air Lines, Inc., has reissued 
a temporary certificate for that carrier’s route No. 64 reflecting 
change in name. The certificate, effective until December 31, 
authorizes air transportation of persons, property and mail 
between Houston, Tex. and: Amarillo, Tex., via Austin, San 
Angelo, Abilene, and Lubbock, Tex. 


Cc. A. B. SAFETY BULLETINS AVAILABLE 


Bulletins released by the safety bureau of the Civil Aero- 
nautics Board entitled Service Pilots versus Light Planes, safety 
bulletin 169-46 and Carelessness, the Principal Factor in Ground- 
fire Accidents, safety bulletin 168-46, are now available in 
pamphlet form, at a cost of 5 cents each, from the superintend- 
ent of documents, U. S. Government Printing Office, Washing- 
ton 25, D.C. 
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It’s not good for the old constitu- 


tion, you know—not this kind of 


weather. Particularly when it’s not 


necessary. Call your N. & W. freight 
representative. He’s mighty anxious 
to help you clean up all those traffic 
files. He has information about rates, 
routes, schedules, etc., right at his 
fingertips. Together you can get 
everything in apple pie order in no 


time at-all. 





Norfotk... 





And then you can ease upabit... 
for some golf, fishing or that vacation. 
Not the one you owe yourself and your 
job, of course... but the one you 
promised ‘‘the Mrs.”’ and the kids all 
during the war and then really couldn’t 
get around to. 

Call the N. & W. man... about 
freight, naturally .. . but the sugges- 
tion he can make about a vacation 


might surprise you. 


Wester. 
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Paul W. Brown has been promoted to 
the newly created post of operating as- 
sistant to the president, Sears, Roebuck 
& Co. John C. Allen has been named to 
succeed Mr. Brown, as general traffic 
manager. 


s * * 


Donald F. Rogers has been appointed 
traffic manager, Cleveland diesel engine 
division, General Motors Corporation, 
succeeding Alexander Winton, Jr., re- 
signed. Mr. Rogers will assume his new 
duties on July 1. ate 


Robert E. O’Grady has been appointed 
assistant vice-president, Erie Railroad 
Co., with headquarters at Chicago, suc- 
ceeding W. V. Kennedy, who is retiring, 
after 43 years service, under the com- 
‘ pany pension rules. Alfred Blauel has 
been appointed assistant vice-president, 
at New York City, succeeding L. B. Bur- 
ford, who is retiring, under the pension 
rules of the company, after 44 years of 
service. George A. Lamb has been ap- 
pointed coal traffic manager with offices 
at Cleveland, O., succeeding Mr. O’Grady. 
Charles R. Martin has been appointed 
freight traffic manager, at Cleveland, 
succeeding Mr. Lamb. Joseph A. Russell 
has been appointed freight traffic man- 
ager, at Chicago, succeeding J. G. Hill, 
who is retiring after more than 25 years 
service. Eric Hallberg has been 
named freight traffic manager, at Chi- 
cago. He succeeds Mr. Blauel. Fred M. 
Klitz has been appointed assistant freight 
traffic manager, at Chicago, succeeding 
Mr. Hallberg. Henry A. Wilson has been 
appointed general eastern freight agent, 
at New York City, succeeding C. V. Har- 
row, promoted. Lawrence J. Burgott has 
been named assistant general eastern 
agent, at New York. He succeeds Mr. 
Wilson. Hugh T. Sweeney has been ap- 
pointed general fréight agent, at Chi- 
cago, succeeding Mr. Klitz. Harry L. 
Vizard has been named assistant general 
freight agent, at Chicago, succeeding Mr. 
Sweeney, and Dwight C. Kelsey has been 
appointed general eastern freight agent, 
at Cleveland, succeeding Mr. Martin. 
F. J. Wild has been appointed assistant 
general passenger agent, at New York 
City. He succeeds F. A. Waldron, who 
is retiring after 48 years service. George 
F. Mills has been appointed general 
agent, at Los Angeles, succeeding Mr. 
Kelsey. Herbert C. Well has been named 
general agent, at Springfield, O., suc- 
ceeding E. H. Huffman, promoted. J. H. 
Dimke succeeds Mr. Wild as general 
agent, passenger department, at Jersey 
City, N. J., and R. H. Martin succeeds 
Mr. Dimke as general agent, passenger 
department, at New York City. Robert 
T. Phillips has been appointed division 
freight agent, Jamestown, N. Y., suc- 
ceeding Mr. Mills, and Edwin H. Huff- 
man succeeds Mr. Gray as _ division 
freight agent, at Marion, O. G. H. Down 
has been appointed city passenger agent, 
at New York City, succeeding Mr. Mar- 
tin. F. J. Kehoe has been named city 
ticket agent, New York City, succeeding 
Mr. Down. All of the above appoint- 
ments are effective July 1. 

* * + 


P. C. Shortt has been re-appointed 
traffic Manager, Oswego Harbor & Dock 


Commission, Oswego, N. Y., following his 
return from military service. 

Harry H. Goble has been appointed 
general agent, Texas Electric Railway 
Co., with headquarters in New York 
City. 

* * * 

Ashton C. Bonnaffon has been ap- 
pointed general European agent, Penn- 
sylvania Railroad, with headquarters in 
London, Eng. He succeeds W. H. Barnes, 
who was appointed foreign freight agent, 


at Pittsburgh, at the beginning of the 
war. 
* * * 


Clarence E. Wooddy has been ap- 
pointed freight traffic agent, Central of 
Georgia Railway Co., with headquarters 
at Columbus, Ga. 

* * * 

Robert E. Versen has been appointed 
traveling freight agent, Ann Arbor Rail- 
road Co., with headquarters at Minnea- 
polis, Minn. 

* * * 

V. A. Farrell has been appointed as- 

sistant traffic manager, Denver & Rio 
“Grande Western Railroad Co., with head- 
quarters at New rork City. 


Emory F. Waldrop, Jr., has been ap- 
pointed traveling passenger agent, Sea- 
board Air Line Railway, with headquar- 
ters in New York City. 


- T. H. Routenberg, P. C. Swann, and 
Macon Parrish have been appointed 
freight traffic agents, Nashville, Chat- 
tanooga & St. Louis Railway, at Chi- 
cago; Louisville, Ky.; and Macon, Ga., 
respectively. 
* * * 

Arthur S. Genet has been appointed 
assistant vice-president freight traffic, 
Chesapeake & Ohio Railway Co., and 
Pere Marquette Railway Co., with offices 
in Cleveland, Ohio. Prior to his appint- 
ment Mr. Genet was president, National 
Carloading Corporation. C. D. Jefferson 
has been appointed assistant general 
freight agent, at Richmond, Va. M. J. 
Kelley has been named assistant to gen- 
eral freight agent—divisions, at Rich- 
mond. 

* * * 

J. B. Palmer has been appointed gen- 
eral agent, Texas & Pacific Railway Co., 
with headquarters at Chicago, succeed- 
ing C. R. Rasmus, promoted. 


N. B. Marvin has been appointed as- 
sistant to vice-president—traffic, Union 
Pacific Railroad Co., with headquarters 
at Omaha, Nebr. C. O. Showalter and 
J. R. MacAnally have been appointed 
assistant . freight traffic managers, at 
Omaha. All three will assume their new 
duties on July 1. R. M. Sutton has been 
appointed auditor of disbursements, suc- 
ceeding Frank J. Krecek, resigned. Mr. 
Krecek joined the UP in 1907. and held 
the above position since 1943. L. A. 
White has been appointed auditor of gen- 
eral and station accounts, and E. M. Ker- 
rigan has been appointed auditor of mis- 
cellaneous accounts; all at Omaha. 

* * oe 


Everett N. Duncan will become west- 
ern development agent, Great Northern 
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Railway, on July 1, succeeding C. C. 
Morrison, who is retiring after 48 years 
with the railway. Ee 

Frank B. Stratton will assume the 
duties of industrial commissioner, West- 
ern Pacific Railroad, on July 1. He will 
succeed James W. Grace, who is retiring 
at the end of this month, following 40 
years of railroad service, the last 23 of 
which were spent as industrial commis- 
sioner. George William Crossen, district 


passenger agent, at Salt Lake City, will ' 


retire June 30, after more than 26 years 
service. Robert E. Gonsalves will suc- 
ceed Mr. Crossen. Melvin E. Graham 
will become city passenger and ticket 
agent, at Salt Lake City, on July 1. 


Rex T. Kearney has been elected 
president and general manager, Tide- 
water Southern Railway, with headquar- 
ters at Modesto, Cal. He succeeds Harry 
A. Mitchell, who has been elected vice- 
president and general manager, Western 
Pacific Railroad. | m 

Vincent Hale, of Sterling, Grace & Co., 
New York, was elected to the board of 
the Pere Marquette Railway Co., at the 
recent directors meeting, held in Cleve- 
land. 

* * * 

Thomas M. Woodward, formerly a 
member of the U. S. Maritime Commis- 
sion, and of the staff of the Interstate 
Commerce Commission, has resumed the 
practice of law in Washington, ja OM 


T. C. Schley has been appointed as- 
sistant to vice-president, Gulf, Mobile & 
Ohio Railroad Co., with headquarters at 
Mobile, Ala. J. S. Gibson, L. A. DeOr- 
nellas, and L. W. Swann have been ap- 
pointed deputy comptroller, assistant to 
comptroller and auditor of subsidiary 
lines, respectively, at Mobile. 

* * * 

Thomas R. Hudd has been elected 
president, National Carloading Co., with 
headquarters in New York City. W. C. 
Bergmann has been appointed vice- 
president, western district, with offices 
in Chicago, succeeding Mr. Hudd. Paul 
J. Coughlin has been named vice-presi- 


dent and secretary of the company. 


* e* 


Anthony J. Schoepf has been appointed 
assistant district traffic and sales man- 
ager, United Air Lines, in Los Angeles, 
succeeding Carl Murray, who resigned. 
James B. Miller has been named traffic 
representative, at Long Beach, succeed- 
ing Mr. Schoepf. C. H. Bennett has been 
transferred to San Francisco, to handle 
cargo sales, replacing Larry Avila, re- 
signed. Shytle McMillion has_ been 
named supervisor of cargo traffics, at 
Chicago, and William A. Looney has 
been placed in charge of the ticket 
counter at New York, succeeding Mc- 
Million. 

* * ~*~ 

Arthur F. Brandt has been appointed 
manager, Flint, Mich., terminal, Geo. F. 
Alger Co. For the past nine years he 
served as Flint terminal manager, In- 
ter-State Motor Freight System. 

* . 


* 


C. C. Gaudio, manager, air express, 
central department, Railway Express 
Agency, has been awarded the Legion of 
Merit, for his work as chief of alloca- 
tions, headquarters, Army transport 
command. 

* * * 

B. F. Bolling, traffic manager, Pioneer 
Flintkote Co., spoke on the organization 
and functions of the traffic, department 
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of his company, at the June 27 meeting 
of the Los Angeles Traffic Managers’ 
Conference. 

* * * 

Major General Benjamin Franklin 
Giles, former commanding general, 
Africa-Middle East theater, has been 
elected a vice-president of Trans-World 
Airline. He will direct the airline’s ex- 
panding activities in Africa and the mid- 
dle east. Parks Gilmore has been ap- 
pointed district traffic manager, at Chi- 
cago, * ‘cceeding John W. Bailey, who 
1 named regional traffic man- 
ager at Algiers, French Morocco. 

* * * 


W. H. Neff has been named special 
assistant to the president of United Air 
Lines. He will maintain headquarters in 
New York. Leo Seybold has been ap- 
pointed to the public relations staff, and 
assigned to Chicago. O. T. Williams has 
been named manager of operations for 
the new Los Angeles-Santa Catalina Is- 
land service. 

* * 

Alvin E. Schultze has been appointed 
district manager, Eastern Steamship 
Lines, Inc., with offices at New York 
City. Colonel J. A. Coates, first vice- 
president, has retired from full time 
duties. He will remain as a vice-presi- 
dent for consultation and special assign- 
ments. 

* * ok 

John F. Davidson has been appointed 
operations manager, Santa Fe Skyway, 
Inc. 

* * * 

Bernard M. Gordon has been elected 
secretary and treasurer, Detroit & Cleve- 
land Navigation Co. He succeeds James 
R. Coulter, retired. 





Margaret E. Cameron, Baltimore & 
Ohio Railroad, was elected president of 
the Women’s 

' Traffic Club of 

| Philadelphia, at 
the club’s recent 
annual meeting. 
She has been em- 
_ ployed by the B. 
| & O. for the past 
25 years. A mem- 
ber of the club 
for eight years, 
® she has served as 
- director, corre- 
sponding secre- 
tary, second and 
=. first vice-presi- 
dent. Other of- 
ficers elected 
were: First vice-president, Frances Sny- 
der, Pennsylvania Railroad; second vice- 
president, Rose G. Klar, Eagle Truck 
Transportation; recording secretary, 
Janes L. Burgoon, Boston & Maine Rail- 
road; corresponding secretary, Kather- 
ine Clark, Warehouse Terminal, Pier No. 
5; and treasurer, Lillian Gentzsch, Inter- 
national Forwarding Co. Directors 
elected are: Genevieve A. Know, An- 
dale Co.; and Ruth D. Waggner, Bell 
Telephone Co. Florence Juhlman, Es- 
terbrook Steel Pen Co., retiring presi- 





Margaret Cameron 
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dent, was elected chairman of the board 
of directors. 





The Transportation Club of Saint Paul 
held a golf tournament, June 24, at Mid- 
land Hills Golf Course. 





Edna Mead, traffic and credit manager 
and secretary of Duffy-Mott Co., Inc., 
was elected presi- 
dent of the Wom- 
en’s Traffic Club 
of New York at 
its recent annual 
meeting, held at 
the Park Central 
Hotel. Born in 
White Plains, 
N. Y., she re- 
ceived her pri- 
mary education in 
Bedford Centre, 
N. Y.; secondary 
training in Brook- 
lyn; and com- 
pleted her traffic 
training at the Traffic Managers’ Insti- 
tute, New York City. A charter mem- 
ber of the club, she has served on the 
membership committee; chairman of the 
welfare committee; on the board of di- 
rectors for two years; and during the 
past year as first vice-president. Other 
officers elected were: First vice-presi- 
dent, Helen G. Ippolito, Western Union 
Telegraph Co.; second vice-president, 
Ethel A. Appleton, Richards Shook Cor- 
poration; recording secretary, Nettie 
Day, Day Trucking Co.; corresponding 
secretary, Ann Stevenson, Continental 
Van Service, Inc.; and treasurer, Mable 
A. Griffin, Chesapeake & Ohio Railway 
Co. Elected to the board of directors 





Edna Mead 
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tion, increased sales. 
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your business 


smooth, effortless flow of goods from factory to warehouse 
to consumer, moving in precise rhythm like the delicate 


told by 


Let L & L Modern Warehousing — Nerve Center of Distribution* be 
the watchman of your product. L & Lwill synchronize every 
step of its journey from shipping line to retail counter. 
You'll be assured baby-care handling, trigger-fast distribu- 
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A TRAINLOAD OF 


Back of this ‘‘North Western” locomo- livable and business more prosperous. 
tive are cars handling beefsteaks in the 
form of cattle, flour in the form of 


grain, homes in the form of building railway, and with its connections helps 
materials, comfort in the form of house- to make all America keenly conscious 


hold goods; in fact, here are cars that of the vital part that rail transportation 
haul everything that makes life more plays in the national economy. 


SS LAL 


CHICAGO and NORTH WESTERN SYSTEM 


PIONEER RAILROAD OF CHICAGO AND THE WEST 


Yes, ““North Western” does a grand haul- 
ing job over its 10,000 miles of modern 
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were: 


Georgia C. 


were co-sponsors 








E. Bé&tkham Taylor, Detroit & 
Cleveland Navigation Co.; Helen P. Har- 
rington, Wells Fargo Carloading Co.; 
Workman, Oliver Corpora- 
tion; and Elvira L. Clegg, Wright & 
Cobb Lighterage Co. 


The Junior Traffic Club of Chicago 
held its second golf outing, June 20, at 
Navajo Fields. The final golf outing, for 
the club championship, will be held 
August 22, at St. 
‘Cleary, Decatur Cartage, is chairman 
of the committee in charge. 


The Oakland Traffic Club, Oakland 
Women’s Traffic Club, and the Pacific 
Coast Transportation Advisory Board 
of a membership 
luncheon of the Oakland Chamber of 


Andrews. 


Commerce, June 21, at the Hotel Leam- 
ington. Col. Bestor Robinson, U. S. 
Army, deputy chief of industry for 
United States military government— 
Germany, spoke on “Reduction of War- 
Making Capacity of German Industry 
and Transportation.” Harold D. Weber, 
general chairman, Pacific Coast Advisory 
Board, was chairman of the day. 





The Birmingham Traffic & Transporta- 
tion Club held its annual picnic, June 25, 
at Camp Cosby. A baseball luncheon 
was held, June 28, at the Thomas Jeffer- 
son Hotel. Baseball Commissioner A. B. 
Chandler spoke on “Baseball—Why Cer- 
tainly.” Billy Evans, president, South- 
ern Association, was toastmaster. 





The Transportation Club of Decatur, 





















Where Else But at 


PEORIA 


With the trend toward decentralizing in- 
dustry in order to better meet growing mar- 
ket demands, where else but at Peoria can 
you find all the advantages essential to 
serving your markets economically and expediently. 


LE 
| PEORIAGATE WAY | 


Ne 


Thirteen railroads converge on Peoria to give you 
efficient coverage of thirty-one states, and the P. & P. U. 
Ry. stands ready to move your shipments quickly to any 
one of these lines. These transportation facilities coupled 
with adequate labor, a friendly community, and all the 
elements conducive to efficient operation of an assembly 
or manufacturing plant make Peoria an ideal location 


for your plant. 


For complete details of the many advantages offered 
by Peoria and the P. & P.. U. Ry. write to E. F. Stock, 
General Traffic Manager, Peoria & Pekin Union Railway 
Company, Union Station, Room 36, Peoria, Illinois. 


Peoria and Pekin Union Railway Co. 


E. F. Stock, General Traffic Manager 
Union Station, Peoria 2, Illinois 


Alton Railroad 


SWITCHING SERVICE BETWEEN . 


Chieago & Illinols Midland Ry. 
orn Ry. 


Chicago & Northwest 


illinols Central Rallroad 
New York Central System 


yste 
New York, Chicago & St. Louis Rallroad 
Pennsylvania Rallroad 
Peeria and Pekin Union Ry. 









“One of America's Railroads — All Looking Ahead and Going Ahead.” 


















Gatieen, Vans & =. Fe hy 
ieago, Burlington ulney . 
Chicago, Rock Island and Pacific Ry. 
illinois Terminal RR. 

inland Waterways Corp. 

Minneapolis & St. Louis RR. 

Peorla Terminal Railroad 

Toledo, Peoria & Western RR. 
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ill., will hold a golf outing, July 9, at 
South Side Country Club. J. J. Moran & 
Sons will furnish transportation from the 
Orlando Hotel, all day. The Wabash 
Railroad will operate sleeping cars to 
Chicago, the night of July 9. H. P. 
Gardner, division passenger agent, is in 
charge of these reservations. 





E. Bruce Ritchey, new president of 
the Traffic and Transportation Club of 
Philadelphia, is 


Coatesville, Pa. 
He was born in 
Philadelphia, in 
1911, and spent 
most of his early 
life in Phoenix- 
ville, Chester 
County, Pa.,, 
where he was edu- 
cated in the public 
schools. He was 
employed by the 
Phoenix Iron 
Works from 1930 
to 1935, at which time he joined Luk- 
ens Steel Co., and _ susidiaries, By- 
Products Steel Corporation and Luken- 
weld, Inc. Appointed asistant traffic 
manager in 1940, he was promoted to 
his present position in March, 1946. 
Other officers of the club are: Vice-presi- 
dent, Edward J. Bolton, assistant traffic 
manager, Luria Bros. & Co., Inc.; secre- 
tary, John E. Bellwoar, traffic manager, 
Paper Manufacturers Co.; and treasurer, 
Theodore R. Glick, traffic manager, John 
T. Lewis & Bros. Co. Directors are: 
Earl Grolock, commercial agent, Read- 
ing Co.; W. E. MacGregor, assistant gen- 
eral superintendent, Pennsylvania Ware- 
housing & Safe Deposit Co.; W. H. 
Boggs, Lukenbach Steamship Co.; War- 
ren A. Miller, assistant traffic manager, 
Rohm & Haas Co.; Fred Oxman, assist- 
ant traffic manager, Lit Brothers; and 
Robert J. Stephens, Alan Wood Steel 
Co., Conshohocken, Pa. 






























E. Bruce Ritchey 























The Traffic Club of Houston held an 
outing, June 29, at Milby Park. 






















The Indianapolis Traffic Club spon- 
sored a luncheon, June 17, at the Hotel 
Lincoln, for the Ohio Valley Advisory 
Board. George M. Barnard, chairman, 
Interstate Commerce Commission, was 
the guest speaker. A golf outing was 
held, June 27, at the Country Club of 
Indianapolis. 












The Los Angeles Transportation Club 
held a luncheon meeting, June 24, at the 
Biltmore Hotel. Bill Barnes, insurance 
broker and safety engineer, Pierce & 
Sibert, Inc., discussed “The Madman 
Behind the Wheel.” George W. Hover, 
president, Fidelity Van & Storage Co., 
was chairman of the day. 
















Members of the Traffic Club of Pitts- 
burgh elected R. H. Reese, asistant gen- 
eral freight agent, Green Bay & Western 
Railroad, a member of the board of 
directors, at the recent annual election, 
in ‘addition to the officers mentioned in 
the June 15 issue of the Traffic World. 























The Clearing-Cicero Traffic Confer- 
ence will hold a golf outing, July 9, at 
Hickory Hills Golf Club, Palos Park, IIl. 
Albert A. Pioch, traffic manager, Sun- 


arrangements. 
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WANT TO DO YOUR EMPLOYEES AND 
STAFF MEMBERS A FAVOR? 


The College of Advanced Traffic, Chicago, 

Illinois—the Educational Division of the 
Traffic Service Corporation, publishers of 
Traffic World, has just published a new cata- 
logue entitled, “College Training in Transpor- 
tation and Traffic Management.” You probably 
could do members of your staff or your em- 
ployees a favor by seeing that a copy of this 
booklet is placed in their hands. 


The contents of the booklet should be of 
interest to anyone who wishes to advance in 
the field by broadening his professional back- 
ground and becoming better prepared for ad- 
vancement. Subjects discussed in the booklet 
have to do with: the importance of transporta- 
tion in the scheme of business; careers in trans- 
portation and traffic management; information 
on transportation and traffic management 
training. 


FILL IN AND MAIL TODAY 


T 
resp ORTATION AND 
AFFic MANAGEMENy 


Educational Division of The Traffic Service Corporation 


There can be a two-fold interest in this 
booklet. First, in cases within proximity of 
Chicago’s loop where the College of Advanced 
Traffic is located. Secondly, as helpful infor- 
mation in connection with organization a local 
College Traffic Club Study Group—the basis 
of which is the same educational material used 
in teaching College of Advanced Traffic resi- 
dent classes. 


(OPE tT 


College of Advanced Traffic TW-6-29 
Educational Division of The Traffic Service Corporation 
14 East Jackson Boulevard 

Chicago, Illinois 


You can mail me copies of your new catalogue 
entitled, “College Training in Transportation and Traffic 
Management.” 


MY NAME 


I BELONG TO TRAFFIC CLUB 


If you prefer to have us mail the booklets to individuals instead of mailing 
them in bulk to you, please list names and addresses on separate sheet of 


‘ paper. Thank you. 
ee a ee eee 
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Tariff Interpretation—Stopping in Tran- 


sit to Complete Loading —Overflow 


or Follow-Lot Shipments 


Ohio.— Question: Since Service Order 
No. 104 went into effect, we have been 
using refrigerator cars in lieu of box 
cars on our shipments from Central 
Freight Association Territory to Pacific 
Coast Points, and have just been pre- 
sented a balance due bill for an addi- 
tional stopoff charge on one of these 
shipments, and as there is a question in 
our mind as to whether or not we should 
pay this balance due bill, we would like 
your interpretation. 

We partially loaded two refrigerator 
cars at point A, one car containing goods 
for point X, the other car containing 
goods for point Y, and as one of our fac- 
tories, intermediate, had goods for cus- 
tomers at points X and Y, both cars had 
to be stopped off at the intermediate 


LABOR SAVER! 





point to complete loading. It is due to 
the fact that both cars were stopped at 
intermediate point, and goods loaded into 
each car at the intermediate point, that 
the carriers are now attempting to assess 
two stopoff charges, for completion of 
the load. 


Under Service Order No. 104, it is 
necessary for the shipper to order a box 
car, and the carriers are given permis- 
sion to substitute refrigerator cars in 
lieu thereof. In other words, according 
to our interpretation, the shipper has no 
right to order refrigerator cars, but may 
accept them in lieu of the box car or- 
dered, and we feel that we should pay 
no higher charge for the use of refrigera- 
tor cars, than we would have paid had 
the carrier furnished, and we had loaded 
a box car. 


Had the shipment in question been 
loaded into a box car, we would have 


MONARCH 
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paid one stopoff charge to complete load- 
ing, and one stopoff charge for partial 
unloading, however, the carriers are now 
attempting to collect two stopoff charges 
to complete loading, and one _ stopoff 
charge for partial unloading, and it is 
this extra charge for the stopoff to com- 
plete loading which we are questioning. 
We should appreciate your advising is 
whether or not this question has been up 
before, and if so, what ruling was made. 

Answer: It is presumed that if a box 
car had been furnished, as ordered, the 
problem presented would not have arisen. 

There appears to be no provision in 
Service Order No. 104 to cover the situa- 
tion set forth. However, it was not 
mandatory for you to accept the refri- 
gerator car in lieu of a box car. 

In the absence of detailed information 
regarding the shipments in question we 
are unable to quote the proper tariff 
authority. It is noted that Item 1280, 
Rule 7 of Pennsylvania Railroad Com- 
pany’s Tariff No. 225-H, ICC No. 2618 
contains the following: 


Charge for Stop-Off:—The charge for stop 
will be made whether the car is set out of 
train or freight permitted to be taken from 
or put into the car while standing in train. 
The charge for each stop-off will be $6.93 per 
car per stop. Where shipments are forwarded 
in two cars (over-flow or follow-lot ship- 
ments) and both cars are stopped in transit, 
the charge for stop-over service will be ap- 
plied to each of the cars in the shipment. 
Where two cars are used for one shipment 
and but one car is stopped in transit for 
partial unloading, the charge for stop-over 
service will be applied only to the car which 
is stopped at the intermediate points. (See 
note). 

NOTE:—Will only apply in connection with 
Exceptions to Rule 24 of Official Classification 
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One man can open the most binding, balky, box car 
door with the Monarch Car Door Opener. Get greater $I 7.50 com| 
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Now’s the time for action—on your dreams 
of better living. Now you can actually start 
shopping for that model kitchen, with its full 
complement of work-saving appliances... for 
that new bathroom, with its smart new fixtures 
and ready hot water... for more efficient 
home heating, modern lighting, and all the 
other conveniences which add up to better 
living for your family. 


New home appliances are beginning to roll off 
| production lines and into waiting freight cars for 
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transportation to your community. That's where 
ROCK ISLAND plays a vital part. . . because it 
takes the railroad, with special equipment and 
experienced manpower for heavy hauling, to 
move raw materials to the factories and 
deliver finished products to waiting customers. 


All along our 8000 miles of right-of-way, 
home-makers are waiting for these new things 

.. and we're proud that ROCK ISLAND'S fast, 
efficient freight service is helping to make 
their dreams come true. 


PLANNED PROGRESS 








1994 


. . . and will not be applicable on shipments 
loaded in two or more cars under the pro- 
visions of Rule 24 of Official Classification. . . 


It appears to us that inasmuch as both 
cars were stopped to complete loading 
the carrier is entitled to its charge for 
the service performed in connection with 
each car. 


Liability of Carrier—Concealment of 
Nature of Shipment 

California.—Question: We have a 
situation on which we would appreciate 
your advice. We received a shipment 
consigned to a party in Texas billed to 
us as three cartons of dresser set boxes. 
This shipment reached destination, was 
delivered to the consignee and later re- 
billed to the consignor, the consignee 
claiming the merchandise was not what 
was ordered. In attempting delivery to 
the consignor it was refused by them. 
Proper notifications were submitted to 
the consignor and consignee and the 
shipment was on our docks for several 
months before the original shipper agreed 
to accept it. Upon his request for de- 
livery we found the shipment in our 
warehouse and the cartons had been 
broken and the contents pretty well scat- 
tered. 

We noted at this time that the ship- 
ment contained only empty dresser set 
boxes. However, the shipper claimed 
that the dresser sets accompanied the 
shipment in one box and the empty 
boxes were packed in two other cartons. 
It is borne in mind that this shipment 
was described to us merely as dresser 
set boxes and in storing the property for 
the consignee we were acting only as 
warehousemen. 


FOR FEWER FREIGHT CLAIMS 
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The Acme Unit-Load process is ap- 
proved by the A.A.R. for bracing 
straight, mixed, pool and stop over 
cars, and bracing car doors. 
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ACME STEEL COMPANY 


NEW YORK 7 ATLANTA CHICAGO 8 


LOS ANGELES 11 


MODERN MOTIVE 


7ée MINNEAPOLIS & ST. LOUIS Ractuay 
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We would appreciate your advice as 
to our liability as warehousemen and also 
as to the value of the property, that is, 
are we liable for the value of the prop- 
erty to the consignee or does our liabil- 
ity extend only the value of the ship- 
ment to the consignor. 

Answer: Where the shipper, either by 
his acts or his omission, fraudulently 
conceals the nature of the value of the 
goods shipped, the effect of such conduct 
is to relieve the carrier from its liability 
as insurer (Mitchell vs. Frank Marmela, 
269 Ill. App. 428); but the decisions are 
not in entire harmony in respect to the 
extent of the carrier’s liability under the 
circumstances. Thus, it has either been 
held or said in a number of decisions in 
which the goods shipped were money, 
jewelry or other valuables so concealed 
as to hide their value and mislead the 
carrier, that the latter is discharged ab- 
solutely from any liability for loss or 
injury to such property (Lancaster vs. 
Houghton, 249 S. W. 113, error dis- 
missed, 45 S. Ct. 194, 266 U. S. 590); 
and this rule is particularly applicable 
if the loss is due to the carrier’s omission 
of such precautions as are necessary to 
the safe transportation and delivery of 
the goods, superinduced by the shipper’s 
fraudulent conduct. Mobile, etc. R. Co. 
vs. Phillips, 60 Sou. 572. 

It is immaterial, as respects the car- 
rier’s liability, whether the deception re- 
sulted from permeditation or from in- 
advertence on the part of the shipper 
(Porteus vs. Adams Express Co., 127 
N. W. 429; Harrington vs. Wabash Ry. 
Co., 122 Mo. 14). The intention to im- 
pose on the carrier is not important— it 
is enough if such is the practical effect 






TACA AIRWAYS 


MEXICO, CENTRAL AMERICA, PANAMA 
Contact your freight forwarder for further details 
PASSENGERS ¢ EXPRESS « AIR FREIGHT 


TACA AIRWAYS AGENCY, Inc. 


32 Biscayne Boulevard, Miami « 15 West 50 Street, New York 
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of the conduct of the shipper. Maginn vs. 
Dinsmore, 62 N. Y. 35. 

On the other hand, it has been held 
that, notwithstanding the fraud of the 
shipper, the carrier, although discharged 
of liability as an insurer, is liable as an 
ordinary bailee of the property for hire 
and as such charged with the duty of 
exercising ordinary care to keep and de- 
liver the property (Head vs. Pacific Ex- 
press Co., 126 S. W. 682), in that a mis- 
representation by the shipper as to the 
contents of the shipment, in order to ob- 
tain lower rates, will not prevent a re- 
covery from the carrier for loss thereof 
where such misrepresentation did not 
contribute to the loss by misleading the 
carrier as to the precautions required for 
safe transportation. (Chesapeake, etc. R. 
Co. vs. McGowan, 144 S. W. 80). 

If the bill of lading covering the ship- 
ment contained a clause similar to a rail 
carrier’s bill of lading and there was no 
fraudulent misrepresentation, under the 
decision in New York Central R. R. Co. 
vs. Goldberg, 250 U. S. 85, 39 S. Ct. 402, 
the value of the goods can be recovered. 
The bill of lading provision reads as fol- 
lows: 

If upon inspection it is ascertained that the 
articles shipped are not those described in 
this bill of lading, the freight charges must 
be paid upon the articles actually shipped. 

As to the liability of a carrier as a 
warehouseman, see our answer to Michi- 
gan, on page 1375 of the December 1, 
1945 Traffic World, under the caption 
“Liability of Carrier as Warehouseman 
and as Common Carrier.” 

Since there was no sale of the goods, 
it is our opinion that damages should be 
measured by the value of the goods to 
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The Weekly TRAFFIC BULLETIN 


gives you prompt, complete, and accurate information on 
both freight rate and classification changes. 


Each week The TRAFFIC BULLETIN lists every new 
tariff and supplement filed by the railroads, truck lines, 
express companies, and the intercoastal steamship lines; 
it furnishes you with the Consolidated Classification 
docket, the dockets of the various territorial rate com- 
mittees, and many of their hearing bulletins and dispo- 
sition notices; it keeps you advised of short-notice 
changes, on both railroad and truck rates; on Fourth 
Section matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 


THE TRAFFIC SERVICE CORP. 


418 South Market St. 
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| for our new, free book, ‘50 Billion Records Can’t Be Wrong.” You'll 













Waybills are copied 
Slowly by hand... 


Faster by machine... 


Fastest with the 


photographic 


Because of photography’s 
speed, you can copy a waybill 
or a shipping order with 
Recordak . . . automatically oe ou. e 
...in a fraction of a second. HOawo necons 
And what does this get you...? / ont BE WRONG 


| —Accurate and complete passing and freight-traffic re- 
ports. With Recordak, junction point yard clerks make a photo- 
BPeconn, k 


FREE— 


just mail 


graphically complete record of the original waybill. This enables = 
this coupon 


typists to give traffic men all the information they need to do a 
first-rate business-building job. 

















Recordak Corporation, 
350 Madison Avenue, 
New York 17, N. Y. 


Please send me the new book about 
Recordak, “50 Billion Records Can’t Be 
Wrong.” 


2 — Big savings in L. C. L. accounting routines. By microfilm- 
ing shipping orders with Recordak . . . using the original for the 
waybill, the film for the station record . . . you eliminate transcrip- 
tion errors, make savings in stationery and accounting expenses. 


These aren’t the only advantages of Recordak. Far from it. Write _—— 


read about Recordak applications to other railroad routines and 
businesses that will open your eyes to the versatility of this low- 
cost photographic system. Recordak Corporation, Subsidiary of 
Eastman Kodak Company, 350 Madison Ave., New York 17, N.Y. 


Sp | 4 C t I] RDF K (Subsidiary of Eastman Kodak Company) 


originator of modern microfilming—and its application to railroading 


Line. 
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the consignor, in the event of the car- 

rier’s liability. 

Damages—Released Valuation Rates— 
Shipment Accepted Without Declara- 
tion of Valuation 


Virginia.—Question: “A” picked up a 
shipment of hosiery from a_ shipper 
destined to A point on ‘“B” truck line. 
The shipper did not declare valuation as 
stipulated in Rule 34 of Middle Atlantic 
States Motor Carrier Conference Excep- 
tion Tariff No. 10-D. Rating was ap- 
plied by the originating carrier based on 
a valuation of 50c per pound. “B” ac- 
cepted the shipment on interchange and 
billed it likewise. The shipment was 
then lost by “B” and claim was filed for 
ten times the normal liability based on 
50c per pound. “B” takes the position 
that although they actually lost the mer- 
chandise, “A” is liable for all the claim 
above the 50c per pound valuation. 

What is your opinion, and can you 
refer us to similar cases? 

Answer: In its decision in Western 
Shade Cloth Co. vs. Canadian N. Ry. Co., 
146 ICC 535, the Commission held that 
where a rate based on a released valua- 
tion and an unreleased rate were in 
effect and the shipper failed to declare 
a valuation for his shipment, having 
knowledge of such a rate, the unre- 
leased rate applied to his shipment. 

If, in the instant case, the rate situa- 
tion is similar, it appears that the ship- 
per is entitled to a recovery on the basis 
of the full value of the injured goods. 
A statement in the decision in Erie R. R. 
Co. vs. Martin-Kirkendall, 266 U. S. 185, 
45 S. Ct. 33, seems to support this view. 

Having accepted the shipment without 
a released valuation, there seems to be 
no other basis for a settlement of the 
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claim than the actual value of the ship- 
ment, as it cannot now be determined 
what valuation would have been stated 
in the bill of lading by the shipper. 

We find no decision in point but we 
see no reason why the initial carrier 
should be liable for damage in excess of 
the amount which the shipper would 
have received had the released rate been 
applied. 

If there was an unreleased rate which 
applies when the shipper does not release 
the shipment to a stated value, the ap- 
plication. of this rate entitles the shipper 
to the market value at destination of 
goods which have been lost, the shipper, 
in the presence of both a released and an 
unreleased rate having the choice of 
shipping on either rate. 


Notice of Claim—Condition Precedent 
to Recovery 


Missouri.—Question: We would like 
your opinion or record of any court deci- 
sions, regarding a claim, with circum- 
stances as outlined below. 

The claim involved is for the loss of 
a complete shipment, moving from New 
York City to San Antonio, Texas, on 
March 16, 1945. The consignee filed a 
claim originally against the X company 
on November 24, 1945. However, the X 
Company receiving stamp on the claim 
documents indicate that the claim was 
received by them on December 21, 1945. 
It develops that X Company did not par- 
ticipate in the handling of the shipment, 
therefore, they returned the claim to the 
consignee, who in turn filed claim against 
our company .on February 12, 1946. We 
received the claim on February 18, 1946. 
or 11 months after the shipment had 
originally been tendered to our company. 

We held a clear receipt from a con- 
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necting motor carrier on their shipment, 
Therefore, even though the statute of 
limitations had expired, we filed claim 
against them, on the strength of this 
clear receipt. However, the motor car- 
rier refuses to honor his claim, stating 
that the claim was not filed in accord- 
ance with the staute of limitations, as 
provided for in the bill of lading con- 
tact, section 2(b). 

Now, what we want to know, is 
whether or not the claim is valid, in 
view of claimant filing claim against X 
Company on November 24, 1945. Our 
contention is that claim is not valid, as 
claimant through error, filed claim 
against a carrier not involved in the 
handling of the shipment. We feel that 
the date we received the claim should 
be considered as the actual date of filing, 
and consignee’s claim against X Com- 
pany should have no bearing. 

We feel that this is an unfortunate 
error on the part of the claimant, as the 
bill of lading contract definitely states 
that claim must be filed in writing with 
either the originating or delivering car- 
rier. As X Company was not mentioned 
in the bill of lading contract, the date of 
filing of the claim against the X Com- 
pany cannot be used as the basis of lia- 
bility on the part of the carrier actually 
involved. 


Will you, therefore, please give us an 
opinion or record of court decisions cov- 
ering similar claims, as to whether or 
not we are legally obligated to the 
claimant or whether or not we are 
within our rights in declining this claim. 

Answer: It is generally held that the 
filing of a claim as required by the bill 
of lading is a condition precedent to re- 
covery. See Watt vs. Southern Ry. Co., 
18 S. E. 290 (certiorari denied 38 S. Ct. 
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nent. | 764): Wholesale Coal Co. vs. C. & O. Ry. 
te of . + . 
sla} Co., 114 S. W. 714; Farmers’ Grain & 
‘laim | Supply Co. vs. A. T. & S. F. Ry. Co., 242 
this | bac, 151; American Railway Express Co. 
car- | Vs" The Fashion Shop, 10 Fed. 2d 909; 
ating Chesapeake & O. Ry. Co. vs. Martin, 283 
cord- | ts. 209, 51 S. Ct. 453. 
S, a8 | “It has also been held in several cases 
Con- | that the provisions of the bill of lading 
. | requiring the filing of claim cannot be 
a IS | waived. See Rogers & Co. vs. Eastern 
» | Carolina Ry., 118 S. E. 885; Stern vs. 
ist X American Ry. Express Co., 198 N. Y. S. 
Our 431; Browning-King & Co. vs. Davis, 199 
d, 4S |) nN. Y. S. 775; Jences Spinning Co. vs. 
laim | New York, N. H. & H.R. Co., 129 Atl. 
\ the 815; Georgia F. & A. Ry. Co. vs. Blish 
— Milling Co., 241 U. S. 190, 36 S. Ct. 541; 
— Chesapeake & O. Ry. Co., vs. Martin, 
Aone’ | 283 U. S. 209, 51 S. Ct. 455. 
_ As the claim was not filed with the 
carriers who actually transported the 
inate shipment within the stipulated time, un- 
s the der the cases cited above these carriers 
tates | are released from liability. 4 
with The filing of a claim with a carrier f 
Car- | which did not share in the transportation iH | 
loned of the shipment is not binding on the car- bg 
ite of riers which did transport the shipment. We. 
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American South African Line’s S. S. AFRICAN SUN, loading wool at 
Cape Town. W. Clifford Shields, Jr., Vice Pres., AMSALINE, states: 


“In a voyage from New York to Cape Town, as many as six 
weather fronts may be encountered, with rapid temperature 
— of 15 to 30 degrees. Such wide variations of temperatures 
are the prime cause of conditions that result in sweat damage. 
Cargocaire has proved to be a most satisfactory method of 
suppressing such damage.” 



















NOTE—Items in the docket marked with ar. 
asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now 
on the Commission’s docket of dates later than 
herein shown will not bear asterisks when they 
do appear. Current cancellations and postpone- 
ments announced too late to show the change in 
this docker will be noted elsewhere. 
















...Cargocaire Takes a Load Off Your Mind 













july, —~catenan, ill.—Sherman Hotel—Jt. Bd. 


July, i—Chicago, ill.—Sherman Hotel—Jt. Bd. 








MC-C 523—J. L. Clark Manufacturing Co. 
vs. Dohrn Transfer Co., et al 


MC-C 522—Michigan Die Casting Co. vs. 
Standard Freight Lines, Inc. 


July 1—Chicago, IIl.—Sherman Hotel—Exam- 


iner Weaver: ; 

29401—Armour & Co. vs. Aberdeen & Rock- 
fish et al. 

29401, Sub. 1—Blockson Chemical Co. vs. 
A. ©. L. et. al. 

29401, Sub. 2—Swift & Co. vs. Aberdeen & 
Rockfish et al. 


— Moines, la.—U. S. Ct.—Jt. Bd. 


MC 2180, Sub. 41—Burlington Transporta- 
tion Co., Chicago, Ill., common carrier 
application. 


July 1—Detroit, Mich.—Hotel Fort Shelby— 


Examiner Cave: 

MC 43038, Sub. 303—Commercial Carriers, 
Inc., Detroit, Mich., common carrier ap- 
plication, 

MC 43683, Sub. 12—Baker Driveaway Co., 
Inc., Detroit, Mich., common carrier ap- 
plication. 

MC 43711, Sub. 7—Auto Forwarding Co., De- 
troit, Mich., common carrier application. 

MC 53805, Sub. 15—Canfield Driveaway Co., 
noe Mich., common carrier applica- 

on. 

MC 61623, Sub. 6—Gate City Transport Co., 
Inc., Detroit, Mich., common carrier ap- 
Dlication. 


MC 65392, Sub. 54—Automobile Shippers, 
Inc., Detroit, Mich., common carrier ap- 







When you ship by water, you'll be glad 
to know that Cargocaire—the most im- 
portant advancement in years in the 
care of cargoes—is guarding your in- 
vestment. 


Cargocaire is the new ventilating and 
dehumidifying system that keeps ship- 
holds dry in all weather. Sweat-caused 
rot, rust, taint, spoilage, container and 
label damage just can’t happen. 


While your insurance may cover any 
cargo damage caused by sweat . . . Car- 
gocaire prevents the damage and also 
covers the uninsurable losses: disap- 
pointed consignees, loss in profit, time 
spent in filing claims. 


No claim for sweat-damage has ever 
been made on cargo protected by Cargocaire! 


A. Air supply for ventilation in good weather. B. Exhaust. 
C. Cargocaire unit, supplying dehumidified air to mix with 
outside air or recirculated air within each hold. No tempera- 
ture control needed ... no addition to crew. 





Free Folder on "Fair-Weather” Shipping 


If you grow, manufacture, ship, carry, 
buy or insure water-borne goods, you'll 
want full information about this revo- 
lutionary system. Send coupon for 
“It’s Always Fair Weather—the Story 
of Cargocaire”’. 

These lines offer Cargocaire protection: American Ex- 
port Lines - American Hawaiian S. S. Co. « American 
President Lines - American South African Line + Fur- 
ness Withy—British - Lloyd Brasileiro—Brazil « Lykes 
Brothers S. S. Co. Moore - McCormack Lines 


Atlantic Gulf & West Indies - Brodin Line—Swedish 
Delta Line - Peninsula & Oriental—British + Robin 


Line + Waterman Line. 


Look for the American Bureau of Shipping symbol 
““VDS" indicating protection by Cargocaire Ventilating and 
Dehumidifying System (patented in U. S. and foreign 
countries). Cargocaire Engineering Corporation, New York, 
London and Goteborg, Sweden. 








TAKES IT ACROSS, WITHOUT SWEAT Loss 


v5 —e et et et ee tc | 
plication. ept.M-2; ; 
MC 82100, Sub. 9—Eastern Automobile For- Cargocaire Engineering Corporation | 
warding Co., Inc., Cheektowaga, N. Y., | 15 Park Row, New York 7, New York 
common carrier application. Gentlemen: Please send me “It’s Always Fair | 
MC 106647, Sub. 3—Clark Transport Co., | Weather—the Story of Cargocaire”’ 
Chicago Heights, Ill., common carrier ap- | 
Plication. | Aen 
MC 2765, Sub. 16—Square Deal Cartage Co., COCO eee ee eer rereeseeeeeeeeseresecen®S | 
Detroit, Mich., common carrier applica- | 
tion. SOMONE. 42.05 cae vs0d-caakot bcbsktaccate | 
MC 3258, Sub. 9—Treloar Trucking Co., | 
inc., Joliet, Ill., common carrier applica- g, Addess sah Ree wancicaean len Satna X sua aac 
on. ‘a 
MC 8681, Sub. 16—Western Auto Transports, —— oc fe 





1998 
Inc., Denver, Colo., common carrier ap- 
lication, 
MC 18229, Sub. 5—Bolin Driveaway Co., 


Cleveland, O., common carrier application. 
22, Sub. 3—M&G Convoy, Inc.; Buf- 
falo, N. Y., common carrier application. 
MC 22284, Sub. 6—Tracy Baker Auto For- 
warding Co., Detroit, Mich., common car- 

rier application. 
Cc 886, Sub, 21—Dallas & Mavis For- 
warding Co., Inc., South Bend, Ind., com- 
mon carrier ee. 

MC 30837, Sub. 33—Kenosha Auto Trans- 
port Corp., Kenosha, Wis. 

MC 42537, Sub. 7—Cassens Transport Co., 
Edwardsville, Ill., common carrier appli- 


Sub. 342—Arco Auto Carriers, 
Inc., Chicago, Ill. 

MC 3166, Sub. 7—Service Driveaway Corp., 
Grand Prairie, Tex., common carrier ap- 
plication. 

MC 2484, Sub. 16—E. & L. Transport Co., 
Les» gga, Mich., common carrier appli- 
cation. 


MC 52913, Sub. 7—E. & L. Transport, Inc., 
Dearborn, Mich., common carrier appli- 
cation. 

July 1—Detroit, Mich.—Hotel Fort Shelby— 
Jt. Bd. 193: 


MC 37473, Sub. 11—Detroit-Pittsburgh Mo- 
tor Freight, Inc., Canton, O., common 
carrier application. 


July _1—Detroit, Mich.—Hotel Fort Shelby— 
Examiner Cave: 

* MC 4405, Sub. 157—Dealer’s Transport Co., 
Chicago, Ill., common carrier application. 


July 1—Detroit, Mich.—Hotel Fort Shelby— 
Examiner Cave: 

* MC 8989, Sub. 122—Howard Sober, Inc., 
yaneing, Mich., common carrier applica- 

on. 

* MC 48846, Sub. 29—Curtis Keal Transport 
Co., Cleveland, O., common carrier appli- 
cation. 

* MC 106241, Sub. 3—Crawford Transport Co., 
Inc., Huntington, W. Va., common carrier 
application. 

* MC 11157, Sub. 6—M. L. Speck, Dillsburg, 
Pa., common carrier application. 

* MC 17453, Sub. 6—Hulbert Forwarding Co., 
Inc., Buffalo, N. Y., common carrier ap- 
plication. 

* MC 62537, Sub. 33—Great Lakes Forwarding 
Corp., Buffalo, N. Y., common carrier ap- 
plication. 
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July 1—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 36: 


MC "400741, Sub. 2—The Bradley Transpor- 
tation Co., Inc., Paola, Kan., common car- 
rier application. , 


July 1—Lansing, Mich.—Olds Hotel—Exam- 
iner Hagarty: 

MC 15801, Sub. 6—Gilliland Transfer Co., 
Fremont, Mich., common carrier appli- 
cation. 

July 1—Lansing, Mich.—Olds Hotel—Jt. Bd. 


MC 72565, Sub. 2—Furniture Capital Truck 
Lines, Inc., Grand Rapids, Mich., common 
carrier application. 

July 1—Newark, N. J.—State Comm.—Jt. Bd. 


MC 2866, Sub. 8—Edwards Motor Transit 
Co., Williamsport, Pa., common carrier 
application. 

July 1—New Orleans, La.—Jung Hotel—Ex- 
aminer Snider: 

29534—Rausch Naval Stores Co., 
Ill. Cent. 


July 1—New York, N. Y.—641 Washington 
St.—Examiner Dishman: 

I, . 5406—Express rates between N. J., 

N. Y. and Pa. 


July 1—Raleigh, N. C.—Sir Walter Hotel— 
Examiner Seaman: 

MC 31870, Sub. 15—G. N. Childress Trans- 
portation Co., Sanford, N. C., common 
carrier application. 

July 1—Sacramento, Calif.—U. S. Ct.—Com- 
missioner Porter: 

Finance 15256—Application of Sacramento 
Northern for a_ certificate permitting 
abandonment of line of railroad extend- 
ing from a point of connection with main 
line at Ninth and Main Sts., westerly ap- 
proximately 6,443 feet to end of track 
on River Road, together with south leg of 
way and two interchange tracks, in City 
of Chico, Butte County, Calif. 


July 1—Washington, D. C.—Jt. Bd. 261: 
MC 12335—Nationwide Moving Co., Wash- 
ington, D. C. 
July 2—Chicago, I!1.—Sherman Hotel—Exam- 
iner Weaver: 
a> =" gras semmaiaate Co. vs. Alton 
et al. 
29530—Montgomery Ward & Co., Inc., vs. 
Cc. M.S. PF. & P. 


July 2—Des Moines, la.—U. S. Ct.—Jt. Bd. 
MC 106665—Airline Limousine Service, Inc., 


Ine., vs. 
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Des Moines, Ia., common carrier appli- 


cation. 
ane, - aia Moines, la.—U. S. Ct.—Jt. Ba, 


92: 
MC 106721—G. M. Gillette, Sharpsburg, Ia,, 
common carrier application. 
July 2—Fort Wayne, Ind.—U. S. Ct.—Exam- 
iner Riegel: 
MC 74598, Sub. 4—Miller Trucking Co., Gas 
City, Ind., contract carrier application. 
soe ree Rapids, Mich.—U. S. Ct.—Jt, 


MG 106603, Sub. 10—Direct Transit Lines, 
Inc., Grand Rapids, Mich., common car- 
rier application. 


July 2—Grand Rapids, Mich.—U. S. Ct.—Jt. 
Bd. 57: 


MC 106603, Sub. 11—Direct Transit Lines, 
Ine., Grand Rapids, Mich., common car- 
rier application. 


July 2—New York, N. Y.—641 Washington 
St.—Examiner Dishman: 

Ex Parte 72, Sub. 1—In matter of regula- 

tions concernin 


term ‘‘employee’’ under Railway Labor 
Act. Chief operations and assistant chief 
operators at class A and B stations, and 
supervising teletype operators American 
Airlines, Inc. 
Electric Railway Docket 20—South Brook- 
lyn Ry. Co. 
Sl, eens, N. J.—State Comm.—Jt. Bd. 


MC 13492, Sub. 10—North Boulevard Trans- 
portation Co., North Bergen, N. J., com- 
mon carrier application. 

MC 2284, Sub. 15—Boulevard Transit Lines, 
Inc., Bayonne, N. J., common carrier ap- 
plication. | 

July 2—Washington, D. C.—Jt. Bd. 261: 
MC 12299—J. P. Toomey, Washington, D. C. 
July 3—Des Moines, la.—U. S. Ct.—Examin- 
er Hurley: 
MC-C 536—Whitsell Transfer, revocation of 


certificate. 
MC 106713—Sunnoe & Nash, Jewell, Ia., 
common carrier application. 
July 3—Fort Wayne, Ind.—U. S. Ct.—Exam- 
iner Riegel: 
MC 106797—Bennett and Zumbrun, Fort 
Wayne, Ind., common carrier application. 
— N. C.—Sir Walter Hotel—ZJt, 


MC 106834—Henderson Bus Lines, Hender- 
son, N. C., common carrier application. 
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July 3—Grand Rapids, Mich.—U. S. Ct.—Ex- 
aminer pagers: 

MC F-3147—B. Zevalkink et al., control; 
Michigan Messengers, Inc., purchase, G. 
E. Williams et al. 

July 3—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 52: 

MC 61616, Sub. 31—Missouri Pacific Trans- 
portation Co., St. Louis, Mo., common 
carrier application. 

MC 106194, Sub. 3—C. & G. Truck Line, 
Fort Scott, Kan., common carrier appli- 
cation. 

July 5—Chicago, Ill.—Sherman Hotel—Exam- 
iner Hagarty: 

1. & S. M-2650—Assembling rates, Rock- 
ford Motor Service, Inc. 

duly -o hicago, Iil.—Sherman Hotel—Jt. Bd. 


MC 103370, Sub. 15—Best Motor Lines, Dal- 
las, Tex., common carrier application. 
July 5—Fort- Worth, Tex.—Hotel Texas—Ex- 

aminer Snider: 
1. & S. 5407—Filter press cloths, southwest 
to east and south. 
oy Se N. J.—State Comm.—Jt. Bd. 


| * MC 29854, Sub. 8—Hudson Bus Transporta- 
tion Co., Inc., Jersey City, N. J. 
| July 5—Portland, Ore.—Multnomah Hotel— 
Commissioner Porter: 

Finance ee AR ape a of Sou. Pac. for 
a certificate of public convenience and 
necessity permitting abandonment of that 
portion of the Mill City Branch extending 
from Gates to Nadanha, Ore. 

we N. C.—Sir Walter Hotel— 


MC 104542, Sub. 4—W. C. Spruill, Washing- 
ton, N. C., contract carrier application. 
se i te N. C.—Sir Walter Hotel—Jt. 


MC 1504, Sub. 71—Atlantic Greyhound Corp., 
Charleston, W. Va., common carrier ap- 
plication. 

MC 22232, Sub. 6—W. I. Tanner Transfer 
Co., Rocky Mount, N. C., common carrier 
application. 

te oe Kan.—Kansan Hotel—Jt. Bd. 


MC 11551, Sub. 2—Russell Tasker, Minneap- 
olis, Kan., common carrier application. 
July 8—Bloomington, IIl.—McLean County Ct. 

—Examiner Weaver: 
29536—Illinois Wholesale Grocers’ Associa- 
tion vs. Alton et al. 
July 8—Charleston, W. Va.—State Comm.— 
Jt. Bd. 118: 
MC 7716, Sub. 7—Germann Bros. Motor 
Transportation, Inc., Ripley, O., common 
carrier application. 


sas ae vee lil.—Main P. O. Bldg.—2Jt. 
~~ 22118, Sub. 1—Marrow, Inc., Evansville, 
nd. 


MC 35334, Sub. 27—Cooper-Jarrett, Inc., 
Chicago, Ill., common carrier application. 
— O.—Gibson Hotel—Jt. Bd. 


* MC 35328, Sub. 1—Doran Transfer & Rig- 
ging Co., Cincinnati, O., common carrier 
application. 

July 8—Clarksburg, W. Va.—U. S. Ct.—Jt. 
Bd. 61: 


MGC 106870—L. A. Patton, Clarksburg, W. 
Va., contract carrier application. 


Fast » Pickup & Delivery 
Low Cost 
Intercity and Coast to Coast 


UNITED AIR LINES 





July 8—Columbia, S. C.—Wade Hampton Ho- 
tel—Examiner Seaman: 
MC 106821—Smith Truck Line, Santee, S. 
C., contract carrier application. 


July 8—Columbus, O.—Old P. O. Bldg.—ZIJt. 
Bd. 57: 


* MC FC-20758—Application for transfer, D. T. 
C., Ine., Columbus, O., transferee, and 
Great American Transport System, Inc., 
a Delaware corporation, Detroit, Mich., 
transferor. 
July 8—Enid, Okla.—Youngblood Hotel—Ex- 
aminer Snider: 
29506—Johnston Seed Co. and Goodholm- 
Maund Grain Co. vs. A. T. & S. F. et al. 
July 8—Florence, Ala.—U. S. Ct.—Jt. Bd. 106: 
MC 103412, Sub. 2—M. K. Watkins, Flor- 
ence, Ala., common carrier application. 
July 8—Roanoke, Va.—Hotel Patrick Henry— 
Examiner Kobernusz: 
MC 64240, Sub. 2—Wolfe’s Transfer, Ap- 
palachia, Va., common carrier application. 
July 8—New York, N. Y.—641 Washington St. 
—Examiner Driscoll: 
MC 71573, Sub. 8—Continental Van Service, 
Inc., New York, N. Y. 
MC 106370—M. & W. Trucking Co., New 
York, N. Y. 
Buffalo to Claremont, Wyo. 
July 8—New York, N. Y.—Woolworth Bldg. 
—Examiners Carter and Williams: 
29493—-Freight forwarders-motor common 
carriers, agreements. 
July &8—Springfield, Mass.—Fed. Bldg.—Ex- 
aminer ‘4 
MC 60319, Sub. 5—Malkin Motor Freight 
Co., Cambridge, Mass., common carrier 
application. 


1 ST Kan.—State Comm.—Jt. Bd. 


MC 106662—E. A. Cantrell, Carbondale, 
Kan., common carrier application. 


~~ | A aa Kan.—State Comm.—Jt. Bd. 


MC 106796—L. E. Grace, Minneapolis, Kan., 
common carrier application. 

July a ae D. C.—Jt. Bd. 112: 

MC 17020, Sub. 4—Blue Ridge Transporta- 
tion Co., Hagerstown, Md., common car- 
rier application. 

COE Se D. C.—Examiner Mor- 
ris: 


MC 22284, Sub. tins gy A Baker Auto For- 
warding Co., Detroit, Mich., common car- 
rier application. 

July 9—Baltimore, Md.—Baltimore Assn. of 

- -Comm.—Examiner Parker: 

* MC F-3145—B. S. Reid and G. D. Joyner, 
control— R. C. Motor Lines, Inc., purchase 
(portion), Schupper Motor Lines, Inc. 

July 9—Baltimore, Md.—Assn. of Commerce 
—Jt. Bd. 112: 

* MC 84770, Sub. 8—The Royal Transporta- 
tion Co., Baltimore, Md., common carrier 





application. 
July 9—Bloomington, I!l.—McLean County Ct. 
—Examiner eaver: 
—e City Pickle Co. vs. Alton 
et al. 


July 9—Charlotte, N. C.—Fed. Bldg.—Exam- 
iner Seaman: 

MC 62110, Sub. 6—Billings Transfer, North 
Wilkesboro, N. C., common carrier appli- 
cation. 

July 9—Chicago, IIl.—Main P. O. Bldg.—Ex- 
aminer Hagarty: 

MC 8681, Sub. 17—Western Auto Trans- 
ports, iIne., Denver, Colo., common car- 
rier application. 

July 9—Harrisburg, 
aminer Hanrahan: 

MC 13258, Sub. 17—T. M. Zimmerman, 
Sons Pa., common carrier appli- 
cation. 

MC 39243, Sub. 88—Miller’s Motor Freight 
Service, York, Pa., common carrier ap- 
plication. 

eee, vt.—U. S. Ct.—Jt. Bd. 


MC 7257, Sub. 2—Provincal Transport Co., 
— Que., common carrier applica- 
on. 


aay Seen, Ind.—Fed. Bldg.—Examiner 
urge: 
* MC 106981—M. & M. Trucking Co., Inc., 
Muncie, Ind., contract carrier application. 
July 9—New York, N. Y.—641 Washington St. 
—Examiner Driscoll: 
1. & S. M-2658—Soap and cotton softener, 
N. J. to Pa. and W. Va. 


Pa.—State Comm.—Ex- 


MC 32017, Sub. 1—Brill’s Express, New 
York, N. Y. 
July 9—Parkersburg, W. Va.—Wood County 
Ct.—Jt. Bd. 61: 


MC 106791 and Sub. 1—City Lines, Clarks- 
burg, Va., common carrier applica- 
on, 


July 9—Roanoke, Va.—Hotel Patrick Henry— 

Examiner Kobernusz: 
MC 106882—Hopkins & Holt, Stuart, Va., 

common carrier application. 

July 9—St. Louis, Mo.—Mark Twain Hotel— 
Jt. Bd. 135: 

* MC 106913—City-Wide Delivery Service, St. 
Louis, Mo., common carrier application. 


1999 


July 9—Sheridan, Wyo.—Fed. Bldg.—Exam- 
iner Boyden: 

Finance 15295—Application of Wyoming Ry. 
for a certificate of public convenience and 
necessity permitting abandonment of its 
entire line of railroad extending from 


aly Kan.—State Comm,.—Jt. Bd. 


MC 71930, Sub. 4—Kansas Trails, Topeka, 
Kan., common carrier application. 


sae idbirnseryis Kan,.—State Comm.—Jt. Bd. 


MC 106671—A. Groh, Paola, Kan., common 
carrier application. 
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- 
costs less 
now! 


* The Flying Tiger line is flying 
cargo for as low as 16c per 
pound coast to coast. 


* These savings are made possible 
through CAA changes in load 
allowance on air equipment. 


% Planes also may be chartered 
for passengers. 


%* Contact your nearest office for 
information. 


OVERNIGHT DELIVERY 
COAST To COAST 


NATIONAL SKYWAY FREIGHT 


CORP. 


LOS ANGELES CHICAGO OKLAHOMA 
OR 8-2281 WA2508 ClTY 63364 














NEW YORK 
Chelsea 3-8206 


OR TELETYPE 


‘ IN SAFETY 
and SERVICE 


—with millions of miles’ experience every 
year in the long distance moving of house- 
hold goods. 


See your classified directory for 
local branch or agent 
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TRAFFIC WORLD 





Educational Courses 

i. ©. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 


Situations Wanted 


TRAFFIC MANAGER—Col. grad., 41, all phases traffic, Rate—Claim 
spec. 16 yrs. RR 4 Ind. exprn. Address Box 517, Traffic World, 
Chicago Office. 


Traffic manager southern steel plate fabricators paying million dol- 
lar yearly freight charges desires change. 33 years old, married, 
capable handling all traffic matters. Address Box 518, Traffic World, 
Chicago Office. 











Special Services 
Obscure combination l.c.l. rate from N.E., T.L. & C.F.A. territories 
to points in Mo., Neb., Ark., La., Okla., Texas. Advise your thru rate. 


Write for details, no obligation. Address Box 513, Traffic World, Chi- 
cago Office. 








For Sale 


For Sale 


500 tons 
Sixty Pound Relaying Rail 


complete with full complement angle bars to match. 


Also good used tie plates for 80 and 90 lb. rail. 


Write or wire for quotation 


SONKEN-GALAMBA CORP. 


2nd and Riverview Kansas City 18, Kan. 


LOCOMOTIVES 
2—44-Ton, Diesel Electric, 300 H.P. Tractive Effort 26100 Ibs. 
IRON & STEEL PRODUCTS, INC. 


41 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
‘‘ANYTHING containing IRON or STEEL" 


FREIGHT CARS—IMMEDIATE DELIVERY 


16—Express Refrigerator Cars, 40 Ft., 40-Ton. 
3—Gondola, all steel, 50-Ton. 
4—Dump, Kilbourne-Jacobs, Automatic Air, 

20-Cu. Yd., 40-Ton: Lift Doors. 

2—Passenger Cars, 60-Ft., All Steel. 
2—Baggage Cars, 60-Ft., All Steel. 

51—Flat Cars, 50-Ton, 43 ft. 

61—Hopper, Side-Discharge, 50-Ton. 

7—Box, 50-Ft., 50-Ton; all steel. 
8—Box, 50-Ft., 40-Ton, Single Sheathed. 
6—Caboose Cars, Steel Underframe. 

73—Tank, 8,000 and 10,000 Gallon. 


IRON & STEEL PRODUCTS, INC. 
41 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“ANYTHING containing IRON or STEEL" 
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SERVING YOU THROUGH SCIENCE 


Claim 
World, 


U.S. ROYAL LOGGER 
for timber hauling 
on dol- 
arried, 


World. U. S. ROYAL 
ROAD GRADER 
for road work 


U. S. ROYAL 
EARTH MOVER 
for carryalls 


U. S. ROYAL CON-TRAK-TOR 
for construction and mining 


U.S. ROYAL FLEETWAY 
for the highway 


TIRES | 


UNITED STATES RUBBER COMPANY 


1230 AVENUE OF THE AMERICAS ROCKEFELLER CENTER NEW YORK 20, N. Y. 





How would you like to really collar that big, rich 
mid-continent market—and maybe open the door 
to more South American business, too? Well, add 
this up: (1) Our river network taps a large majority 
of American key distribution centers, (2) These 
level, liquid road beds have been so improved that 
they probably represent the most dependable ship- 
ping system in the world, (3) The extremely low 
cost of barge transportation gives you a powerful 
sales advantage, (4) Union Barge Line’s up-to-the- 
minute facilities and precision operation make it 
an ideal carrier for everything from matches to 
machinery . .. Let us show you exacily what Union 
Barge means in taking your particular products to 
your particular markets. Write 


UNION BARGE LINE CORPORATION 


_———, 
= PITTSBURGH, 22, PA. 
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